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TRANSPORTATION EDUCATION 

The proposal made by Bird M. Robinson, president 
of the American Short Line Railroad Association, that 
there be a national transportation institute, supported by 
both carriers and shippers, for the education of the pub- 
lic with reference to transportation, is worthy of serious 
consideration. Under the supervision of the right men 
and inspired by broad motives, such an institute would 
be invaluable, for it is a fact, as Mr. Robinson points out 
and as we have frequently said, that the lack of public 
understanding is largely responsible for our transporta- 
tion ills. The other chief cause of our troubles is the 
failure of carriers and shippers—as distinguished from 
the rest of the public—to realize (or to act on the reali- 
zation) that their interests are identical and that, in- 
stead of fighting each other, they should unite in the in- 
terest of sane transportation policies that would mean 
adequate revenue for the one and adequate service and 
reasonable rates for the other. 

It is to meet, as far as it may, this need for educa- 
tion of the public and the right point of view by those 
who deal in transportation, that a national association 
of traffic clubs is proposed. But it need not, even if it 
is successfully organized, interfere in any way with the 
plan proposed by Mr. Robinson. The two could act in 
conjunction. There cannot be too many agencies work- 
ing along right lines. Of course, the very fact that a 
national association of traffic clubs was organized on 
such a platform or that Mr. Robinson’s proposed insti- 
tute was founded, would show that carriers and ship- 
pers, at least to that extent, were realizing the fact that 
their interests were identical; but there would still be 
much work to do in order to keep even the converts 
Working along the lines of their convictions, to win new 
Support and sympathy, and to keep informed the gen- 
tral public, which, in the final analysis, is the determin- 
ing factor in legislation and in the enforcement of it. 
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But before there can be any such, instituté as Mr. 
Robinson proposes or any effective Organization of traf- 
fic clubs for educational purposes, shippers and carriers 
themselves—the men who deal in transportation and ° 
who would be the members or the supporters of such 
organizations—must come to the full realization that, in 
the proper solution of the transportation or any other 
problem, the point of view is the fundamental thing. If 
a shipper is schooled to believe that a railroad man is a 
crook and that his business is to rob his patrons, and 
that the shipper’s duty, on the other hand, is to get all 
he can for less than the railroad offers to take; if a rail- 
road man believes that shippers are ignorant and narrow 
and are merely lemons to be squeezed for the profit of 
the carriers; if the public regards only the surface of 
things and believes, because rates are high and because 
some railroads in the past have been guilty of stock- 
jobbing schemes, that the railroads are pretending ills 
that are not present and that they ought to be dealt with 
summarily ; if regulatory bodies regard politics and pros- 
pects of reappointment instead of the merits of the case 
in deciding controversies—then we shall never arrive at 
a solution, but shall continue our present ways of strife 
and unsettled conditions. 

The questions we should ask ourselves are: “What 
is the proper point of view, and how shall we cause it to 
prevail ?” 

Unquestionably the proper point of view is that 
there is, generally speaking, no difference between the 
interest of the shipper and that of the carrier. The 
shipper must have reasonable rates and he has a right 
to demand them. He must also have good service. Good 
service cannot be given without reasonable profits. The 
carrier has a right to demand such profits as a proper 
reward for investment and the shipper to demand that 
service be given in return for the profits. The carrier 
cannot make money without the shipper and the shipper 
cannot ship without the carrier. There may be differ- 
ences on specific matters of detail, but on this broad gen- 
eral principle there should be absolute agreement. Per- 
haps there is such agreement. At least, few would deny 
their acquiescence in the principle announced. But the 
trouble is that they do not apply the principle. A man 
may believe in charity but keep his pocketbook closed. 
He may believe in kindness, but beat his wife. He may 
believe in education but make his boy work instead of 
sending him to school. He may believe in religion and 
yet lead an unrighteous life. It makes little difference 
what we believe. It is what we do that counts. And 
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the trouble with both shippers and carriers, even those 
who have thought deeply. enough to appreciate the fact 
that their interests are identical, is that they are all the 
time acting as if.there were no such fact. A shipper 
endeavors to have a rate reduced that he knows is not 
too high or a practice abolished that he knows is justi- 
fied; a carrier tries, by one means or another, to have a 
rate increased that it knows is high enough, to prevent 
4 reduction that it knows is justified, or to establish a 
practice that it knows is not justified—all because of the 
little money that is immediately involved on one side or 
the other, without thought even of the financial side of 
the wider consideration involved. This, of course, is due 
to the selfishness that is inherent in all of us. We are 
not so optimistic as to hope that this very human trait 
will be eradicated from shipper and carrier while re- 
maining in the rest of the race; but it is our hope that 
some day the selfishness of both shipper and carrier will 
be big enough and sane enough. to see that both will 
profit more if they work a little more together. It might 
still be selfishness on the part of a shipper, for instance, 
to forego a decrease in the rate on a commodity in which 
he was interested as his contribution toward a situation 
that would bring better service or some other advan- 
tage larger than the small reduction; but that is the kind 
of selfishness we want—the kind of selfishness that can 
see beyond its nose and that reckons results largely. 


LABOR BOARD’S POWERS DEFINED 

Friends and foes alike of the Labor Board and the 
principle of government regulation of the dealings of 
carriers with their employes should welcome the clear- 
cut definition of the powers of the board under the trans- 
portation act handed down by Judge Page, of the federal 
court, last week. The opinion is sweeping and digs 
deeply into the details of the law and the duties of the 
board which it created. 


No one who has watched the progress of the Penn- 
sylvania’s case against the board, however, believes that 
the court’s findings will be admitted as final by either 
side. Legal advisors to the board make no secret of 
their intention to take the matter to the Supreme Court 
and it is fairly certain that, even if the board did not do 
so, the railroad would, in order to obtain, if possible, a 
reversal of the findings as to the constitutionality of the 
labor provisions of the transportation act. 


The subject matter of the opinion falls into three 
major divisions: First, the kinds and classes of disputes 
over which the board has jurisdiction; second, the 
Weight and value of the board’s opinions and decisions; 
third, the constitutionality of the title. 

There is nothing new in the court’s definition of 
the classes of disputes that the board may entertain un- 
der section 301, except that it now has judicial backing. 
The fact that under section 301 the board could not as- 
sume jurisdiction over a dispute unless it was certified 
to it by both parties was advanced over a year ago by 
attorneys for the American Short Line Association and 
has been subscribed to by the Pennsylvania ever since 
the inception of the dispute on which the opinion was 
tendered. So far as section 307 is concerned, the court’s 
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assertion that “the meaning is too plain to need interpre- 
tation,” strikes home. 

‘We do not understand why the court passed on the 
question of the weight and value of the findings of the 
board. So far as we can learn, that question was not 
brought up in the bill or in the argument. But a judi- 
cial opinion on it:is welcome, nevertheless. The court 
said, in the plainest kind of language, that the board’s 
decision that a thing was right or wrong did not neces- 
sarily make it so. There is no provision in the law, the 
court said, “that the decisions of the board shall be final 
and have the binding force of decrees to be performed.” 

This might mean that even the moral force of the 
board’s decisions had not been sanctioned by law, but 
the court, in its opening statement, asserts that the board 
is a body that can sue and be sued, thus, in effect, up- 
holding the contentions of Chairman Barton that deci- 
sions of the board may be enforced in the courts. 

The corollary of that is interesting. If the board 
can be sued, does that mean that the carriers who have, 
in obedience to decisions of the board, reinstated em- 
ployes and paid back salaries for the time lost, can sue 
the board for recovery, in case those disputes were con- 
sidered by the board on ex parte submissions? Can the 
Interstate Railway Company, which the board recently 
found to be in violation of one of its decisions, and the 
conduct of whose officers was characterized as “repre- 
hensible” and “unfair,” sue the board for damages be- 
cause the dispute was an ex parte submission under sec- 
tion 301? We do not venture an opinion; we merely 
inquire. 

From an abstract point of view, the court’s words 
as to the power of Congress to regulate the wages and 
the working conditions of common carrier employes is 
the most far-reaching part of the opinion. In the clos- 
ing paragraph, for instance, it is stated that whenever 
“men and property enter into and become a part of an 
interstate common carrier system, they so far lose their 
private character that they become wholly subject to 
all reasonable regulatory measures prescribed by Con- 
gress.” The word “reasonable” is the only word of com- 
fort for the railroads in the paragraph. 


HEARING ON BACHARACH BILL 


The Trafic World Washington Bureau 


The House judiciary committee this week held a hearing on 
the Bacharach bill (H. R. 10212), designed. to remove from the 
jurisdiction of the federal courts appeals from orders issued by 
state regulatory bodies. affecting public utilities. John E. Ben- 
ton, general solicitor for the National Association of Railway 
and Utilities, appeard in. favor of the bill in behalf of the state 
commissions of Arizona, Colorado, Florida, Idaho, Kansas, Michi- 
gan, Montana, Nevada, New Hampshire, New Jersey, New 
Mexico, North Dakota, Oklahoma, South Dakota, Tennessee, Utah, 
Virginia, and West Virginia. 

The Railroad Commission of Wisconsin and the Public Serv- 
ice Commission of Missouri are opposed to the legislation. 

“Interference with state regulation by appeal to the equity 
power of the federal courts has been very much considered and 
discussed in recent years,” said Mr. Benton. “It is because ap- 
peals to the equity powers of the federal courts, under the pres- 
ent law, interfere with the orderly working of the machinery 
which the states have set up for the regulation of the rates of 
public service corporations that this bill is here. The evil whicl 
is sought to be remedied is a comparatively new one; but it 
effects the whole country. If this bill is not. passed, the prob- 
lem will still be with you, and I venture to say that some Dill, 
with a similar aim, will be continually before Congress until a 
remedy is found.” 

The hearing was adjourned until May 23. 
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DECISION IN RATE INQUIRY 


The Trafic World Washington Bureau 


The Commission’s decision in its general rate inquiry is not 
in sight. That is the fact notwithstanding the publication of 
reports this week that it might be expected within ten days and 
that it would make “drastic” reductions on “basic” commodities. 
It would have been just as accurate to say the decision might be 
expected within a week. It would have been no more accurate 
nor inaccurate to have said the decision might be expected 
within a month. 

Conferences of the whole Commission on the whole subject 
had been going on only a short time when the reports about a 
decision in ten days were circulated. Prior conferences had 
been held among members assigned to particular phases of the 
case, There was a strong impression in Washington that the 
reports were balloons sent up to draw fire, a practice common 
in diplomacy, in the hope that the resultant firing would dis- 
close something of value, not so much as to the time but as to 
the nature of the report. 

Inasmuch as it has long been understood that a majority 
of the commissioners favored reductions of one kind or another, 
the chief question for weeks has been as to the list of things on 
which the reductions were to be ordered. Agreement might 
come in a few days or it might be delayed for weeks. There 
is no reason for expecting a decision before the middle of May, 
yet it would not be surprising were the Commission to announce 
a conclusion before that time. ‘The estimate about the middle 
of May is based on the belief that it would take that much time 
for the commissioners to do the work of agreeing and then put- 
ting the facts into order for presentation to the public. The 
Commission might announce a conclusion and issue an order 
without making anything more than a pro forma report. Such 
a course, however, would cause dissatisfaction because both 
railroads and shippers have been brought up with the idea that 
the Commission, like the Supreme Court of the United States, 
has reasons for what it orders done, and is willing to have them 
subjected to examination and criticism by those interested. 

Another general impression is, and long has been, that the 
reductions will be limited to freight moving on commodity 
rates and to class rates on which heavy-loading commodities, 
such as iron and steel and petroleum, are moved, particularly in 
Official and Western Classification territories. The bulk of the 
testimony seemed to be against reductions in class rates, as class 
rates, although the National Industrial Traffic League, the largest 
erganization of shippers, and many big shippers went on record 
as favoring reductions by the same method as the increases were 
made—that is, by percentages applicable to every rate on which 
freight is carried. 

A reduction in passenger fares would be a great surprise. 
The Pullman Company made a strong plea for the elimination of 
the surcharge because, according to the conclusion it drew from 
the statistics of its own business, the imposition of that charge 
for the extra weight of the Pullman cars was hurting its busi- 
ness. The railroad companies, however, opposed its elimination 
and all the figures furnished by them seemed to show that the 
surcharge was not as great as the extra weight hauled would 
warrant. 


IRON ORE RATES 


The Trafic World Washington Bureau 


In a hearing before Examiner Jewell, April 24, on ex-lake and 
other iron ore rates involved in I. & S. No. 1514 and No. 13445, 
Lackawanna Steel Co., vs. Pennsylvania et al., the fact was 
brought out that diversity of control over railroad rates had 
again begun manifesting itself in a situation which railroad men 
represented as intolerable. According to R. H. Collyer, chaotic 
conditions prevail in New York, New Jersey, and eastern Penn- 
sylvania by reason of the “duplex form of common carrier con- 
trol.” D. L. Lawrence, general freight agent for the Deleware, 
Lackawanna & Western, went into detailed explanations of how 
the conflicting control exercised by the federal and the New 
York state commission had restored the old troubled state that 
was common prior to the exercise by the Commission of the 
power granted to it by the revised interstate commerce law. 

The testimony of Messrs. Collyer and Lawrence was given 
in behalf of the proposal by the eastern lines to reduce rates 
on iron ore substantially 28 per cent, from the mines in the east 
to the various blast furnaces. Mr. Collyer pointed out that when 
the Commission suspended tariffs reducing the local rates of 
eastern railroads, the commission of New York declined to take 
similar action with regard to rates in that state. The New York 
authorities also declined to allow the carriers to restore the 
ex-lake ore rate when the Commission suspended tariff carrying 
reductions on that kind of ore to interstate destinations. They 
suggested that in view of the belief of the carriers that the rates 
on ore were too high and the refusal of the New York authorities 
to permit higher rates, the easier way to solve the situation 
would be for the federal commission to permit the entire elimina- 
tion of the Ex Parte 74 increase on local ore rates and a reduc- 
tion of 20 per cent in the ex-lake rates. 

Francis B. James, representing the Lackawanna Steel Com- 
pany and other so-called lake front interests, insisted that the 
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chaotic condition was due entirely to the action of the carriers 
themselves. He insists that the railroads knew before they fileq 
them, that the Commission would suspend tariffs making reduc. 
tions because the national body had warned them in December 
last that it could not tolerate reductions in iron ore which ap. 
peared to discriminate against the lake front interests, because 
similar reductions on fuel to the lake front furnaces had not 
been coincidentally proposed. The eastern carriers did not 
accept that suggestion as sound, because, they said, the very 
low export rates on iron ore had been in effect since September 
and October and the Commission had not the power to suspend 
them nor to condemn them as unreasonably low because it had 
not conducted a hearing as to their reasonableness. 

J. C. Venning, of the Pennsylvania, speaking for the Central 
Freight Association lines, said that the railroads in that part 
of the country had to reduce their rates on ex-lake ore to meet 
the reductions made by the trunk lines. 

Defense of the proposals of the carriers in Trunk Line and 
Central Freight Association territories with regard to rates on 
local and ex lake ore involved in the fight between the lake 
front and interior blast furnace interests was offered at the 
session of April 25 by L. W. Francis, president of Witherbee, 
Sherman & Co., with ore mines at Mineville, N. Y., and F. A. 
Ogden, general freight agent of Jones & Laughlin Steel Co. 
They contended the reductions proposed on local ores produced 
in New York and New Jersey and on ex lake ores were needed 
to meet the competition of foreign ores moving through the 
Atlantic ports on rates reduced in September and October, 1921, 
and the reduced ex lake ores left in effect when the New York 
commission declined to allow the carriers to cancel them when 
the federal Commission suspended the proposed interstate 
reductions. 

Mr. Francis, whose ore is shipped through Fort Henry, N. Y., 
to eastern destinations said the lower import rates had caused 
an increased use of foreign ores with a corresponding decrease 
in the use of American ores. 

Mr. Ogden said the rates on ore were not related to those 
on coal and coke but, nevertheless, he favored a reduction in 
the rates on all raw materials used in the production of pig 
irons. He said the iron and steel industry had brought down 
all production costs, other than the rates on ore and fuel, and 
that the proposed reductions on ore were in the direction which 
the industry had taken when it reduced wages and made 
numerous economies in operation. 


FURNISHING OF COAL STATISTICS 


The Trafic World Washington Bureau 


At the request of the House committee on labor, Chief Coun 
sel P. J. Farrell, of the Commission’s staff, appeared before that 
body, April 20, to discuss the power of Congress to require the 
production of data, by mine operators, pertaining to wages and 
working conditions in the soft coal industry, and to punish the 
failure or refusal of an operator to furnish such statistics by for- 
bidding the transportation of coal produced by him, from one 
state to another. 

“Tt looks to me as if the proposal were to deprive a mine op- 
erator of the right to ship without giving him a day in court” 
Mr. Farrell in substance, told the members of the committee dur- 
ing a two hour talk on the subject. He said he had looked 
through the bill to find the procedure to be followed by the pro- 
posed governmental agency or commission the duty of which 
would be to enforce the prohibition upon a recalcitrant operator, 
or the protective steps to be taken by the operator in the event 
the agency assumed to forbid the transportation of the coal 
mined by such an operator. He said he had not found any pro- 
vision for anything of that kind. 

One of the members of the committee suggested the mine 
operator would go into court to attack the statute. Still Mr. 
Farrell could not see how that would come about because the 
agency proposed to be created had not been empowered to issue 
an order forbidding transportation to the recalcitrant or cOM 
tumacious operator. He suggested that no operator would 80 
into court to have the statute construed unless and until some 
one undertook to interfere with his right to ship. 

Mr. Farrell pointed out that the bill made no provision for 
the agency or commission appointed to collect the statistics oF 
data to go into court for an order forbidding the shipment of 
coal from an interdicted mine. Therefore, as drawn, he said, he 
could not see that the bill, introduced by Representative Bland 
of Indiana, would accomplish anything, even if it were conceded 
that Congress had the power, under pretense of regulating com 
merce between the states, to require the furnishing of statistics 
about the production of coal which might or might not be shipped 
in interstate commerce. 

Chairman Gaskill, of the Federal Trade Commission, the 
body that has been trying to collect statistics about production 
within the various states, on the theory that it was trying 10 
prevent unfair methods of competition or violation of the anti- 
trust laws, was inclined to take the view that Congress had the 
power to require the furnishing of such statistics and to forbid 
transportation of the products of such as refused or failed to fur 
nish statistics. 


April 
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Current Topics 
in Washington 





The Hearings on Railroad Consolidation—The remarkable 
inability of representatives of the railroads in the southeast to 
tell Commissioner Hall, in the consolidation hearing, anything 
about the traffic or physical facts as to their properties caused 
several chuckles—after someone had suggested that when one 
has something to sell or may find himself maneuvered into a 
position where he must buy, he does not tell everything he 
knows. In a way of speaking, the hearing Commissioner Hall 
tried to hold was a preliminary to the establishment of a horse 
market. Men had been summoned there to talk about buying 
or selling something. No one knew whether he was expected 
to buy or to sell—hence inability to produce data. The Com- 
mission was not to do either buying or selling. That might 
account for Mr. Hall’s surprise. At times he seemed a bit net- 
tled over the slowness of the brethren to start making the 
record about which he had talked much. A suggestion was that 
he had not put himself in the other fellow’s shoes, but thought 
of himself only as the regulator of the trading, plans for which 
Congress had told the Commission to make. Not a dollar of 
Commission money was at stake. It was prepared, like other 
human beings when they are talking about somebody else’s 
dollars, to say just what should be done. The men who will be 
called on for advice when the time for trading comes, all appar- 
ently remembered their knife-trading days, when they did every- 
thing possible to find out about the other fellow’s knife without 
revealing anything about the broken spring or chipped blade 
of their own. It was a novel experience for a° commissioner. 
There probably never was a general meeting where there was 
less desire to talk. It seemed all right for Mr. Mapother, of 
the Louisville & Nashville, and Mr. Cole, of the Nashville, 
Chattanooga & St. Louis, to commend the Commission’s sug- 
gestion about the unification of those roads and the Atlantic 
Coast Line, as a permissive, but not mandatory plan. Henry 
Walters, by means of stock purchases, long ago united those 
properties, in fact if not in name. Therefore,.commending the 
Commission plan was akin to saying the boss was a fine, far- 
seeing, and altogether right-minded man, who, however, should 
not be commanded to do more than he had done lest the issuance 
of such a command restrict the market in which he might 
desire to sell one or all his horses. One suggestion was that 
the Commission had made a mistake in assigning Commissioner 
Hall to hold the hearing; that really the job should have been 
turned over to Chairman McChord, who is from a “hoss” trading 
state adjoining the state in which lived the general who laid 
it down as a bad rule to stay on less than sevens in a game 
of straight draw. Commissioner Hall, it was suggested, was 
a fine man, but he spent his young manhood practicing law in 
Paris, where there are good salesmen but not many “hoss” 
traders or devotees of draw. 


President Mapother, of the Louisville & Nashville, it was 
suggested, lightly touched on the great truth in the whole thing 
when he said that, in the last analysis, it was a matter of 
credit and this was an inauspicious time for suggesting the as- 
sumption of any more capital obligations. An innocent might 
ask why there should be any more capital obligations when 
nothing but consolidation was under discussion. The innocent, 
in his innocence, would suggest that if any when the Commis- 
sion agreed on a consolidation of the Atlantic Coast Line, the 
Louisville & Nashville, Nashville, Chattanooga & St. Louis, and 
a few others, there would be nothing to do but to tot up the 
capital obligations of the consolidated companies and issue in 
exchange therefor the obligations of the consolidated company. 
That, apparently, is the way the communist leaders in Russia 
thought such things could be done. When they found a stiff- 
Necked capitalist, they softened his neck by breaking it. Then 
they began wondering why the machine would not run. If and 
when the Commission has made a consolidation plan, according 
to the law as it now stands, consolidations must be made in 
Strict accord therewith. In other words, according to the lan- 
guage of the statute, the owners of the properties mentioned 
May dispose of them only to certain buyers. By the same sign, 
the owners of the properties mentioned, if they decide to be- 
Come buyers, may buy only certain designated properties. It 
'§ one of the axioms of the law that Congress may not tell an 
executive officer to acquire the property of a citizen- and pay 
Not more than so much for it. The executive officer, by bargain, 
may obtain title, but when he finds he cannot obtain it by 
argain and resorts to acquisition by condemnation, then the 
Mit is not a lawful limit within which the condemnation jury 
must stick. Therefore, if and when the Commission says three 
Toads may be consolidated, it has come to the end of its tether. 
' © owners of the stock in the roads cannot be compelled to 
yn the stock of the consolidated company. That means that, 

they are to be consolidated, the consolidating genius must 
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be prepared to pay money for the stock of the recalcitrant stock- 
holders, even as the makers of mergers in the old days when 
consolidation of railroads, now so much desired, was regarded 
as in violation of the anti-trust laws. That, it is believed, is 
why it is accurate to say that Mr. Mapother touched the great 
central truth when he talked incidentally about this being an 
inauspicious time for talking about the taking on of additional 
capital obligations. If consolidation is a good thing, the recal- 
citrant owner of stock probably will argue, he ought to be paid 
for having something that is deemed valuable. Others had the 
opportunity to acquire it, but did not; then, it is human to 
argue, let those others who will be benefited pay him for giving 
up something that will do them good. That is the rule followed 
in bartering for the skin of a silver fox or for the acquisition 
of a drug for the killing of pain. Why not, owners of railroad 
stock may be expected to inquire, far the holders of desirable 
railroad stocks? They took risks just as great as the hunter 
who found and skinned the silver fox, or the man who worked 
with chemicals for the discovery of the pain-killing drug. 


Loans from the Revolving Fund.—It is regarded as impos- 
sible to count, on the fingers of two hands, the number of those 
men who believe the revolving fund part of the transportation 
law put the government into the railroad business more thor- 
oughly than the President’s taking over of the railroads and 
their operation by the government during and immediately after 
the war. Several loans have been made from that fund which, 
it is believed, will require the government either to increase 
its investment or to kiss the money it has already invested 
good-by. The answer to their fears may be that they are bears 
and not bulls with regard to their country, and that, ultimately, 
the money will be returned, because the country is bound to 
grow and make the investments good. The loans are not in- 
vestments in the ordinary sense of the word. However, in the 
event that the recipients of the loans find it impossible to obtain 
money to pay them off in the ordinary market, they might as 
well be regarded as investments of a more or less permanent 
character. The loans were made, under the law’s theory, be- 
cause the borrowers could not obtain money elsewhere at a 
reasonable rate of interest. Inasmuch as the Commission has 
approved more than one issue of bonds that will cost the issu- 
ing road more than 7 per cent, the situation of some of the 
borrowers from the revolving fund must have been bad, indeed. 
Yet they got money for 6 per cent, while the ones that could 
obtain it for 7 per cent were permitted to do so. Commissioner 
Daniels’s dissent in the matter of the loan of $4,400,000 to the 
Seaboard-Bay Line Company is the only utterance thus far made 
indicating that anyone believes that any favoritism had been 
shown by the Commission in the distribution of the revolving 
fund. The operations to make possible that loan, as set forth 
by Mr. Daniels, seemed almost as complex as some that took 
place in the cases of high finance, so-called, which the Com- 
mission investigated and frowned about. Mr. Daniels indicated 
that he had doubts about the legality of the transaction, but 
Commissioner Eastman, who wrote a concurring report as an 
answer to Mr. Daniels, indicated that, in his opinion, the whole 
transaction was for the public interest. 


One of the thoughts put forward by Mr. Daniels was that 
it was hardly in the public interest to use public money now 
for the purchase of new equipment when about 400,000 cars 
were idle. He admitted it might be in the interest of the Sea- 
board Air Line to get rid of part of its annual per diem bill 
of $1,500,000 by acquiring cars of its own. But he said that 
would hardly help the public, because the railroads that have 
been getting the Seaboard money will have their income re- 
duced by exactly the amount the Seaboard may save by reason 
of the loan to it on what Mr. Daniels regarded an exceedingly 
narrow margin of equity—about $200,000, he figured it. The 
general thought, however, has .been that there were not enough 
freight cars in the country. The railroad which, in other years, 
ordered new equipment when business was dull used to be re- 
garded as a public benefactor, the presumption being that when 
business picked up there would be work enough for all the 
cars that could be made to toddle from one terminal to another. 
The only possible ground for criticism, it may be suggested, is 
that the Seaboard received public money to use in building 
equipment on terms more favorable than other companies, in 
that, in order to obtain a loan of $4,400,000, it had to show 
only $200,000 cash, while other companies, according to Mr. 
Daniels, to have obtained that much, would have had to show 
ten times as much of their own money. By that loan the Sea- 
board is to be enabled, according to Mr. Daniels’s theory, to 
avoid hiring the cars of other lines which, under what Mr. 
Daniels said was the practice of the Commission, would have 
had to show about: $2,000,000 as a condition precedent to the 
procuring of a loan to have saved themselves from the necessity 
of hiring equipment. The whole case, it is believed, shows a 
new angle in the matter of government financing of supposedly 
private enterprises. 








The 


Iron Ore Situation—Lynx-eyed traffic brethren who 
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have given more than the ‘once over” to the iron ore situation 
can see how the restoration to power of the state commissions 
can make work for the national Commission. The public and 
plausible reason for the railroads proposing to cut the rates on 
ore is that the New York commission forbade them to cancel 
the reduced rates on ex-lake ore to and from destination in 
New York state when the federal Commission suspended similar 
reductions.. The New York commission was one of those that 
accepted the Ex Parte 74 level of freight rates and, therefore, 
never had a thirteenth section order clapped over its authority. 
It has full control over rates within the state. It chose to 
allow the carriers to do what they suggested. The federal 
Commission chose to suspend the rates. Now there is discrimi- 
nation against interstate commerce by reason of what New 
York did. The railroads would want nothing easier than a 
plain order to remove the discrimination. Under such an order 
they could reduce the ore rates as they proposed. The federal 
Commission is in a rather tight place in the matter, because it 
held the reduced ore rates in effect to January 1 to be unjustly 
discriminatory against the lake front furnaces because corre- 
sponding reductions had not been’made in rates on fuel. That 
was its reason for not permitting the reduced rates on ore to 
continue beyond the first of the year. It had held no hearing 
on the rates on fuel, so it could not order them reduced. One 
of the queries is as to whether its power to make minimum 
rates could be used to force up the ore rates in New York and 
on imported ore from the ports to the furnace points. That, at 
this time, seems to be about the only way the situation could 
be restored, pending a decision in the general rate inquiry as to 
rates on coal and coke to the lake front. i. 3o., Fi. 


AMENDMENT OF TRANSPORTATION ACT 
The Trafic World Washington Bureau 


A pessimistic outlook on the chances for getting action on 
legislation-amending the transportation act with respect to ‘the 
rule for rate-making and intrastate rates is reflected in a bulletin 
sent to members by John E. Benton, general solicitor of the 
National Association of Railway and Utilities Commissioners. 

Mr. Benton informed members that the hearings before the 
House committee, interrupted by consideration of the mileage 
book and Cape Cod Canal Bills, had not yet been resumed. In 
the Senate, he reported, “no observable progress towards a 
report on our amendments has been made.” He also took 
occasion to quote from “Labor,” the Plumb plan organ, to the 
effect that “the various bills calling for the repeal of the guar- 
anty provision of the Esch-Cummins bill and restoring to state 
commissions control over intrastate rates will be permitted to 
die in the committee pigeon holes.” 

Charles Webster, chairman of the Iowa commission, desired 
an oral hearing before the House committee, but, according to 
Mr. Benton, this could not be arranged, and “Chairman Webster 
has started back to Iowa, saying things that would not look 
well printed in the record.” Mr. Webster submitted the following 
statement for the record: 





Propaganda, or I might say, poison gas, has been scattered 
broadcast intimating that the support given by the state commissions 
to the amendment and repeal of certain sections of the Esch-Cum- 
mins act is due to selfish motives. I know most of the state com- 
missioners of the country, and know that their support is due solely 
to what they regard as their duty as representatives of their respec- 
tive states, and I doubt if any one of them has any selfish motive. 
Even if all railroad rate making authority were removed from the 
state commissions, they would still function in other matters, and it 
would ‘not affect them personally in any manner. It is the principle 
that.-they are endeavoring to maintain. 

In order to qualify as a witness, I might say that I was born, 
and still live, on the farm that my father entered from the govern- 
ment in: 1854; .this adjoins a little village of four hundred and fifty 
people. I have been engaged in farming and stock raising, shipping 
and other business in Iowa, in the Dakotas and Montana, quite 
extensively all my life, and naturally come in contact with farmers, 
shippers and business men in all of these states, and every day that 
I spend as a state commissioner means money lIost to me. 

I, however, have an opportunity of being on the ground and 
watching just how many of these matters work out, and of knowing 
particularly the thoughts of the farmers, and the small town people. 
You will remember that nearly one-half of the state legislatures have 
passed concurrent resolutions, asking for the repeal and amendment 
of the sections in question; that the American Farm Bureau Federa- 
tion, which has a membership of over a million farmers, has asked 
that this be done, at two successive annual meetings. The Iowa Farm 
Bureau and other state farm bureaus and farm organizations, and 
innumerable business associations scattered over the United States 
have passed resolutions to the same effect. I think I am safe in 
saying that 90 per cent of the thoughtful people desire that this 
action be taken. 

At the formation of the Union, certain rights were delegated by 
the states to the national government. All the rest were reserved, 
including the right to regulate their internal affairs. 

Senator Cummins. of my state, chairman of the interstate com- 
merce committee of the Senate, and one of the authors of the Esch- 
Cummins bill, has told us repeatedly that it was not the intention 
to take from the states this authority, but regardless of all this, it 
has been taken from the states, and people will be obliged to come 
long distances, spend much valuable time, and large sums of money, 
to present in many cases trival matters to a far away overworked 
body of men, ill informed as to local conditions. 

j The railroads have scattered propaganda throughout the United 
States, complaining to the public that they are regulated by forty- 
eight state commissions and the Interstate Commerce Commission. 
Their statements on the face of them are unfair, and misleading, 
because there isn’t any railroad regulated by forty-eight commissions, 


THE TRAFFIC WORLD 





Vol. XXIX, No. 17 











and no one railroad runs through more than a few states. The state 
commissioners are not endeavoring to put additional burdens upon 
the carriers; they realize that it is necessary that the railways of the 
United States properly function; and it is not their desire to take any 
action that will prevent them from doing so. When you come to 
think of it, more than half of the membership of the Interstate Com. 
merce Commission has been taken from the state commissions ang 
there is much good timber left. 

If the state commissioners so desired, they could not, under the 
law as it stood before the transportation act was passed, perform 
any act that would be discriminatory against places or individuals, 

The most prosperous period of the railroads was during the time 
that the state commissions were functioning fully, and it seems to 
me that the carriers are indeed very short-sighted in endeavoring to 
remove from the states the authority that has never been disputed 
since their inception until the passage of the Esch-Cummins act, 
Public opinion cannot be ignored with impunity and public opinion 
demands that these powers be restored and that section lba be 
repealed as a whole. 

I noticed the other day that the Illinois Central Railroad had aq 
full page advertisement in the Chicago Herald and Examiner, endeay- 
oring to convey the impression that the state commissioners were 
endeavoring to discriminate against interstate commerce. The 
national association that I represent does not ask Congress to repeal 
the Shreveport decision; which forbids discrimination, but they do 
ask Congress to immediately end the present unbearable § situation, 
and designate the beginning and the ending of the twilight zone. 

We may as well realize that all the affairs of this great nation 
cannot be conducted from Washington satisfactorily. If all the 
power is to emanate from the federal government, then the capitol 
should be moved to the great central west, saving valuable time and 
expense for the people to bring their troubles to one head. During 
the war when I had the honor of acting as fuel administrator for 
the state of Iowa, the Administration, in order to ‘‘conserve our 
resources,’’ ordered that the: use of steam coal in brick, tile and 
cement plants, and green houses be reduced to 50 per cent of their 
requirements. I protested against this without avail, as at that time 
they were actually dumping steam coal in the ditch, in order to get 
a sufficient amount of domestic fuel. Zone systems were established, 
and imaginary lines were drawn within which Iowa coal could not be 
sold to our own state institutions. We were also prohibited from 
selling coal twenty miles distant across the line, but could ship hun- 
dreds of miles to an unnatural market to “save mileage’’ on cars, 

We were prohibited from shipping two to three hundred miles in 
the vicinity of Sioux Falls, South Dakota, but coal could: be shipped 
several hundred’ miles to the Lake Erie docks, then eight hundred 
miles by water to Superior, then approximately four hundred miles 
to Sioux Falls, in order to save mileage. 

‘The Interstate Commerce Commission Service Order No. 10, 
during the coal strike, ordering four thousand cars of. coal delivered 
daily to the Lake Erie docks for shipment to the northern docks to 
relieve the threatening shortage in the northwest may have been 
necessary, but was greatly abused. Judge McGee of Minnesota, a 
member of the Public Safety Commission of that state at that time, 
in his letter to Senator Calder under date of November 27, 1920, 
points out that because of the manipulation of that order, the people 
of the northwest were robbed of vast sums of money. It has been 
estimated that shipping this coal from the Lake Superior docks down 
into the second and third tier of counties in Iowa, cost the people 
of that state $6.00 a ton more than they could have bought it for, 
had they been allowed to ship it direct. 

Before the war the minimum on hogs in Iowa was 16,000 pounds 
for a 36-foot 4-inch car. This was raised during the government 
operation to 17,000 pounds. After the railroads were returned to their 
owners, they petitioned to the Railroad Commessioners of Iowa, ask- 
ing that a 17,000-pound minimum be _ established, and _ after an 
exhaustive hearing, it was decided that 17,000 pounds of all kinds of 
hogs and in all kinds of weather could not be loaded with safety. It 
was shown that 76 per cent of the hogs that arrived at Sioux City 
were loaded less than 17,000 pounds and 53 per. cent less than 16,000 
pounds. This was done by experienced hog shippers, although they 
paid for 17,000 pounds. 

The railroads were not satisfied with this decision and took the 
case before the Interstate Commerce Commission. An examiner was 
sent out to Des Moines from Virginia and at that hearing the railroad 
witnesses admitted that they had no complaint from Omaha, St. Joe 
or from Austin, as to discriminations, or any evidence that it had 
affected these cities or any individuals in the least. Therefore, being 
an intrastate matter, the people of Iowa are wondering just what 
the Interstate Commerce Commission has to do about it, 

_ am_not censuring the Interstate Commerce Commission for 
Service Order No. 10, as they were honest in their intentions in 
endeavoring to remove an apparent shortage in the northwest; but 
they were evidently unable to watch all the details of the matter, 
and prevent the manipulation. Neither am I complaining of the 
actions of the Fuel Administration. It is of the system that I 
complain. 

I am citing these occurrences merely as illustrations as to why 4 
governmental body, located at Washington, cannot successfully or 
intelligently handle all the details of transportation in this great 
country of ours. We have shown during this hearing that the inter- 
ferences of the Interstate Commerce Commission under the Escl- 
Cummins act in purely intrastate affairs has created chaos, caused 
great dissatisfaction among shippers, and has prevented the state 
authorities from functioning properly by reason of the interpretation 
which has been placed upon the obnoxious sections which we ask to 
have amended. 

The tendency is more and more towards concentration of authority 
at Washington. The concentration of population in the larger cities 
is becoming alarming, and President Harding pointed out in his last 
message to Congress that the present method of rate making, favoring 
the larger cities, was one of the reasons why the rural population 
was being depopulated and the cities were growing larger. 

There is one thing in this government of ours that we can always 
depend upon, and that is the second and sober thought of the farmer 
and small-town people. They are the stabilizing influence of the 
nation, and upon them can always be depended the safety of the 
government. They are at home ploughing, seeding and reaping, fat 
away from the strikes and riots, and their judgment upon matters 
is mature and deliberate. It is as representatives of these farmers 
and small-town people, largely, that we come before you and ask 
you to take the necessary action for their relief. 


CENTRAL OF GEORGIA BONDS 
The Central of Georgia has applied to the Commission for 
authority to authenticate $1,313,000 of 6 per cent refunding and 
general mortgage bonds to be held in its treasury. The col 
pany says it wishes to issue them now, so that it will have 
them on hand for sale when market conditions improve, and 
also for use as collateral security for any lawful purpose. 
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Decisions of Interstate Commerce Commission 


DIVISIONS MAY BE REBATE 


A specific application of the principle laid down by the Su- 
preme Court of the United States in the tap line cases, that divi- 
sions out of joint rates to an industrial railroad may constitute 
a rebate, has been made by the Commission in a report, written 
by Commissioner Daniels, from which there was no dissent, on 
No. 12969, Divisions Received by Brimstone Railroad & Canal 
Company, opinion No. 7582, 68 I. C. C. 375-8. It found the divi- 
sions received by that railroad from the Kansas City Southern 
and the Southern Pacific, out of joint rates on interstate traffic 
were unjust, unreasonable, inequitable, and to the extent that 
they exceed the cost of service and a fair return on the property 
of the Brimstone held for and used in the service of transpor- 
tation for the public generally, were excessive and, in effect, a 
rebate to the Union Sulphur Company, the proprietary interest. 


The respondents, the Kansas City Southern and the South- 
ern Pacific, but not the Brimstone, are required to make a study 
of the cost of service performed by the Brimstone, after which 
the case will be set for further hearing. 


This case was instituted upon the Commission’s own motion 
but may be regarded as an outcome of a fight between rival sul- 
phur companies, each owning a railroad and being in the com- 
petition for markets for their production of brimstone and sul- 
phur. In a formal case, No. 12773, Union Sulphur Co. vs. Ahnapee 
& Western, not yet decided, the one owning the Brimstone rail- 
road, attacked the rates from Sulphur Mine, La., its shipping 
point, as being unreasonable, unjustly discriminatory and un- 
duly preferential of the sulphur shipped from Gulf Hill and 
Bryanmound, Tex., by the Texas Gulf Sulphur Co., to all points 
on and east of the Mississippi River. The Texas Gulf Company 
took part in this case. Its railroad connects only with the Gulf, 
Colorado & Santa Fe, while the Brimstone connects with the 
Kansas City Southern and the Southern Pacific. The Kansas 
City Southern was the last to make connection with the Brim- 
stone. It started the payment of divisions to the Brimstone. 
The Southern Pacific followed. Neither company objected ta 
paying divisions, at least not at the hearing in this case. The 
Kansas City Southern thought the divisions reasonable, amount- 
ing as they did to about 1.2 cents per 100 pounds, for a haul of 
about 3 miles. The Southern Pacific argued that whatever might 
be the proper division, it should be uniform so as to afford each 
road an opportunity to obtain some of the tonnage handled by 
the Brimstone. Under the rule laid down by the Commission in 
various tap line cases, it fixed divisions according to mileage. 
Under such an arrangement the Kansas City Southern might 
pay a larger division to the Brimstone—and obtain the bulk, if 
not the whole tonnage to competitive points, the Southern Pa- 
cific obtaining only that which the Brimstone could not avoid 
giving it. 

The interest of the Texas Gulf, in this case, was stated, in 
the report, to “prevent the proprietary company (the Union Sul- 
phur Company), from obtaining an unlawful advantage through 
its ownership and control of the Brimstone. The Texas com- 
pany receives no allowance from its one connection, the Gulf, 
Colorado & Santa Fe. That company helped in the case to de- 
velop the facts and “because the Texas Gulf Sulphur Company 
may ask for an allowance.” It argued that the Brimstone was 
a plant facility and entitled to no allowance whatever. It held 
that if the Brimstone were given an allowance it should not be 
more than $4.50 per car, the switching charge or division pre- 
scribed by the Commission in its sixth supplemental order in the 
Yap Line Case, 31 I. C. C. 490, for hauls over one mile and not 
more than three. 

The Commission found the Brimstone was using property 
of the proprietary company valued at about $260,000, without 
charge, and that the officers and employes of the two companies 
were practically identical. 

“These facts and many others,” the Commission said, “tend 
strongly to support the belief that the Brimstone and the pro- 
brietary company represent one enterprise, and that the separate 
Incorporation of the Brimstone affords merely an expeditous 
Means of conducting a commercial enterprise to encroach upon 
the revenues of the trunk lines.” 


The Commission said that for the service performed by the 
Brimstone, which it said was in some respects similar to a 
Switching service, the divisions to that road, ranging from $10 
to $24 per car, seemed excessive, for the short haul to the South- 
etn Pacific connection. The division for a haul of 7.5 miles, in 
4 roundabout way, to the Kansas City Southern, yields, on au 
average, the Brimstone testified, less than $24 per car. 

_ The Commission held the Brimstone to be a common car- 
rer entitled to divisions out of joint rates, arrived at by tak- 
ing the cost of the service as the measure, plus a reasonable re- 









turn on the property devoted to the transportation service, in 
accordance with the opinion in the Tap Line Cases, 234 U. S. 1, 
in which the court said the compensation, however, must be just. 

The record is to be held open for 90 days for the cost study 
to be conducted by the two connections of the Brimstone. In 
conducting that study, the Commission said the out-of-line move- 
ment to the track scale should not be used, in computing the dis- 
tance to the Southern Pacific interchange tracks. 


RATES ON VEGETABLE OILS 


In a report on further hearing, written by Commissioner 
Daniels, on No. 10405, Southport Mill, Ltd., vs. Director-General, 
Chicago & North Western et al., opinion No. 7579, 68 I. C.. C. 
352-68, and the long list of cases bracketed with it, the Com- 
mission has modified its former holding, which was to the effect 
that the rates on cottonseed products would have been reason- 
able maximum rates for application to palm-kernel, copra. and 
cocoanut products commonly referred to as vegetable oils and 
by-products, in 1917, 1918 and 1919. 


With Commissioners Campbell and Aitchison dissenting, it 
held the rates on cottonseed products did not furnish a proper 
measure of maximum rates. It held that the scale prescribed 
by it in Oklahoma Cottonseed Crushers’ Association vs. M. K. & 
T., 35 I. C. C. 94; 39 I. C. C. 497, and 42 I. C. C. 571, disposed ofin 
January, 1917, somewhat modified to meet the more favorable 
transportation conditions prevalent in the territory in which the 
vegetable oils and by-products mentioned moved, would, be 
proper to apply in measuring the amount of reparation due the 
complainants. It made rulings on the shipments mentioned in 
the complaints and indicated the exact cents per 100 pounds that 
should be used in determining the amount of reparation to be 
made. It said that 32.5 cents would have been the reasonable 
rate from New Orleans to Kansas City on palm-kernel and copra 
oil. That is the figure given by the scale. The rate on cotton- 
seed oil was 30 cents That rate, by implication, was held to 
have been too low To St Louis, the Commission said the rea- 
sonable rate would have been 26 cents The scale would have 
made it 29 cents. From New Orleans to Chicago, the Commission 
said the reasonable rate, prior to General Order No. 28 would 
have been 28.5 and to Buffalo 47.5 cents. 

On copra oil from Baton Rouge to Philadelphia the rate 
prior to June 25, 1918, should have been 39.5 and after that day 
49.5 cents; from Baton Rouge to Jersey City, 41.5 before and 52 
after. On palm-kernel meal from New Orleans to Cedar Rapids, 
30.5; to Peoria, 26 cents; Morris, Ill., 25.5, and to Decatur,‘ 24; 
and copra cake from Rolling Fork to New Orleans, 18.5. 


Reparation was the only issue in the case. The rates on cot- 
tonseed products were made applicable to the other vegetable 
oils in 1919, notwithstanding the contention of the Railroad 
Administration, upheld in this report, on further hearing, that 
they were subnormal. In behalf of the Railroad Administra- 
tion, in excusing its failure to use its power to increase rates 
without check by the Commission, it was said that in 1919 it was 
deemed “highly impolitic to increase rates, because, the war 
being at an end, public opinion would not countenance a revision 
of rates upward. The Railroad Administration, therefore, elected 
to remove the undue prejudice against the other vegetable oils 


by reducing the rates thereon to the level of the cottonseed 
products rates.” 


Just what effect the modification of the former decision in 
55 I. C. C. 154, will have upon the amount of reparation to. be 
made, is not indicated in the report. The specific holdings, four 


_in number, were as follows: 


Rates on palm-kernel oil or on copra oil, in carloads, from New 
Orleans and Baton Rouge, La., to Kansas City and St. Louis, Mo., 
oom Ill., Buffalo, N. Y., and other eastern points found unreason- 
able. 

Rates on palm-kernel oil or on copra oil, in carloads, from New 
Orleans, La., to Jersey City and Babbitt, N. J., and Brooklyn, N 


i a 
.in effect on and after June 25, 1918, found not unreasonable. 


Rates on_palm-kernel meal from New Orleans, La., to Cedar 
Rapids, Ia., Peoria, Ill., and other points in Illinois, and on copra 


cake from Rolling Fork, Miss., to New Orleans, La., found ‘unrea- 
sonable. 


Reparation awarded to the basis of the maximum rates found to 
have been reasonable. 


It is believed the carriers will take the modification of the 
former report as an implied holding that rates on cottonseed 
products were subnormal in 1917 and, therefore, the base having 
been too low, the present rates, increased by percentages since 
then, .are also below a reasonable maximum. That belief is 
based on a fundamental proposition laid down by counsel for 
the Director-General, quoted by Mr. Daniels, and the flat-footed 
assertion of Commissioner Campbell, in his dissenting report, 
to which Mr. Atchison subscribed, that the majority had found 
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the cottonseed products basis subnormal. The contention of 
the Director-General, as set forth by Mr. Daniels, is as follows: 














































































The director general alleges that we erred in finding that the 
rates on cottonseéd products were maximum reasonable rates on 
copra and palm-kernel products when the shipments moved. Counsel 
for the director general stated upon argument that he is willing 
“for the purpose of this case that the commission should assume 
that unless the director general shows that the cottonseed basis is a 
subnormal basis the commission is justified in assuming it is a rea- 
sonable basis, and a basis for reparation in this case.’”’ No damage 
has been shown to have resulted from the alleged undue prejudice 
— that issue will not be considered, as the rates asked are now in 
effect. 


In his dissent, Commissioner Campbell said: 


I am unable to subscribed to the views of the majority in modifying 
our former decisions in these cases. It is conceded that copra and 
cottonseed products should have the same rates. The basis of rates 
on cottonseed products which the majority here find subnormal for 
application to copra and its products was voluntarily maintained by 
the carriers for about 25 years. The prinicpal objections to our 
former decisions are made by the director general, who had ample 
opportunity to advance any rates that were deemed really subnormal. 
We reached our prior decisions after considering the same conten- 
tions now presented by defendants. Under the circumstances, it 
should require real substantial evidence to find such rates subnormal, 
and to my mind there is not sufficient evidence in the records to sup- 
port such a finding nor to warrant any modification of our previous 
decisions. 

Assuming that there is sufficient evidence to support the findings 
of the majority, I can not approve the scale'of' rates they adopt. 
They take the scale prescribed by us on cottonseed oil in Oklahoma 
Cottonseed Crushers’ Assn. vs. M. K. & T. Ry. Co., 39 I. C. C., 497, 
for distances up to 600 miles, and continue the rate of progression of 
0.5 cent for each 25 miles for distances up to 1,661 miles. When we 
originally prescribed this scale there was no movement of oil over 
600 miles. There was a movement for longer distances on other 
cottonseed products, and we prescribed in the same case a scale 
thereon with the rate of progression of 0.5 cent for each 25 miles 
up to and including 700 miles and of 0.5 cent for each 50 miles 
from 700 to 1,500 miles. The joint-line arbitrary of 2 cents allowed 
under that scale is properly dropped and a certain percentage under 
the scale is correctly used in the territory here considered in which 
traffic conditions are admitted to be more favorable, but it is axio- 
matic that the rate of progression shall decrease as the distance 
increases. It is my firm belief that if this scale is to be used as an 
underlying basis for rates on these products, with allowances for 
differences in transportation conditions in different sections of the 
country, then the rate of progression should be 0.5 cent for each 25 
miles up to 700 miles, 0.5 cent for each 50 miles from 700 to 1,500 
miles, and further decreased for distances over 1,500 miles. 


The other cases disposed of in this report are: 


No. 10405 (Sub. No. 1), Terminal Oil Mill Co. vs. Director General, 
Chicago & Northwestern Ry. Co., et al.;-No. 10405 (Sub, No. 2), Same 
vs. Director General and Missouri Pacific R. R. Co.; No. 10407, South- 
port Mill, Limited, vs. Director General and Yazoo & Mississippi Val- 
ley R. R. Co.; No. 10408, Same vs. Director General, Illinois Central 
R. R. Co., et al.; No, 10409, Same vs. Director General, New Orleans, 
Texas & Mexico Ry. Co., et al.; No. 10410, Terminal Oil Mill Co. vs. 
Director General, New Orleans, T’exas & Mexico Ry. Co., et al.; No. 
10464, Southport Mill, Limited, vs. Director General, Chicago & Alton 
R. R. Co., et al.; No. 10519, Same vs. Director General, Chicago, Peoria 
& St. Louis R. R. Co., et al.; No. 10557, Same vs. Director General, 
Erie R. R. Co.: et al.; No. 10558, Same vs. Director General, Illinois 
Central R. R. Co. et al.; No. 10564, Same vs. Director General, New 
Orleans, Texas & Mexico Ry. Co., et al.; and No. 11974, Same vs. 
Director General, Baltimore & Ohio R. R. Co. et al. ; 


RATES, BIRMINGHAM TO MEMPHIS 


Carriers are required, by an order issued in connection 
with a report on No. 10011, The Birmingham Traffic Bureau vs. 
St. Louis-San Francisco, Director-General et al. opinion No. 
7513, 68 I. C. C., 108-10, to revise their class rates from. Memphis 
to Birmingham so they shall not exceed those from Birmingham 
to Memphis, on or before July 7, on not less than statutory 
notice. 

The complaint was that the class and commodity rates 
from Memphis to Birmingham were unreasonable and unduly 
prejudicial as compared with the corresponding rates from 
Memphis to Nashville and Chattanooga. The Commission held 
the commodity rates were not unreasonable but that the class 
rates were unreasonable and unduly prejudicial to the extent 
before mentioned. The case was consolidated with No. 9516 
Southeastern Rate Adjustment, which was discontinued February 
10, 1920. The record in that case was made available in this 
one. 

A violation of the fourth section was alleged but the Com- 
mission pointed out that the short line distance between Mem- 
phis and Birmingham does not make Birmingham intermediate 
to Chattanooga and that the routes through Birmingham are 
more than 115 per cent of the short line distance, not making 
through Birmingham. Therefore the disregard of the long and 
short haul part of the fourth section, the Commission said, was 
permitted under the rule prescribed for itself to define a cir- 
cuitous route. 

The order to make the class rates the same in both direc- 
tions was in accordance with the instruction given in the 
report on Rates to and from Nashville, 61 I. C. C. 308. In that 
case the Commission said where transportation conditions were 
substantially similar the rates should be the same in both 
directions. In this case it said it saw no reason why that should 
not carried out, especially in view of the oft repeated assertion 
of the carriers that they desired to have their rates on the 
“between” basis. 
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RATE ON CRUDE PETROLEUM 


A finding of unreasonableness and an order of reparation 
for $3,416 have been made in No. 10688, Wagner & Steiner vs, 
Director-General, Missouri Pacific et al., opinion No. 7522, ¢8 
I. C. C. 138-40 as to 11 carloads of crude petroleum from Mile 
Post 343 at Ranger, Tex., to Fort Smith, Ark., shipped between 
November 26 and 29, 1918. 

The Commission found that 32.5 cents would” have been 
the reasonable rate to have applied on the shipments, for a 
distance of 387 miles, over the short line and ordered repara.- 
tion to that basis. The rate to the basis of which reparation 
is to be made was the rate to St. Louis, a distance of 773 miles. 

Approximately two months before the shipments were made 
the consignee had asked the carriers to establish a commodity 
rate. Twenty days before the shipments moved they estab. 
lished a rate of 25 cents to Oklahoma refining points with 
which the consignee at Fort Smith was said to have been in 
competition. 

A class rate of 81.5 cents was applied. The Commission 
found that a combination rate of 37.5 cents was applicable over 
the route of the movement. It found the average distance to 
the Oklahoma points to which the rate of 25 cents, established 
twenty days before these shipments moved was 394 miles, or a 
little more than the short line distance from Ranger to Fort 
Smith. 

The short line from Ranger to Fort Smith established the 
25 cent rate in January, 1919. A month before that all lines 
except the short one established the 25 cent rate from Ranger 
to Fort Smith. 

The defendants contended the rate of 81.5 cents was not 
unreasonable for application over ‘the route of movement. 
The Commission said no substantial evidence of undue prejudice 
to the complaining firm was established. It also found the com- 
plainant was compelled, as a condition precedent to the accept- 
ance of the shipments by the consignee, to shrink the price 
to the basis of the 25 cent rate applicable to the Oklahoma 
refining points. It held, however that the measure of its damage 
was the difference between the class rate of 81.5 cents and 
32.5 cents, the commodity rate to St. Louis, for a distance of 
773 miles. That rate of 32.5 cents held to have been a reason- 
able rate for applicable for a haul of 773 miles, was established 
in Western Petroleum Refiners Association vs. Director-General 
66 I. C. C. 220. In October, 1919, the commodity rate of 25 cents 
to the Oklahoma refining points, was reduced to 23 cents. 


RATES ON FLINT PEBBLES AND BRICK 


The Commission has dismissed No. 12470, Rock Products 
Traffic League (Flint Pebble division) vs. Baltimore & Ohio, 
Director-General et al. opinion No. 7525, 68 I. C. C. 146-8 holding 
the rates on imported flint pebbels and flint brick, carloads, 
from Boston, New York and Baltimore, to Silica, East Liver- 
pool and Laughlin, O., were not unreasonable. The allegation 
was they were unreasonable to the extent they exceeded or 
exceed the contemporaneous rates on glass sand and pulverized 
flint, from and to the same points. The main contention was 
that the rates etsablished June 25, 1918, were not in accord with 
General Order No. 28 in that flint pebbles and flint brick are 
silica rock and that rock was to be increased only one cent 
while rates on some other rock products were increased 25 per 
cent and 2 cents respectively. Because the rates on flint peb- 
bles and flint brick were specifically published the carriers added 
the greater increases. The Commission did not undertake to 
decide whether the rates were made in accordance with General 
Order No. 28 or not, but considered the mere question whether 
they were reasonable or otherwise. 


RATES ON FUEL OIL 


A revision of fuel oil rates, not later than June 16, between 
Arkansas City, Hutchinson, Kans., and Ponca City, Okla, is 
to take place in compliance with an order of the Commission 
in No. 12218, Empire Refineries, Inc. vs. Director-General, 48 
agent, and A. T. & S. F., opinion No. 7536, 68 I. C. C. 1924. 
The Santa Fe is to establish a rate of 14.5 cents on fuel oil 
from Arkansas City to Hutchinson and a like rate on the like 
commodity from Hutchinson to Ponca City, plus the increases 
allowed in Ex Parte 74. 

The case arose through the rejection of five carloads of 
fuel oil, shipped in March and April, 1919, one to Arkansas City 
and four to Hutchinson. The car rejected at Arkansas City 
was reconsigned to Hutchinson. The four sent to Hutchinsol 
were rejected at that place and returned to Ponca City. Fol 
the movement from Arkansas City to Hutchinson, a fifth class 
rate of 34.5 cents was charged. The complainant contended 
the rate should have been 14.5 in accordance with exceptions 
to the western classification. The Commission ruled, howevel 
that the tariff in question was not governed by the exception 
and that the 34.5 cent rate was applicable. The rejected cal® 
at Hutchinson were returned to Ponca City, and a distance scale 
commodity rate of 30.5 cents was collected. 

In substance the Commission held that it was unreasonable 
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for the carriers to have applied class and distance commodity 
scales for the movements from Arkansas City to Hutchinson 
and from that point back to Ponca while, in the reverse direc- 
tion a rate of 14.5 cents prevailed. The rate from Hutchinson 
to Ponca City yielded 44.85 mills per ton-mile and $1.345 per 
car-mile, while the rate from Arkansas City to Hutchinson 
yielded 62.2 mills per ton-mile and $1.847 per car-mile. 


RATES ON FURNITURE 


In a report on No. 11663 Chittenden & Eastman Company 
ys. Director-General, Atlantic & Yadkin Valley et al. opinion 
No. 7547, 68 I. C. C. 267-70, with Commissioner Campbell dis- 
senting in part, the Commission has held as unduly prejudi- 
cial, but not unreasonable, the rates on furniture, in carloads, 
from North Carolina and Virginia points to Burlington, Ia., and 
in violation of the fourth section. It held the rates were unduly 
prejuducial to Burlington and unduly preferential to Des Moines 
and Missouri river points to the extent that the rates to Bur- 
lington exceeded 15 cents less than the rates contemporane- 
ously maintained to Des Moines and 18.5 cents less than the 
rates to Omaha and other points taking Missouri river rates. 

The Commission said the departures from the long and 
short haul of the fourth section were not protected by appro- 
priate fourth section applications but denied reparation on the 
ground that damages had not been proved with sufficient parti- 
cularity to warrant an award. It was from that part of the 
decision that Commissioner Campbell dissented for the reasons 
set forth by him in Anaconda Copper Mining Co. vs. Director- 
General 64 I. C. C. 136. 

“The rates charged to the intermediate points are illegal 
and refund should be required of the unlawful charges collected” 
said Mr. Campbell, thereby again noting his dissent from the 
view of his colleagues that disregard of the fourth section is 
a public wrong which does not prove private damage, although 
ihe proof was that the shipper had money taken from him to 
which the carrier, under the law, was not entitled. 


RATES ON PETROLEUM 


A downward revision of rates on refined petroleum products, 
in tank cars, to be made on or before June 10, from Cushing, 
Pementa, Oilton and Blackwell, Okla., to Little Rock, Ark., has 
been ordered by the Commission, in a report on No. 10498, Rox- 
ana Petroleum Company of Oklahoma vs. Director-General, as 
agent, A. T. & S. F. et al., opinion No. 7507, 68 I. C. C. 77-8. 
The report also covers No. 10772 National Refining Co. vs. Di- 
rector-General, as agent, A. T. & S. F. et al,; No. 11099, Pro- 
ducers’ & Refiners’ Corporation vs. same; and No. 11580, Kanotex 
Refining Co. et al. vs. Director-General, Rock Island, et al. 

The Commission held the rates in No. 10498 and No. 10772 
unreasonable to the extent they exceeded 23.5 from Cushing, 
Pementa and Oilton, Okla., to Little Rock; and in No. 11580 and 
No. 11099, from Blackwell, Okla., to Little Rock exceeded 27.5 
cents. The rates to be established not later than June 10, are to 
be as indicated plus the increases permitted in Ex Parte 74. 


WYANDOTTE TERMINAL R. R. CO. 


Additional facts and changed conditions have caused the 
Commission to reverse its decision in 62 I. C. C. 1, that the 
Wyandotte Terminal Railroad Company was not a common car- 
tier entitled to the benefits of the interstate commerce act, chief 
of which are divisions out of joint rates or absorption of its 
switching charges. In a report, on further hearing, on the 
Wyandotte Terminal section of No. 4181, and I. and S. No. 11, 
in which were suspended the schedules whereby the trunk lines 
in official classification territory proposed to:caneel their joint 
rate arrangements with the industrial short lines, opinion No. 
1577, 68 I. C. C. 346-8, the Commission has held the Wyandotte 
Terminal to be a common carrier, and as such entitled to divi- 
sions out of joint rates or absorption of its switching charges, 
under appropriate tariff provisions. Because the chief stock- 
holders in the road are also shippers, the Commission said its 
compensation must not be more than reasonable; also that a 
complete and specific statement of any basis agreed upon must 
be filed with it immediately upon its adoption. 

The trunk lines took no part in the further hearing, whether 
because they thought it improbable the Commission would re- 
V2rse itself, or whether they thought it should change front, did 
not appear. At the further hearing it was brought out that the 
terminal company now owned 2.35 miles of main track, consti- 
tuting the Wyandotte division, and 4.35 miles of main and spur 
tracks constituting the Ford division, 7 110,000 pound type loco- 
motives, 50 steel gondolas, 19 wooden gondolas and one flat car; 
that it provides the only team track at Ford, a suburb of De- 
troit, a town of 4,000 people, on which 46 carloads of miscel- 
laneous freight were delivered between January and September, 
1921, and that all but three of those cars were in interstate traffic. 

The terminal company is owned by the Michigan Alkali Co., 
the J. B. Ford Company, and the Detroit City Gas Company. In 
addition to serving the plants of the stockholders, the terminal 
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serves the Pennsylvania Salt Company and the Detroit Ship 
Building Company, not interested as holders of its stock. ‘The 
salt company is served indirectly through the Wyandotte South- 
ern. There is no physical connection between the Wyandotte 
Terminal and the Detroit, Toledo & Ironton or the Detroit & 
Toledo Shore line, at either Ford or Wyandotte, the towns served 
by the terminal, but it does overhead switching for them to en- 
able them to reach Ford and Wyandotte. 

The chief change in conditions noted in the report of the 
Commission is that the terminal now owns more trackage, ana 
owns, instead of leases, equipment. When the former report 
was made it owned only 1.286 miles of main track and leased 
20.478 miles of spur tracks and sidings. The two divisions are 
not connected, except by the rails of trunk lines, but the terminal 
is negotiating for trackage rights. It also contemplates the con- 
struction of a classification yard and team tracks at the city 
of Wyandotte, according :to the report. 


COTTON COMPRESS CHARGE 


In a report on No. 11938, Anderson, Clayton & Co. et al. vs. 
Fort Smith & Western, Director-General, as agent, et al., opinion 
No. 7558, 68 I. C. C., 299-302, the Commission held the defend- 
ants’ failure to absorb out of the through rate the entire com- 
press charge of 15 cents per 100 pounds, on shipments of cotton 
originating on their lines subsequent to November 1, 1918, com- 
pressed in transit at Weleetka, Okla., and reshipped to interstate 
destinations, was unreasonable and awarded reparation to the 
basis of complete absorption. 

The case arose when, in the spring of 1918, the compress 
companies notified the carriers that, during the cotton shipping 
season of 1918, the compress charge would be 15 cents instead of 
10 cents. The question as to whether that would be a reason- 
able charge for the railroads to pay for compressing cotton for 
the conservation of equipment came before the War Industries 
Board. That body, some time before November, 1918, said it 
would. The Railroad Administration thereupon obtained special 
authority from the Commission to refund to the shippers who 
had paid the 5-cent increase on all shipments originating after 
November 1. The Fort Smith and the St. Louis, El Reno & West- 
ern, non-controlled lines, did not avail themselves of the priv- 
ilege of refunding granted by the Commission to the non-con- 
trolled roads. About 7,300 bales of export cotton were involved 
in the cases in which the Commission said reparation should be 
made by means of a refund of 5 cents per 100 pounds. 


OVERCHARGE ON PIG IRON 


The Commission has found, in a report on No. 12384, Tut- 
wiler‘& Brooks vs. Southern et al., opinion No. 7563, 68 I. C. C. 
311-12, that 24 carloads of pig iron, from North Birmingham, Ala.., 
to New Orleans, for export, shipped in May, 1920, were over- 
charged 30 cents a ton. A rate of $2.10 was imposed, consisting 
of the 30 cents to Birmingham and $1.80 beyond. The Commis- 
sion was of the opinion the group rate of $1.80 should have been 
applied on the shipments and ordered reparation to that basis. 

Application of rates named in certain tariffs was the ques- 
tion involved. The tariff provided for the non-application of 
rates via certain points on the Birmingham Southern and speci- 
fied points via the Atlanta, Birmingham & Atlantic. A witness 
for the Birmingham Southern testified the purpose of the non- 
application note was to prevent the division.of traffic between the 
A. B. & A. and the Birmingham Southern, from one station to 
another. The Commission said the tariff could not be construed 
to prevent the use of the rates “through” such points. On that 


construction it held the group rate of $1.80 should have been 
applied on the traffic. 


RATES ON PIPELESS FURNACES 


The Commission has dismissed No. 12020, Monitor Stove Co. 
vs. Canadian Pacific, Director-General ‘et al., opinion No. 7560, 
68 I. C. C. 305-6, holding the rate applied on carload shipments 
of cast iron furnaces with sheet metal casings and caps, from 
Cincinnati to Pacific coast points, between October 23, 1918, and 
October 8, 1919, was the one that should have been assessed, and 
that it was not unreasonable or unjustly discriminatory. 

The complainant contended that in the period mentioned it 
should have been given the rate of $1.625 applicable on cast iron 
furnaces, instead of being taxed with the $2.25 rate applicable on 
“furnaces, air or steam.” The carriers explained that the lower 
rate on cast iron furnaces was made to meet the competition via 
the Panama canal, and that the carriers through the canal were 
not so keen in going after the business of shippers manufactur- 
ing furnaces with sheet metal casings and caps, the so-called 
pipeless furnaces, as they were for the business of the manu- 
facturers of the rough-casting hot water furnaces. Later, how- 
ever, the canal lines bid for the shipments of the furnaces having 
sheet metal casings and caps, therefore the railroads lowered 
their rate on that kind of furnaces to $1.625. The complainant 
desired reparation to the basis of the subsequently established 
rate, but the Commission held, as before indicated, that in its 
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estimation the higher rate of $2.25 was neither unreasonable nor 
unjustly discriminatory. 


RATES ON SCRAP IRON IN ILLINOIS 


Reparation has been ordered in No. 12596, Standard Rail & 
Steel Co. vs. C. R. I. & P. and Director-General, opinion No. 7566, 
68 I. C. C., 317-8, on account of an unreasonable rate on scrap 
iron, from Silvis to Moline, Ill., during federal control. The 
Commission held a rate of 6.5 cents per 100 pounds unreasonable 
to the extent it exceeded 2.5 cents, and ordered reparation to 
that. basis. The rate prior to June 25, 1918, was 3.7 cents. The 
minimum class scale rule forced it up to 6.5 cents. A rate of 
2.5 cents was established, in December, 1919, on the request of a 
scrap dealer of Chicago. Director Chambers, head of the traffic 
division of the Railroad Administration, objected to the recom- 
mendation of the rate committee, but his objection, based on the 
fact that the proposed rate would be lower than the state-made 
rate, was overcome. The Commission, in its examination of 
tariffs, found rates around Moline, East Moline and Rock Islard 
as low as 1.5 cent, and decided that 2.5 cents would have been 
reasonable for application to the traffic in question. 


STEEL BILLETS FOR EXPORT 


The Commission has dismissed No. 12688, Republic of 
France vs. Erie, opinion No. 7580, 68 I. C. C. 370-2, holding the 
rate of 32.5 cents per 100 pounds imposed on 59 carloads of 
round steel billets, forged and ready for fabrication into shells, 
between November 6 and December 10, 1917, was not unreason- 
able. The complaint brought in the name of the French direc- 
tor of administrative services in the United States alleged the 
shipments were round billets rough rolled and not smooth or 
surface finished. On that description they were assessed a rate 
of $5.30 per long ton. Bills for undercharges were rendered at 
32.5 cents per 100 pounds applicable on all articles of iron or 
steel not otherwise specifically provided for, when shipped in 
the rough, that is, not advanced in the stage of manufacture 
beyond the casting, forging or stamping process. 
Commissioner Lewis, who wrote the opinion, pointed out 
that the billets had been forged and therefore were not en- 
titled to the lower rating which was the sixth class but prop- 
erly fell into the category of articles taking a rate between fifth 
and sixth class, sixth being applied only to the crudest forms of 
iron and steel articles and fifth to those approaching or having 
wholly arrived at the finished stage. 

The contracts made by the French republic called for “steel 
billets for shells, forged.” The Commissioner said the lower 
rate was erroneously imposed in the first instance because ob- 
viously the articles shipped had been forged and should have 
been shipped on the rate applicable to forgings. 


DIVERSION OF IRON PIPE 


A finding that.the shipment was overcharged, a direction to 
refund the overcharge, and an order dismissing the complaint 
have been made in No. 12192, Standard Oil Company (California) 
vs. Director-General, as agent, Pittsburgh & Lake Erie et al., 
opinion No. 7524, 68 I. C. C. 143-5. The Commission held the 
diversion rule of the defendants applied to a cerload shipment of 
wrought iron pipe from Woodlawn, Pa., to Seguro, Cal., in Janu- 
ary, 1920, was not unreasonable. The Commission calculated 
the overcharge at $896.94. The Commission said that if the 
Southern Pacific had acted with reasonable diligence, there 
would have been only one diversion, and the diversion rule allow- 
ing only one diversion in transit would have been complied with. 
The first diversion ordered was to Des Moines, Cal. 

That order was given February 3 but the Southern Pacific 
agent to whom it had been given took no action until three days 
later. On February 5, the complainant, finding more urgent need 
for the pipe at Seguro, Cal., telegraphed to have the order of 
diversion changed to Seguro. No action was taken on that until 
February 11, when it was too late to cancel the first order. The 
Commission said the rule saying that the to and from rates 
would apply if more than one diversion was made, was applied 
solely because the Southern Pacific failed promptly to transmit 
the instructions to disregard the first diversion order; that ample 
time had intervened between February 6 and February 11 to 
have affected the substitution of orders. Under such condi- 
tions, the Commission said, the complainant could be charged 
with only one diversion. 


SWITCHING CHARGES AT HARVARD, ILL. 


In a report on No. 12636, Hunt, Helm, Ferris & Co. vs. Chi- 
cago & North Western et al., opinion No. 7553, 68 I. C. C. 283-5, 
the Commission held the failure of the defendants to absorb in- 
terchange switching charges at Harvard, IIl., was not unreason- 
able, unjustly discriminatory or unduly prejudicial. It held, 
however, that the charge of $15 per car for interchange switch- 
ing at Harvard, maintained by the North Western, was unreas- 
onable to the extent that it exceeded $9 per car. That charge 
is to be established not later than June 19. 
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The Commission said the interchange switching charge of 
$5 of the Chicago, Harvard & Lake Geneva, an electric line, was 
not unreasonable. The $9 per car charge ordered to be estab. 
lished by the North Western, the Commission said, was the 
charge of the North Western at other points, where there were 
no reciprocal switching arangements. The complainant desired 
the establishment of a charge of $3 such as prevailed at points 
where there were reciprocal switching arrangements. 


RATES ON APPLES IN CARLOADS 

The Commission has dismissed No. 11624, El Paso Chamber 
of Commerce vs. Director-General, as agent, C. B. & Q,, et al, 
opinion No. 7521, 68 I. C. C. 135-7, holding the rates applicable 
on apples, carloads, from Chelan, Wash., to Dallas, Tex,, there 
stored in transit, and thence forwarded to El Paso, all between 
November, 1918, and February, 1919, were not unreasonable or 
unduly prejudicial. 


RATES ON COCOANUT OIL 


The Commission, in a report written by Commissioner Dap- 
iels, on No. 10599, Procter & Gamble Co. vs. Cincinnati, New 
Orleans & Texas Pacific, Director-General et al., opinion No. 
7581, 68 I. C. C. 373-4, has affirmed its finding in the original re- 
port, 58 I. C. C. 108, that the rates on cocoanut oil, in tank 
cars, between Ivorydale, O., and Macon, Ga., in October, 1917, 
and April, 1918, were unreasonable and that reparation should 
be made. The case is akin to the Southport Mill case, the deci- 
sion in which was announced at the same time. It also covers 
No. 10600, Same vs. Same. 


RATES ON COAL IN INDIANA 

A finding of unreasonableness and an award of reparation 
have been made in No. 11877, Burns & Hancock Fire Brick & 
Clay Co. vs. Director-General, as agent, opinion No. 7592, 68 I. C. 
C. 435-8, as to rates on mine-run soft coal from mines in the Clin- 
ton and Brazil districts in Indiana to complainants’ plants at 
West Montezuma, Brazil, and Terre Haute, Ind., during federal 
control. The finding in this case was that the rates were unrea- 
sonable to the extent they exceeded 60 cents per net ton from 
the mines in the Clinton district to Brazil, West Montezuma and 
the plant of the Grasselli Chemical Co. near Terre Haute, and 45 
cents from mines on the C. & E. I. in the Brazil district to the 
plant of the National Fire Proofing Co. at Brazil and that repara- 
tion should be made to the bases found reasonable. The report 
also covers No. 11908, Hydraulic Press Brick Company vs. Direc- 
tor-General, as agent, Chicago & Eastern Illinois Railroad Con- 
pany et al.; No. 11908 (Sub. No. 1), National Fire Proofing Com- 
pany vs. Director-General, as agent, Pittsburgh, Cincinnati, Chi- 
cago & St. Louis Railroad Company et al., and No. 12456, Grasselli 
Chemical Company vs. Director-General, as agent, Chicago & 
Eastern [llinois Railroad Company et al. 


INDIANA COAL RATES 

In a report on No. 12407, Loogootee Fire Clay Products Co. 
vs. Director-General, B. & O., opinion No. 7594, 68 I. C. C. 448-5, 
the Commission held -unreasonable rates on _ soft coal from 
Wheatland to Vincennes, Ind., during federal control and from 
Montgomery and Cannellburg to Loogootee, Ind., to the extent 
they exceeded 45 cents per net ton from Cannellburg and Mont- 
gomery to Loogootee and 60 cents from Wheatland to Vincennes. 
The report also covers No. 12408, Fred Kixmiller et al. vs. Same. 


NET RATES ON HARDWOOD LOGS 

The Commission, in No. 12190, A. B. Smith et al. vs. Illinois 
Central et al., opinion No. 7591, 68 I. C. C. 427-34, held the s0- 
called net rates on hardwood logs, for manufacture and reship- 
ment, from Proctor City, Wynnburg, Miston and Lenox, Tett., 
to Bondurant, Ky., not unreasonable nor unduly prejudicial. It 
held rates from Menglewood, Tenn., to Bondurant, Ky., unrea 
sonable, and rates on like traffic from Miston, Tenn., to Trimble, 
Tenn., likewise and awarded reparation. It said the carriers 
should establish a rate, not later than June 26, from Miston 
to Trimble, not exceeding 4.5 cents. The report also covers 
No. 12327, Same vs. Director-General, Chicago, Memphis & Gulf, 
and No. 12327 (Sub-No. 1), Same vs. Same. 


CHARGE FOR USE OF TRACK 

In a report written by Commissioner Cox on No. 12645, 
Certain-teed Products Corporation vs. C. R. I. & P. et al., opi: 
ion No. 7545, 68 I. C. C. 260-3, the Commission held it was not 
unlawful for the Chicago, Ottawa & Peoria to collect chargé 
from the complainant for the use of a part of its track at Mar 
seilles, as a private sidetrack. The Commission had to dismiss 
the complaint for lack of jurisdiction to say what would be a 
reasonable charge for the use of a track under the conditions. 
The railroad company charged $1 per car in addition to the rates 
to Marseilles for the use of the track as a private track. 


RATES ON BLACKSTRAP MOLASSES in 
The Commission, in a report on No. 12342, Western =. 
Company vs. Director-General, Louisville & Nashville et al., oP 
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ion No. 7574, 68 I. C. C. 335-9, held unreasonable rates on im- 
ported blackstrap molasses in tank cars, from New Orleans and 
Mobile to Birmingham, to the extent they exceeded by more 
than 2.56 cents the rates on like traffic to Nashville. Repara- 
tion is to be awarded to that basis and the rates so made are 
to be established to Birmingham not later. than July 15. 


_ RATES ON WASTE PAPER 


Reparation has been awarded in No. 12622, Continental Paper 
(o. et al. vs. Director-General, D. L. & W. et al., opinion No. 
1532, 68 I. C. C. 162-4, on a holding that the rates on waste paper, 
from New York, Brooklyn and Long Island City to Bogota, N. J., 
to the extent that the factor beyond Little Ferry, N. J., exceeded 
or exceeds 4 cents before and 5.5 cents after August 26, 1920. 
The reparation is to be made to the basis of the rates named 
as the factor beyond Little Ferry. 





RATES ON FUEL WOOD 


A finding of unreasonableness and an award of reparation 
have been made in No. 12275, Central Wisconsin Supply Company 
ys. Director-General, C. M. & St. P. et al., opinion No. 7587, 68 
I. C. C. 409-11, as to rates on fuel wood, from various points in 
Wisconsin to Camp Grant, Ill., between December 13, 1919, and 
January 17, 1920. It held the rates unreasonable to the extent 
they exceeded those from the same points of. origin to Davis 
Junction, Ill. af: 


MINIMUM CHARGES 


In a report on No. 12316, Swift & Company vs. Director-Gen- 
eral, as agent, opinion No. 7555, 68 I. C. C. 287-91,-the Commis- 
sion held the minimum charges on less-than-carload shipments 
from East St. Louis and Moultrie, Ga., to points in the southern 
states were not unreasonable, when made, in the period between 
June 25, 1918, and May 30, 1919, but that those from East St. 
Louis were illegal. It awarded reparation as to the shipments in 
which the minimum charges were illegally awarded. The report 
also covers. No, 12336, Armour & Co. vs. Director-General, as 
agent, and No. 12335, Swift & Co. vs. Georgia Northern et al. 
The last mentioned complaint was dismissed. 


STEEL RAILS AND PLATES, GALVESTON TO NEW ORLEANS 


The Commission, in a report written by Commissioner Lewis, 
on No. 12320, Republic of France vs. Director-General, as agent, 
opinion No. 7590, 68 I. C. C. 424-6, held that the legally applicable 
fifth class rate of 56.5 cents imposed on shipments of steel 
plates was unreasonable to the extent it exceeded 47.5 cents and 
that the combination rate charged was unreasonable to the extent 
it exceeded 34 cents per 100 pounds, on shipments from Galves- 
ton, Tex., to New Orleans, for export. The steel was originally 
shipped from South Chicago to Galveston, but on account of ship- 
ping conditions, it Was sent to New Orleans. 


W. VA. RATES ON GLASS SAND 
The Commission has dismissed No. 12588, General Porcelain 
Co. vs. B. & O., Director-General et al., opinion No. 7569, 68 I. C. 
C. 322-4, holding the rates on glass sand from Hancock, W. Va2., 


to Parkersburg, W. Va., are not unreasonable or unjustly dis- 
criminatory. 


RATES ON HORSES AND MULES 


A finding of umnreasonableness, undue prejudice and an 
award of reparation have been made in No. 11960, F. A. Cocke 
Live Stock Co. et al. vs. Beaumont, Sour Lake & Western et al., 
opinion No. 7520, 68 I. C. C. 130-4, as to rates on horses and 
mules from points in Texas to Natchez, Miss., between January 
1, 1917, and December 31, 1919.. The Commission held the rates 
assailed unreasonable and unduly prejudicial, for distances of 
(50 miles or less, to the extent they exceeded the rates pre 
scribed from Texas points to Shreveport, in the Shreveport case, 
48 I. C. C. 312, 351, and that for distances greater than 750 
miles they were similarly unlawful to the extent they exceeded 
the rates to Shreveport by more than 6 cents per 100 pounds. 
Reparation is to be made to that basis. 


RATES ON STONE, BEDFORD TO CHICAGO 
The Commission has dismissed No. 11940, Great Lakes 
Dredge & Dock Co. vs. Illinois Central, Director-General, et al., 
pinion No. 7549, 68 I. C. C. 274-6, holding the rates and switch- 
Ing charges on riprap stone, from the Bedford, Ind., district 
quarries to Chicago, between September 23, 1918, and March 
1, 1920, were not unreasonable or otherwise unlawful. 


RATE ON BLASTING CAPS 
H Me order of dismissal has been made in No. 11385, George C. 
oi et al., receivers of the Aetna Explosives Company, Inc. vs. 
264g Shore, Director-General et al., opinion No. 7546, I. C. C. 
= the Commission holding that double first class on blasting 
NY and electric blasting caps, in carloads, from Port Ewen, 
). +» to North Birmingham, Ala., had not been shown to have 
The Commission found some overcharges 


been unreasonable. 
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and directed their refund. The shipments were made in Decem- 


ber, 1917, and March, 1918. In connection with the electric blast- 
ing cap shipments, the allegation was that some of the rates 
charged were illegal. The prayer was for reparation only. The 
report in this case was on further hearing, on a petition before 
decision on the first hearing. 


RATING ON FRUITS AND VEGETABLES 


A holding of non-justification has been made in I. and S. No. 
1473, cancellation of a third class rating on fruits and vegetables 
between Minnesota, the Dakotas, Iowa and Nebraska, opinion 
No. 7585, 68 I. C. C. 401-2. The suspended schedules are to be 
cancelled and the proceedings discontinued. The proposal was 
to cancel the exception to the classification in western trunk 
line territory, providing for third class on mixed carloads of fresh 
fruits and vegetables, 20,000 minimum. The exception which it 
was proposed to cancel had been in effect for more than: 14 
years. Cancellation of the exception would have left applicable 
minima of 24,000, 30,000 and 36,000 pounds. It was estimated the 
higher minima would apply to 95 per cent of the mixed carloads. 
The contention of the carriers that mixed carloads could be 
well loaded to 24,000 pounds, the Commission said, had not been 
sustained on the record. 


RATES ON LOGS 


The Commission has dismissed No. 11303, Farris Hardwood 
Lumber Co. et al. vs. Director-General, N. C. & St. L., opinion 
No. 7535, 68 I. C. C. 181-91, holding the rates during federal con- 
trol and the present rates on logs, from stations on the N. C. & 
St. L. and the Tennessee Central, to Nashville, were not unrea- 
sonable or unduly prejudicial. The report also covers No. 11402, 
Same vs. Director-General and Tennessee Central. The allega- 
tion in the main complaint was that the rates were unreasonable 
because higher than the rates between other points on the N. C. 
& St. L. In the complaint against the Tennessee Central the 
allegation was the intrastate rates were unreasonable and unduly 
prejudicial in comparison with rates between local stations on 
that line. The carriers defended the rates largely on the ground 
that the Tennessee commission had dealt with them and found 
nothing in them warranting condemnation. 


RATES ON SCRAP ALUMINUM 


The carriers have been ordered, in No. 12260, Loewenthal 
Company et al. vs. Chicago & North Western, Director-General, 
as agent, et al., opinion No. 7515, 68 I. C. C. 115-7, to establish a 
rate on scrap aluminum in straight or mixed carloads, with other 
metals, including scrap brass, copper and or tin, from points in 
Texas, Oklahoma and Arkansas, to St. Louis and Chicago, no 
higher than their present rates on straight or mixed carloads of 
brass, copper and or tin. They are to do that not later than 
July 7, the Commission having held their rates on aluminum, in 
straight or mixed carloads, unreasonable to the extent they 
exceeded those on the other metals mentioned, in straight or 
mixed carloads. No prayer for reparation was included in the 
complaint, hence the Commission said none would be awarded. 
The complaint was brought in behalf of the Waste Material 
Dealers’ Association of Texas, a corporation, as well as the 
Loewenthal Company. 


SAND, GRINTER, KAN., TO KANSAS CITY 


A finding that the rates on sand from Grinter, Kan., to points 
within the switching district of Kansas City were unreasonable, 
and an order to establish reasonable rates not later than June 
13, have been made in No. 12117, Stewart Sand Company vs. A. 
T. & S. F. et al., opinion No. 7514, 68 I. C. C. 111-4. The Commis- 
sion held the rates were unreasonable to the extent they ex- 
ceeded or may exceed 2.5 cents per 100 pounds and that repara- 
tion should be made to that basis. 


RATES ON AUTOMOBILE BOARDS 


Reparation has been awarded on a finding of unreasonable- 
ness in No. 12397, Chevrolet Motor Company of Texas vs. Di- 
rector-General, as agent, Michigan Central et al., opinion No. 
7570, 68 I. C. C. 325-7, the Commission holding the rates im- 
posed on automobile wooden floor, toe and running boards, in 
mixed carloads, from Detroit to Fort Worth, shipped between 
February 21, 1917, and December 29, 1919, were unreasonable 
to the extent they exceeded, after April 1, 1918, class A rates 
on trimmed boards and class B rates on untrimmed boards. 
The decision followed that made in Chevrolet Motor Company 
vs. Director-General, 62 I. C. C. 175, in which the rates from 
Detroit to Melrose, Calif., were under attack, the complainant 
insisting the rates on wagon material should have been assessed. 
The Commission said, in the instant case, no reason appeared 
why rates to Fort Worth should be on a lower basis than to 
Melrose. 


REFUND OF OVERCHARGES 
The Commission has dismissed No. 12467, Los Angeles Ice 
& Cold Storage Company vs. Director-General, as agent, Central 
Railroad Company of New Jersey, et al., opinion No. 7528, 68 
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I. C. C. 155-6, holding the less-than-carload rates on paper water 
bottle-neck wrappers or caps, from Vineland, N. J., to Los An- 
geles, during federal control, were not unreasonable. The Com- 
mission, however, found the six shipments involved to have 
been overcharged. They were assessed at a rate of $3.44, ap- 
plicable on paper, stamped for decorating purposes. The com- 
plainant contended for a rate of $2.74, applicable on bottle caps. 
The carriers contended that bottle caps were made of tin or 
other metal and that the rate of $2.74 was intended to apply 
only to them. The Commission said the intention, if held, had 
not been shown by the language used in the tariffs. It directed 
refund to the basis of the bottle cap rate. 


RATE ON COAL FROM DUNMORE, PA. 


The Commission has dismissed No. 12277, William L. Car- 
ney vs. Director-General, as agent, opinion No. 7538, 68 I. C. C., 
199-200. The question was raised as to the rate on two carloads 
of coal from Dunmore, Pa., to Chicago, shipped in July, 1918, 
over the Erie and Chicago & Erie, on rates independently filed 
by the Erie and the Chicago & Erie, which provided for an 
increase in each factor of the rate, one filed by the Erie and 
the other by the Chicago & Erie. Contemporaneously there was 
a lower combination, via the Erie to Akron, O., and the Penn- 
sylvania beyond. The Director-General contended a mine man- 
ifest containing the word “Erie” amounted to a routing of the 
shipments by the shipper. The Commission, however, said the 
Erie and Chicago & Erie were separate entities and therefore 
that the shipment was misrouted because it was not sent via 
the cheapest route. Reparation, however, was denied because 
no one appeared at the hearing with personal knowledge as to 
the bearer of the charges. 





RATE ON PYRETHRUM FLOWERS 


A holding of unreasonableness and an award of reparation 
have been made in No. 12321, Gilpin, Langdon & Co., Inc., vs. 
Director-General, as agent, opinion No. 7556, 68 I. C. C., 292-4, 
as to a rate of $3.315 on 32 carloads of pyrethrum flowers, 
grown in Japan, and shipped from Seattle and Tacoma to Bal- 
timore, between June 25, 1918, and May 29, 1919. The flowers 
are used in the making of insecticides. Prior to June 25 there 
was an import rate of $1 on them. In May, 1919, the Director- 
General established a rate of $2 which the Commission, in its 
decision, thought a reasonable charge to have assessed during 
the whole period covered by the complaint. Reparation is to 
be made to that basis. The report also covers No. 12321, (Sub. 
No. 1), McCormick & Co., Inc., vs. same. 


RATES ON BEER 


The Commission has dismissed No. 12518, Duluth Brewing & 
Malting Company vs, Northern Pacific, Director-General, as agent, 
et al., opinion No. 7565, 68 I. C. C. 315-6, holding not unreason- 
able fifth class rates on beer from Duluth to East Dubuque and 
Fulton, Ill., between July 3, 1916, and April 9, 1918, during which 
period the complainant forwarded 42 carloads of beer. The com- 
plainant contended for a commodity rate of 19 cents applicable 
in the opposite direction. The Commission said the volume 
of the movement from Chicago and Milwaukee was great and 
the carriers from those points alone had made exceptions to the 
fifth class basis. The present rate is 32.5 cents. 





RATES ON COAL 


Reparation on account of an unreasonable rate on run-of- 
mine soft coal has been awarded in No. 11596, Hydraulic-Press 
Brick Company vs. Director-General, as agent, P. C. C. & St. L, 
opinion No. 7557, 68 I. C. C. 295-8, the Commission holding the 
rates of 60 and 70 cents applicable from mines in the Brazil dis- 
trict to the company’s plant in Brazil were unreasonable to the 
extent they exceeded 45 cents, after June 25, 1918, to the end of 
federal control. Reparation is to be made to the basis indicated. 


CHARGES ON STEEL BED PARTS 


The Commission has dismissed No. 12749, Murphy Manufac- 
turing Company vs. Oregon-Washington Railroad & Navigation 
Company, Director-General et al., opinion No. 7542, 68 I. C. C., 
211-2, holding the charges on a carload of bed steel parts from 


Chicago, Ill., to Tacoma, Wash., shipped in January 12, 1918, were 
not unreasonable. 


RATES ON COAL TO CINCINNATI 

An order to make rates on soft coal from points on the 
Ohio & Kentuckey near O. & K. Junction, to Cincinnati, and 
points in central and western territories, on or before June 16, 
no higher than from mines on the main line, spurs or connec- 
tions of the Louisville & Nashville from O. & K. Junction and 
south thereof to Hombre, Ky., has been made by the Commis- 
sion, in a report on No. 12601, Riverside Coal Company vs. 
Director-General, as agent, L. & N., et al., opinion No. 7541, 68 
I. C. C., 205-10. The order is based on a finding of unreasonable- 
ness. The Commission based its conclusion upon the long line 
of cases in which it upheld the theory that when the grouping 
system is used in making rates, all the points of origin within 
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that group, regardless of whether on the trunk line, or on inde. 
pendent short lines, are entitled to the group rate. It said the 
Louisville & Nashville had not, although it sought to do go, 
differentiated this case, from those cited by it as upholding 
that theory of rate-making. Commissioner Potter dissented. 


RATES ON LIME ROCK 


A holding of unreasonableness and an order of reparation 
have been made, the latter for $7,402, in No. 12619, Amalgamated 
Sugar Company vs. Director-General, as agent, et al., opinion No, 
7571, 68 I. C. C., 328-30, as to rates on lime rock from Flux, Utah, 
to Burley, Paul and McMillan, Ida. It held the applicable rates, 
between August 26 and October 30, 1918, to have been unrea- 
sonable to the extent they exceeded $2.75 per net ton. The 
rates were $3.50 to Burley and Paul and $3.80 to McMillan, yield. 
ing car-mile revenue ranging from 58.1 to 61.4 cents for hauls 
ranging from 283 to 327 miles. Subsequent to the movements a 
rate of $2.20 was established. The Commission, however, did 
not make its reparation to so low a rate. 


REFUND ON ICE SHIPMENTS 


Holding that two carloads of ice from Trevor, Wis., and 
Lake Marie (Antioch, IIl.), to Chicago, shipped in October, 1917, 
had been overcharged, the Commission has directed the dismissal 
of No. 12372, William L. Carney vs. Director-General, as agent, et 
al., opinion No. 7562, 68 I. C. C. 309-10. The complaint alleged 
the rates charged on about 1,800 carloads were unreasonable, but 
at the hearing the issue was limited to the legality of two ship- 
ments. Refunds amounting to $34.40 are to be made. 


RATE ON SCRAP IRON TO SEATTLE 


The Commission has dismissed No. 12491, Kohan & Falk Co. 
vs. Oregon Short Line et al., opinion No. 7564, 68 I. C. C. 313-4, 
holding the rate on a carload of scrap iron shipped from Burmah, 
Ida., to Seattle, in November. 1917, was not unreasonable or 
otherwise unlawful. 





CANNED MILK FROM GLENDALE, ARIZ. 


An award of reparation has been made in No. 12433, Pacific 
Creamery Co. vs. Atchison, Topeka & Santa Fe, Director-General 
et al., opinion No. 7575, 68 I. C. C. 340-2, on account of unreason- 
able rates on canned condensed milk from Glendale,. Ariz., to 
various points in common point and differential territory of 
Texas. The Commission said the rates were unreasonable to 
the extent they exceeded 81.5 cents per 100 pounds on a 40,000 
minimum, and 67.5 cents on a 60,000 minimum. 


RATES ON COAL IN INDIANA 


In a report on No. 11713, Opp Coal Company vs. Director- 
General, as agent, opinion No. 7578, (68 I. C. C. 349-51) the 
Commission has held unreasonable rates on coal, during federal 
control, from various mines in Indiana to Aurora and Frankton, 
Ind., and awarded separation. The Commission held them 
unreasonable to the extent they exceeded $1.60 per ton. A rate 
of $2.30 was collected to Frankton, although there was a joint 
rate of $2. The coal originated in the Linton and Princeton 
districts. After the movement rates of $1.30 and $1.32 were 
established and the complainants asked for reparation to the 
basis of those rates. The report also covers No. 11627 Barnett 
Lumber Co. vs. Director-General, C. & E. I. et al. 


RATES ON ALCOHOL 


Holding that the commodity rates to which void limitations 
of value were attached were lawfully applicable rates to the 
commodity in question, regardless of its value, the Commission 
has held, in a report on No. 10313, U. S. Industrial Alcohol 
Company et al. vs. Director-General, Illinois Central et al. 
opinion No. 7583, 68 I. C. C. 389-94, that the rates assessed 
against alcohol of a value greater than $2.50 a gallon, shipped 
from New Orleans and Harvey, La., in 1916 and 1917, were not 
the proper ones to apply and that, therefore, the shipments 
were overcharged. It directed the refund of overcharges and 
dismissed the complaint, with which was linked No. 10323, 
Same vs. Same. 

Alcohol of a value greater than $2.50 a gallon was shipped 
on bills of lading with various words of limitation writteD 
thereon, purporting to show either that the alcohol was not 
worth more than $2.50 a gallon or that, in case of loss, the ship- 
per would limit his liability to that amount. After the ship 
ments were delivered, the railroads marked up the rates 0 
those in which the actual value was greater than $2.50 a gallon 
and collected higher class or higher general commodity rates. 

Some shipments moved before and some after the enact- 
ment of the second Cummins amendment. The Commissi0 
held that the limitations were void, some because they were 
made while the first Cummins amendment forbade them, a 
others because the rates were published without permissio2 to 
make rates based on declared values limiting liability. 

Commissioner Esch dissented, holding the Commission Wa’ 
inconsistent. He added his mite to the literature on the sub 
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ject about lawful rates, legally applicable rates, and the other 
terms in the category made up while the discussion of the 
meaning of the two Cummins amendments was vigorous. 


REFUND ON STEAM TURBINES 


The Commission has dismissed No, 11417, Northwest Steel 
Co. vs. Director-General, as agent, et al., opinion No. 7537, 68 
1. C. C. 195-8, holding the rates on steam turbines from Schenec- 
tady, N. Y., and Trenton, N. J., to Portland, Ore., and Seattle, 
between April 13, 1918, and April 1, 1919, were not unreasonable 
or otherwise unlawful. It held, however, that charges were 
illegal. It directed the refund of the illegal charges and a clari- 
fication of the tariffs. The report also covers No. 11911, General 
Electric Co. vs. New York Central et al. Forty-six carloads of 
marine steam-turbine engines were involved. The carriers 
assessed the rates applicable to steam engines and declined to 
recognize the steam turbines as turbines at all, claiming the 
lower commodity rate on turbines was intended to be limited to 
water wheels and things like that used in mining and smelting. 
The word “turbines” was supposed to be modified by words of 
description enclosed in parentheses, such as “electrical, iron- 
working, power, mining and smelting.” The Commission sug- 
gested that if the words were intended to impose rates based 
upon the uses to which the turbines were to be put, they were 
to be condemned. It held the lower combination rates on tur- 
pines should have been applied to, the turbines in question and 
ordered prompt refund. 


COAL CAR DISTRIBUTION 


The Commission has dismissed No. 12557, Northern West 
Virginia Coal Operators’ Association vs. Pittsburgh & Lake Erie 
et al., opinion No. 7534, 68 I. C. C. 167-80, holding the practices 
of the Pennsylvania and the Pittsburgh & Lake Erie, in the 
period between March 1, 1920, and January 1, 1921, in the dis- 
tribution of coal cars to mines on the Monongahela Railway, 
owned jointly by them, and the Morgantown & Wheeling, a 
dependent connection of the Monongahela, were not unreason- 
able, unjustly discriminatory or unduly prejudicial to operators 
on the two smaller roads. 


Commissioners Aitchison, Potter and Lewis, constituting 
the division that disposed of the case, said that while the record 
left no doubt that discrimination did exist in the distribution of 
empty coal cars, against the mines on the Monongahela and the 
Morgantown & Wheeling, in favor of the mines on the Pennsyl- 
vania and the Lake Erie, they were of the opinion and found 
the discrimination was not such as to constitute undue preju- 
dice and that the practices of the trunk line defendants and its 
subsidiary, in the circumstances and under the peculiar condi- 
tions shown of record, were not unreasonable. 


The Pennsylvania and the Lake Erie admitted the Monon- 
gahela and Wheeling did not obtain cars from them in the same 
percentage basis as the mines on their respective rails. They 
contended, however, that by reason of the abnormal conditions 
existing during the period in question, it was physically im- 
possible for them to accord mines on the Wheeling and Monon- 
gahela equal treatment with their own mines. Among the pe- 
culiar conditions was the fact that in November, 1920, the Mo- 
nongahela had but five of its 42 freight engines in service, a 
number of them having been shopped by order of the Commis- 
sion’s own inspectors. In addition the Monongahela had labor 
troubles of such a character that frequently it asked the Lake 
Erie to withhold deliveries of cars to it. It maintained that 
the difference in the car supply to mines on its own rails and 
the supply to mines on the Monongahela was due more to the 
abnormal conditions than anything else. 


One of the contentions of the complaining association was 
that, because the Pennsylvania and the Lake Erie jointly, on a 
fifty-fifty basis, owned the stock of the Monongahela, it was 
their legal duty to treat the mines on the Monongahela as if 
they were on their own rails. The Morgantown & Wheeling, in 
which neither the Pennsylvania nor the Lake Erie had or have 
any stock holding interest, depends upon the Monongahela for 
its car supply. Neither has coal cars for the mines on their 
rails. The Commission pointed out that while the two trunk 
— owned stock the Monongahela was operated on its own 
charter. 

The labor troubles in the spring of 1920 were so severe at 
Newell Yard, the junction point of the trunk lines with the 
Monongahela, that from April 9 to May 16 not one yard crew 
was on duty where formerly there had been 16. May 17, one 
crew consisting of a conductor and a brakeman was recruited. 
Subordinate officials were pressed into service so that one con- 
ductor and brakeman could go through the motions of delivering 
cars from the trunk lines to the Monongahela. By the time the 
Strike broke, the latter part of August, 1920, the Monongahela 
had recruited 13 yard crews. 

According to the Commission’s summary of the complain- 
ants’ demands, the association asked the Commission to require 
the two trunk lines “to deliver to the Monongahela, and the 
Monongahela to deliver to the Wheeling, whenever a coal-car 
shortage occurs, sufficient cars to accord the mines on those 
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roads the same car supply, on the average, as is contemporane- 
ously accorded, on the average, to the mines on the Pennsyl- 
vania (central region) and the Lake Erie; (2) to require that, 
in case the number of coal cars delivered to the Monongahela 
or delivered by said Monongahela to the Wheeling, during any 
month, is more or less than they are entitled to, the discrepancy 
be adjusted the following month, and that we determine the 
number of cars by which the mines on said Monongahela and 
Wheeling fell short of receiving, during the period from March 
1, 1920, to January 1, 1921, the same average car supply as 
mines on the. said Pennsylvania (central region) and the Lake 
Erie; (3) to require said companies during some future period 
of short car supply, to deliver to the Monongahela the number 
of cars so found, in addition to the number of cars to which 
said mines on said railways would be otherwise entitled; or, 
(4) in case of refusal to grant such relief, to award reparation.” 

The Commission’s report shows the record made was un- 
satisfactory on a number of points, discrepancies in figures be- 


ing among them. On that phase of the subject the Commission 
said: 


In ordering cars neither the Monongahela nor the Wheeling dis- 
tinguish between assigned. or commercial cars. They do, however, 
give preference in the furnishing of cars to mines loading assigned 
cars. The Lake Erie purchases its fuel supply on the commercial 
basis and is not much concerned with assined cars, except perhaps 
as such cars may be assigned for other roads. The Pennsylvania 
and Lake Erie before allotting any unassigned cars take out of the 
pool of. cars available for coal loading sufficient cars to protect the 
assigned requirements of their own mines. 

Cars delivered to mines on the Monongahela and Wheeling are 
counted against their distributive share, whether for loading as as- 
signed cars or with commercial coal, whereas assigned cars on the 
Pennsylvania and Lake Erie are not counted against the distributive 
share of the mines receiving them. The operators contended that as- 
signed cars should not be counted. It is the position of the Monon- 
gahela that since it orders all the cars requested by the operators 
there is no necessity for distinguishing between assigned and un- 
assigned cars. If assigned cars were not counted against the distribu- 
tive share of the mines on the Monongahela and Wheeling in periods 
of car shortage it would somewhat increase their percentage of com- 
mercial cars and correspondingly decrease the percentage of. commer- 
cial cars available for mines on the Lake Erie and Pennsylvania. The 
reord does not show for whom cars were assigned during this period. 
If for roads other than the Lake Erie and the Pennsylvania, and 
such foreign roads carded and furnished their own equipment for 
such loading, it was the practice, at least on the Pennsylvania, to 
deduct such cars from the total order placed by the Monongahela 
and to then deliver the commercial cars in about the same maner 
that cars were distributed to mines on its own rails. The record 
does not show whether the operators had contracted for the entire 
output of the mines loading assigned cars, or only for a portion 
thereof; or whether commercial cars were ordered in addition to the 
assigned cars even though the assigned cars furnished exceeded its 
distributive share. In the absence of these essential facts it is 
manifestly impossible to make a definite finding in this respect. A 
great deal of the difficulty would have been obviated had the Mon- 
ongahela placed its orders with the Pennsylvania and the Lake 
Erie in the same manner as cars were ordered from it by the 
operators, that is, if it had distinguished between assigned and un- 
assigned cars. As we view it, there was no obligation on the part 
of either the Pennsylvania or the Lake Erie to distribute cars to 
their dependent connections on a different basis than that upon 
which cars were ordered from them, even though their records 


might show_the numbers of assigned cars which were included in 
the total order. 


It also appears that the Monongahela placed empty coal cars fur- 
nished it for loading with coke, and that the cars so used were not 
charged by the Monongahela as coal cars. The record does not 
show to what exent this was done, but it possibly accounts for some 
of the discrepancies in the figures hereinafter referred to. Empty 


cars ordered by the Monongahela should be used for the purpose for 
which they were ordered. 


COMMISSION ORDERS 


The Chamber of Commerce of Houston, Tex., has been per- 
mitted to intervene in No. 13510, Baltimore Chamber of Com- 
merce et al. vs. A. T. & S. F. Ry. et al. 

The Commission has modified its order in No..11081, the 
Roundup Coal Mining Company vs. Director-General, Big Fork & 
International Falls Railway et al., so as to make it effective on 
July 18 instead of May 18, as previously ordered. 

The Commission has permitted the Buick Motor Company, 
Oakland Motor Company, Olds Motor Works and General Motors 
Corporation to intervene in No. 13536, Klaxon Company vs. Ala- 
bama Great Southern R. R. Co. et al. 

The Board of City Development of the City of Amarillo, 
Texas, and the Panhandle-Plains Chamber of Commerce were 
permitted to intervene in No. 13518, Federal Grain Company 
et al. vs. A. T. & S. F. Ry. et al. 

The Houston & Brazos Valley Railway Company and George 
C. Morris, Receiver; Kansas City, Mexico and Orient Railway 
Company of Texas; Moscow, Camden & San Augustine Railway 
Company; Paris & Mount Pleasant Railroad and R. W. Wortham, 
Receiver; San Antonio Southern Railway Company; The Texas 
Mexican Railway Company, and Texarkana & Fort Smith Rail- 
way Company have been permitted to intervene in No. 13072, in 
the matter of a regulation prescribed by the Railroad Commis- 
sion of Texas requiring carriers to slat stock cars for transporta- 
tion of watermelons in Texas. 

The Keystone Slag Company has been permitted to inter- 
vene in No. 13662, Duquesne Slag Products Company et al. vs. 
P. R. R. et al. 

The Watertown, South Dakota, Chamber of Commerce has 
been given authority to intervene in No. 13611, Northern States 
Power Company vs. A. T. & S. F. Ry. et al. 
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REASONABLE RATES 


A suggestion that the Commission differentiate between a 
rate unreasonable per se and a rate relatively unreasonable has 
been made by Examiner F. W. McM. Woodrow in a tentative re- 
port on No. 12974, Continental Gin Co. vs. Director-General, as 
agent. The report also covers No. 13076, Lummus Cotton Gin 
Co. vs. same. Then he recommends that the Commission dis- 
miss the complaints on a holding that the rates on cotton packers 
or trampers, in carloads, from San Antonio, Tex., to Atlanta and 
Columbus, Ga., Birmingham and Prattsville, Ala., between De- 
cember 28, 1918, and September 26, 1919, were not shown to have 
been unreasonable per se. 

There was no testimony in these cases other than the record 
in San Antonio Freight Bureau vs. A. & W., 53 I. C. C. 326, in 
which the complainants alleged the rates were unreasonable. 
In that case the complainant sought a readjustment of rates but 
made no prayer for reparation. The complainants in the instant 
cases were interveners in the San Antonio rates, to prevent, as 
the examiner said, any disturbance of rates westbound. 

Woodrow proposes the Commission should hold in this case 
that the complainant in the San Antonio case would not be en- 
titled to reparation because it made no prayer for reparation. 
He said the complainants in these cases, interveners in the San 
Antonio case, should be estopped from seeking reparation to the 
basis of rates established in the San Antonio case, for the reason 
which he thinks the San Antonio complainant would be estopped. 

The examiner said the finding in the San Antonio case, while 
the word unreasonable was used, was equivalent to a finding that 
the rates were relatively unreasonable and the carriers so under- 
stood it because they complied by making rates on packers and 
trampers from San Antonio the same as rates on cotton gin 
presses from Dallas. He said a relatively unreasonable finding 
was the same as a third section finding and that damage would 
not follow such a finding except upon specific proof, the same 
as a third section case. 


ORDER IN GULF REFINING CASE 


A modification of its order of reparation in No. 12143, Gulf 
Refining Co. of Louisiana, in behalf of the Union Petroleum Co. 
of Philadelphia, vs. St. Louis-San Francisco et al., 64 I. C. C. 201, 
so as to eliminate the St. Louis-San Francisco from the order 
of reparation has been recommended by Attorney-Examiner 
Charles F. Gerry. The case was reheard on a motion of the St. 
Louis-San Francisco, which pointed to the fact that it was not 
in existence at the time the six carloads of gasoline involved in 
the case moved from West Tulsa, Okla., to Avondale, La. for 
export and was then sent to Gretna, La., for domestic use, all of 
which took place in September, 1915, while the Frisco was in 
the hands of a receiver, and the present company had not been 
organized. A rate of 60 cents was imposed. The Commission 
said 33 cents would have been reasonable and ordered repara- 
tion to be paid by the Frisco and the Louisiana & Arkansas. 
Gerry said the Frisco should be eliminated and the reparation 
order changed so as to run only against the Louisiana & Arkan- 


sas, which, he said, was liable because the liability was joint and 
several. 


RATES ON GRAVEL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. E. Mullen in a report 
on No. 12005, Police Jury, Parish of Caddo, State of Louisiana, 
vs. St. Louis Southwestern et al., as to rates on gravel from 
Millville, Ark., to Lucas, La., on which shipments were made 
between April 24 and June 14, 1920. The examiner said the 
rates were unreasonable to the extent they exceeded 7.5 cents 
plus Ex Parte 74 increases. He also recommended an order 
establishing the rates on that basis for the future. 


MISROUTING OF COAL 


Examiner Burton Fuller has suggested that the Commission 
dismiss No. 13164, Northwestern Traffic & Service Bureau, Inc., 
vs. Missouri Pacific et al., on a holding that a carload of soft 
coal from Zeigler, Ill., to Hitchcock, S. D., while misrouted, had 
not been shown to have caused damage to the subscriber to the 
services of the bureau in whose behalf the complaint was 
brought. Fuller said the receiver of the coal, instead of having 
been damaged by the misrouting, was benefited, because it moved 
over a cheaper route than had been designated by the shipper. 


EXPORT TRAFFIC FREE TIME 
Dismissal has been recommended by Examiner P. F. Gault 
for No. 13294, Pacific Grain Co. vs. Director-General and 
Oregon-Washington Railroad & Navigation Co. on a holding 
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that the tariff rule governing the free time accorded export 
traffic at Albina, Ore., in September and October, 1918, and the 
demurrage charges assessed on a large number of cars of grain, 
shipped from eastern Washington points and elsewhere to Albina, 
were not unreasonable. 


IRON ORE TO CARONDELET 


A recommendation that rates on iron ore from Michigan 
and Wisconsin prescribed for traffic moving to Granite City, 
Ills., be also prescribed for that part of St. Louis known as 
Carondelet, has been made by Examiner Myron Witters, in a 
tentative report on No. 13288, Mississippi Valley Iron Company 
vs. Chicago & North Western et al. The rates recommended 
are $3.25 from Ironwood, Mich., and $2.35 from Baraboo, Wis., 
together with reparation to the basis of the rates mentioned 
on shipments between August 26, 1920, and July 7, 1921. The 
rates assessed were $4.05 from Ironwood and $2.835 from 
Baraboo. The basis recommended in this case was prescribed 
in St. Louis Coke & Chemical Co. vs. A. & S. R. R. Co., 62 
I. C. C. 194. In that case the carriers, according to Witters’ 
report, practically confessed the rates they established under 
the permission given in Ex Parte 74 were unreasonable and 
suggested the rates which are now recommended for extension 
to the west bank of the Mississippi. 


RATE ON CRUDE RUBBER 


Examiner J. O. Cassidy has recommended the dismissal of 
No. 12797, Firestone Tire & Rubber Co. vs. Director-General, as 
agent, on a holding that a rate of $1.565 on 216 carloads of 
crude rubber, from Pacific coast ports, to Akron and Barberton, 
O., in the period between July 1, 1918, and May 29, 1919, was 
not unreasonable. The complainant asked for reparation down 
to the basis of a rate of $1 established May 29, 1919. That rate 
was established when competition through the ports began hav- 
ing an effect on the American railroad rates. The complainant 
suggested it would have been the reasonable rate for use 
throughout the time the domestic rate, which came into effect 
when the import rate of 75 cents was canceled, was in operation. 
Cassidy said the subsequently established rate of $1 was not 
to be taken as evidence of the unreasonableness of the higher 
rate collected when there was no competition between the ports, 


as an attempt was being made to equalize east and west bound 
traffic. 


RATE ON CAMPHOR OIL 


Coming to the Commission for relief from what it consid- 
ered an unreasonable class rate of $2.315 on brown camphor 
oil from San Francisco to Delawanna, N. J., Examiner Leo J. 
Flynn, in a tentative report on No. 13031, Antoine Chiris Co. 
vs. Director-General, Southern Pacific et al., has recommended 
that the complainant be sent from the Commission with a hold- 
ing- that not only was the rate of $2.315 not unreasonable, but 
that the properly applicable rate was second class of $4 and 
that, therefore, the shipments, two carloads, made in December, 
1918, were undercharged. The complainant asked for repara- 
tion to the basis of the subsequently established rate of $1.50. 
The case grew out of the cancellation of import rates in June, 
1918. The camphor oil moved under the commodity rate ap- 
plicable on drugs and chemicals. Flynn said it should have 
borne the second class rate because there was no domestic 
commodity rate on brown camphor oil from San Francisco to 
be used in lieu of the canceled import rate and that therefore 
the class rate was applicable. 


MISROUTING OF COKE 


Examiner Burton Fuller has recommended the dismissal of 
No. 13167, Northwestern Traffic and Service Bureau, Inc., VS. 
Chicago, Terre Haute & Southeastern et al., on a holding that a 
carload of nut coke from Terre Haute, Ind., to Onslow, Ia., in 
December, 1920, had not been misrouted. 





RATES ON STONEWARE 


Reparation on a finding of unreasonable charges has been 
recommended by Examiner H. J. Wagner in a report on No. 12985, 
Norman H. Schlieper vs. Southern Pacific et al. The traffic im 
volved was a carload of stoneware water filters from Los An- 
geles, Cal., to Pueblo, Colo., in March, 1921. The stuff was billed 
as stoneware, but at destination the billing was changed to read 
water filters stoneware, and a rate of $4.065 was collected, in 
stead of the stoneware rate of $1.675. The complainant showed 
that if the filters had been taken apart and shipped separately 
the charges would have been, at carload and less than carload, 
$665.78 less than those collected. The examiner said the charges 
should have been at fourth class $2.50 per 100, which was aP- 
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plicable on water filters, stoneware, in boxes or crates. 
filters in this case were packed in bulk in straw. 


The 


UNLOADING OF STEEL PLATE 

An order of dismissal has been recommended by Examiner 
J. Leo Flynn in a tentative report on No. 13039, Hidalgo Steel Co. 
ys, Pennsylvania, on a holding that charges collected on 33 car- 
ioads of steel plates for export, from Ivy Rock, Pa., to Philadel- 
phia, reconsigned to Jersey City, in May, 1920, were not unrea- 
sonable or otherwise unlawful. The cars could not be un- 
joaded at either New York or Philadelphia on account of the 
water front strike. The carriers collected demurrage and do- 
mestic rates for the movements after arrival at the first port, 
while the complainant was trying to find a place where the steel 
could be put into a ship. 








RATES ON CEMENT 


Examiner E. L. Gaddess, in a report on 13260, Gila Water 
Company et al. vs. Arizona Eastern et al., recommended that 
reparation made on cement from Crestmore, Calif., to Hassay- 
ampa, Ariz., he made on the basis of the rates found reasonable 
in Arizona Corporation Commission et al. vs. Arizona Eastern 
et al. (64 I. C. C. 758). The complaint alleged the rates on 
cement between the points named were in violation of the first 
three sections of the interstate commerce law. 


RATES ON SUGAR 


A recommendation that reparation be ordered, on account 
of unreasonable rates on sugar, has been made by Examiner 
J. B. Keeler, in a report on No. 13200, Wilson & Co., Inc., vs. 
Director-General, as agent. He said the Commission should 
hold as unreasonable rates on sugar to Chicago because they 
exceeded 62 cents from Price, Utah, and 47 cents from Pueblo, 
Colo. The shipments in question were made in the fall of 1919. 


CHARGES FOR STORAGE 


Examiner J. P. McGrath has recommended the dismissal 
of No. 13179, Vim Motor Truck Co. vs. Director-General, as 
agent, on a holding that storage charges on four carloads of 
automobile delivery trucks at Pittsburgh, in March, 1918, were 
not unreasonable or otherwise unlawful. 


CHARGES ON WATER IN TANK CARS 


An award of reparation has been advised by Examiner E. 
L. Gaddess, in a report on No.13253, Premier Coal Co. et al. vs. 
Director-General and Union Pacific, on a holding that charges 
on water, in tank cars, from Point of Rocks, Rock Springs, and 
Green River, Wyo., to Superior, Wyo., during federal control 
were unreasonable to the extent they exceeded $9 per car from 


oo of Rocks, $11.50 from Rock Springs and $14 from Green 
iver. 





REFRIGERATION ON PEARS 


Examiner John A. McQuillan has recommended the dis- 
missal of No. 13060, Ignatius L. Lutz vs. Chicago, Rock Island & 
Pacific, et al., on a holding that refrigeration charges on a Car- 
load of pears from Cobden, Ills., to Mankato, Kans., in Septem- 
ber, 1920, were neither unreasonable nor illegal. 


RATES ON COAL, LA MARSH TO CHICAGO 


An order of dismissal, for lack of jurisdiction, has been 
recommended by Examiner John A. McQuillan as to No. 13991, 
M. E. Case Coal Company et al. vs. C. B. & Q. et al. The 
complaint alleged the imposition of unreasonable, unjustly dis- 
criminatory and unduly prejudicial rates on coal, from LaMarsh 
to Chicago, between June 1 and August 31, 1920, which was 
after the end of federal control. The complaint was based upon 
the assumption that section 208 (a) of the transportation act 
conferred jurisdiction on the Commission to hear complaints 
against intrastate rates during the guaranty period. The ques- 
tion as to that jurisdiction was answered in the negative by the 
Commission’s conference ruling, dated March 13, but not made 
public until about a month later (Traffic World, April 22, p. 866). 

he examiner said no showing had been made that the rates 
were unreasonable, unjustly discriminatory, or unduly prejudi- 
cial in comparison with any interstate rates. 


COTTONSEED, MEMPHIS TO WEBB 
_ Examiner F. W. McM. Woodrow has recommended the dis- 
Missal of No. 13037, Webb-Sumner Oil Mill vs. Director-General, 
ir Island, et al. on a holding that rates on cottonseed, in car- 
oads, from Memphis, Tenn., to Webb, Miss., in 1918, 1919, and 


1920, had not been shown to have been unreasonable or other- 
Wise unlawful. 


RATES ON GLASS BOTTLE FITTINGS 
Examiner John A. McQuillan, in a report on No. 13020, 
Sion-Weiskopf vs. Director-General, as agent, has recom- 
Mended a holding of unreasonableness and an award of repara- 
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tion as to rates on glass bottle fittings, from Reading, O., to 
points in Kentucky, near Cincinnati, in the period between June 
25, 1918, and October 16, 1919. The shipments came under the 
$15 per car minimum rule of the Director-General. The exami- 
ner said the Commission should hold the charges were unreason- 
able to the extent they exceeded 50 cents per ton, minimum 
20 tons. 


RATE ON BRASS 


Examiner Burton Fuller has recommended the dismissal 
of No. 13195, Western Cartridge Co. vs. Director-General, Big 
Four, et al., on a holding that the rate charged on brass, carloads, 
from Bridgeport, Conn., and Lowell, Mass., to East Alton, Iils., 
was applicable and not unreasonable. 


RATING ON VATS 


An order of dismissal has been recommended by Examiner 
John H. Howell as to No. 13192, Lucas E. Moore Stave Co. vs. 
A. T. & S. F., Director-General, et al., his idea being that the 
complainant’s shipments of 85 carloads of wooden containers, 
called in the report casks, from New Orleans to St. Paul and 
South St. Paul in May and June, 1919, were properly called vats, 
on which a second class rating of $1.19 was applied and that 
that rate was not unreasonable. The casks or vats in question 
are used in meat packing plants for the curing of meats. 


RATES ON FEED MATERIALS 


An award on account of unreasonable charges has been 
recommended by Examiner J. Edgar Smith in a report on No. 
12996, John W. Eshelman & Sons et aJ. vs. Arkansas Central 
et al. Reparation was the only issue. The prior question was 
as to whether the rates on raw materials in and the finished 
product out, of Lancaster and York, Pa., used in the production 
of feeds for live stock and poultry were unreasonable. The 
carriers have established transit rules which satisfy the com- 
plainants. The examiner said the Commission should hold the 
prior rates, rules, and practices unreasonable, for the period 
between March 1, 1920, and January 3, 1922, and award repara- 
tion. 


RATES ON PAPER 


Examiner Howard Hosmer has recommended the dismissal 
of No. 12986, Wisconsin Traffic Association vs. Algoma Central 
& Hudson Bay et al., on a holding that the complaint assailing 
rates on printing and wrapping paper from manufacturing points 
in Wisconsin to destinations in Wisconsin, Illinois and Iowa 
was found to relate to rates which are subject to the Commis- 
sion’s order in Minnesota & Ontario Paper Co. vs. Northern 
Pacific, 66 I. C. C. 571. 


RATES ON MONUMENTS 


In a tentative report on No. 12556, J. F. Bloom & Co. vs. 
Director-General, Montpelier & Well River et al., Examiner J. 
Edgar Smith has recommended a holding that the rates on 
granite monuments, from 1917 to 1919, both inclusive, from 
Barre and South Ryegate, Vt., to Chicago, Chicago rate points 
and to ‘Mississippi River crossings, were not unreasonable or 
otherwise unlawful. He said the through rate on one carload 
of granite from Mt. Airy, N. C., to Lander, Wyo., shipped June 
7, 1917, resulted in an overcharge, which the Commission should 
order refunded. 


JURISDICTION OVER STORAGE CHARGES 


Examiner J. P. McGrath has advised the Commission to dis- 
miss No. 13185, F. R. Phillips & Sons Co. vs. Boston & Albany, 
on a holding that the Commission has not jurisdiction over the 
storage charges collected at East Boston, Mass., on seventeen 
carloads of steel billets shipped in June and July, 1920, from 
Mystic Wharf, Boston, whither it had been sent for export, and 
reshipped to Danversport, Mass. The examiner said the com- 
plaint was filed on the erroneous assumption the Commission 
has jurisdiction over intrastate rates in the guaranty period. 


EXPRESS RATES ON STRAWBERRIES 


Assistant Chief Examiner Ulysses Butler and Special Ex- 
aminer John C. Roth, in a tentative report on No. 12893, have 
advised discontinuance of the proceeding initiated by the Com- 
mission to determine whether the express facilities and rates 
on strawberries from Florida were adequate and reasonable. 
Their report also covers No. 12981, Railroad Commissioners of 
the State of Florida vs. American Railway Express Co. The 
examiner said the Commission should hold the complainants 
had failed to show the present facilities for transporting straw- 
berries from Florida and North Carolina were not reasonably 
adapted to meet the requirements of the traffic. They recom- 
mended a holding that the complainants had not shown the 
failure of the express company to provide carload refrigerator 
express service from Florida had resulted in undue preference 
for Louisiana shippers; also that the complainants had failed to 
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show the rates were unreasonable. The examiners also recom- 
mended dismissal of the formal complaint. 


RATES ON SULPHITE PULP 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 13218, International Paper Co. vs. Maine Central et al., 
on a holding that the rates on sulphite pulp, in effect in May 
and September, 1920, from Rumford, Me., to Brownsville, N. Y., 
over a route designated by the shipper, via the Grand Trunk 
of Canada, were not unjust, unreasonable or unduly prejudicial. 


RATE ON IRON ORE 


Examiner John T. Money has advised the Commission to 
dismiss No. 12919, Sligo Furnace Co. vs. C. & N. W. et al., on 
a holding that the rate of $5.20 per gross ton on iron ore, from 
Wakefield, Mich., to Sligo, Mo., between August 26 and November 
30, 1920, both inclusive, was not unreasonable. The contention 
was that it was unreasonable to the extent it exceeded $5.10, 
the subsequently established rate. It contended the $5.20 rate 
was not right, because, in the execution of General Order No. 
28, the carriers had inflated the combination 10 cents more than 
authorized. 


CAR DETENTION RULE 


The rule for car detention prescribed by the Commission 
in the Birmingham Southern case, 61 I. C. C. 51, would not be 
reasonable, Examiner F. P. Gault thinks, for application to the 
Valley & Siletz Railroad Company. Therefore, he has recom- 
mended, in a tentative report on No. 13118, Valle & Siletz Rail- 
road Company vs. Southern Pacific, that common carrier should 
be treated as all other common carriers, namely, per diem on 
cars furnished by the Southern Pacific under the general rules 
and demurrage from shippers that detain them, with monthly 
settlements on that basis between the two carriers, one of which 
is owned, in so far as stock is concerned, by lumber interests. 
There is no opportunity, according to Gault, for working the 
reclaim part of the arrangement for the benetfi of the pro- 
prietary interest, hence his recommendation. 


OCEAN RATE WAR 


The Trafic World Washington Bureau 


The Shipping Board late April 24 ordered slashes in passen- 
ger rates from New York to South American ports as the result 
of a rate war which it declared in effect was unfairly started 
by the Lamport & Holt line, which operates under the British 
flag, to drive American flag ships out of the South American 
trade. 

The Shipping Board, through Chairman Lasker, announced 
rates $10 to $20 per passenger lower than the cut rates put in by 
the British line. Explaining the situation, Chairman Lasker 
said: 


We have this afternoon been notified that new passenger rates 
have been put into effect in the South American passenger trade from 
New York by Lamport & Holt. 

Only two passenger lines run from New York to South America, 
to-wit: the United States Shipping Board boats, operated by the Mun- 
son Line, and the ships operated by Lamport & Holt. The United 
States Shipping Board ships, of course, are American flag ships; Lam- 
port & Holt are a British concern and their ships are under the British 


flag. 

Both Lamport & Holt and ourselves have known for some time 
that the passenger rates needed readjustment. We were, in fact, 
working on a new schedule of rates which we expected to take up with 
Lamport & Holt, and it had been our thought that in the newly ad- 
justed rates we would come to a proper understanding, as is custom- 
ary in the shipping world, where rates are arrived at by agreement 
between lines running from port to port and are uniform, the same as 
is the case with railways. 

Out of a clear sky today Lamport & Holt announce new rates. 
They announce these rates without consulting us, in spite of the fact 
that we have, up until this time, been working together most har- 
moniously, and in spite of the fact that they knew that proper 
adjustment was about to be made. The manner in which they cut the 
rates shows that the cut was not intended as merely a readjustment of 
rates, but was made in such a way as to attempt to discourage us 
in our operations. 

While we were about to adjust the rates, the new rates so pre- 
cipitately offered by Lamport & Holt do not constitute merely an ad- 
justment, they are, in fact, a cut that is a-declaration of war. 

The rates announced by Lamport & Holt reduce the fare from New 
York to Rio de Janeiro from $415 to $315; from New York to Monte- 
video from $475 to $360: from New York to Buenos Aires from $490 
to $370, and the northbound rates are reduced in proportion. 

We can take the action as nothing but an unfriendly one in- 
tended to cripple the American merchant marine and its establish- 
ment of the first high-class services under the American flag between 
North and South America. The whole action in cutting the rates with- 
out conference with us, when we admit they should have been ad- 
justed, where we have been working so friendly, can only be interpreted 
as a declaration of war in this trade. 

Lamport & Holt run one ship, the Van Dyke, which is comparable 
to the four exquisite ships which we are now operating through the 
Munson Line. Their other three ships are inferior ships, both as to 
speed and accommodations, and are in no wise comparable to the Van 

ag Fs the four ships operated for the United States by the Mun- 
son ne. 

_ The basis of the reason for their cutting is, they claim, that their 
ships, save one, are inferior; but if the Shipping Board does not meet 
the cut in kind the working out of it would be that British-flag ships 
would carry the trade, and the dream of the United States for an 
American-flag line between North and South America, which we now 
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have represented by such wonderful ships, would be permanently 
made unprofitable and discouraging. 

In the month of June, we understand, Lamport & Holt are with- 
drawing their ships entirely and putting them in the profitable trans- 
Atlantic trade—they only run two ships a month. Thus, if we at 
all meet their rate they want to put the burden of loss on us while 
they are profitably running their ships in the North Atlantic. 

We believe that the four splendid ships now plying regularly be- 
tween North and South America under the American flag are the 
forerunner to closer relations, better relations and expanding trade be- 
tween the United States and South America; and in order that there 
may be no misunderstanding, so far as this government is concerned,‘ 
that, so long as it operates its ships, it will keep the flag flying and 
these splendid accommodations going, the Shipping Board not only 
meets Lamport & Holt’s rates that they make on their inferior ships, 
but announces rates, effective at once, of $295 to Rio de Janeiro, $345 
to Montevideo and $360 to Buenos Aires. The round trip rate at pres- 
ent is approximately $800. Of course, it was always contemplated 
that a lower round trip rate would be made, beginning in July, be- 
cause of the exposition in Rio. Lamport & Holt announce for their 
inferior ships a round trip rate of $500, beginning July first. Be- 
ginning that date, the Shipping Board, on its magnificent ships, an- 
nounces a round trip rate of $450. 

The Shipping Board wishes to make it clear that we did not seek 
this thing; that we were in friendly relations with Lamport & Holt, 
and that we want to keep in friendly relations with the privately owned 
ships of every flag. But we believe that this may be a test fight in 
all the oceans, as to whether America is to continue expanding its 
merchant marine and maintaining it, and we are prepared to meet 
the fight at every point for any length of time as we are meeting this 
one. We had expected to greatly reduce the rate, and we hope that 
with the superior service we have, as admitted by Lamport & Holt, 
and at the lower rates that we give, the trade will be so encouraged 
that our net showing will be better than before, and that increasing 
numbers of Americans will get acquainted with South America. Our 
hat is in the ring, and we are going to stick as long as necessary to 
insure the position of American-flag ships between North and South 
America. 

The four ships operated by the Munson Line are the Pan-America, 
Western World, Southern Cross and the American Legion. 


The Lamport & Holt Line, replying to Chairman Lasker’s 
statement, said it had no intention of driving American flag ships 
from the South American service. 

“It has been stated by you and others,” the statement said, 
“that we are withdrawing certain of our steamers to engage in 
more profitable trade and that if it were not for American 
steamers there would be no mail and passenger service to South 
America. Permit me to say this is putting effect before cause. 

“The South Ameican berth has been so overtonnaged that 
there is no necessity for a number of steamers to make useless 
voyages. 

“You will be aware that 80 per cent of all the passenger 
accommodations offered in this trade, both by government 
steamers and our own, are going vacant. We never have sought 
and do not seek any rate war, our desire being to co-operate 
on any fair basis with your board.” 

Chairman Lasker, replying to the statement of Lamport & 
Holt, said the line had shown no evidence of a wish to cooperate 
with the board in the matter of cargo rates. He said Vice 
President Love had met only with rebuffs in his efforts to meet 
the line on fair and equitable grounds. He said the board could 
not feel otherwise than that the purpose of the rate cuts was 
to drive the American ships out of the South American service. 
The chairman said the ships under the American flag to South 
American ports were in service as the result of the mandate in 
the Jones’ act requiring the board to establish such services. 
He said the board stood willing to meet the company and discuss 
the situation and that he would discuss the matter no further 
in the press. 





FARMERS FOR SHIP SUBSIDY 
The Trafic World Washington Bureau 


The American Farm Bureau Federation has lined up for 
President Harding’s ship subsidy program, according to a state 
ment issued by A. D. Lasker, chairman of the Shipping Board, 
this week. The statement contained a telegram from J. R. 
Howard, president of the American Farm Bureau Federation, t0 
President Harding, as follows: 


_ While American Farm Bureau is opposed to any subsidy _on prin- 
ciple we realize the necessity for developing American Merchant 
Marine as naval auxiliary and as agent in development of foreign 
trade. We approve aid temporarily until our flag can be established 
on high seas but no longer. Subsidies, like tariffs, should be flexible 
and not continue after industry becomes self-supporting. If subsidy 
be supported on naval grounds it is essential that merchant ships 
be available and used for training of naval reserve. 


Commenting on this statement, Chairman Lasker said: 


Nothing more important could have happened than this which 
marks the end of fifty years’ opposition by the farmer, and to me 
the great encouragement is it endorses what the President says that, 
today, no one has a greater interest in the establishment of the 
American merchant marine than the American farmer. 

The Administration and the Shipping Board fully agree with 
Mr. Howard that aid should only. exist until the flag is established 
on the high seas. 


Chairman Lasker said, although the naval reserve section 
would be dropped from the subsidy bill, the same end would 
be accomplished by another bill and that this was satisfactory 
to the Farm Bureau. 
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SHIP SUBSIDY HEARING 


The Trafic Wortd Washington Bureau 


Malcolm Stewart, of the Cincinnati Chamber of Commerce 
and chairman of the Middle West Merchant Marine Committee, 
wged the committee to. amend the bill, so as to provide for 
operation of the established boat lines by the Shipping Board 
for a period of five years. He said the people of the middle 
west had suffered millions of dollars of loss by congestion in 
the north Atlantic ports, and that establishment of Shipping 
Board routes, from Gulf and south Atlantic ports, had furnished 
relief. He spoke particularly for retention of operation of ves- 
sels from those ports by the board. He said: 


These trade routes justified their existence last year, a most 
crucial year, because the figures show that our exports were two 
pillions greater than those of England, our nearest rival. This was 
largely because we were not wholly dependent upon foreign_ships. 
Prior to the war, South America bought most of its goods in Europe 
and why? Because a man wanting to reach the United States had 
to go first to Hamburg, or Southampton or Liverpool before he could 
come to New York. It was only natural when he was there he 
pought in that market. That thing is rapidly being changed now 
that we have ships able to make deliveries and maintain regular 
services. : 

In the past the south and middle west have been antagonistic 
to the idea of a ship subsidy, because they feared it would benefit 
only a small group of ship owning citizens in the east. 

Now we are for this bill, provided it has such safeguards as the 
ecmmittee thinks necessary to protect the country as a whole. If 
this legislation be framed to hold the trade routes that have proved 
so successful, all will be well. We don’t want the Shipping Board 
to stay in the sipping business any longer than is necessary to estab- 
lish these routes so that private operators may run them. 


Contending that direct aid for the merchant marine was 
necessary, and that indirect aid would not be sufficient, Mr. 
Stewart said: 


For our shipping men to get as firmly established as the foreign 
shipping companies they face a large overhead cost for some time. 
Other nations have run their shipping at a loss until the trade has 
been established. Trade does not come before service. Service makes 
the trade. When a railroad is first laid out it has no business—only 
potential business. Our railroads have been the most heavily sub- 
sidized industry in the country. If it is right to subsidize railroads 
to develop interior commerce, it certainly is right to run a few ship 
lines for a limited time at a loss to build up foreign commerce. 

Another good thing about our American ships being in active 
service, is the fact that they tend to equalize freight rates on a 
lower basis. The Gulf and South Atlantic ports were handicapped 
in the last war to a most pitiful extent. There was no way to ship 
goods except over the old east and west routes and this caused 
frightful congestion. We do not want to be faced with millions of 
tons of goods that cannot be moved and while it has taken a long 
time to arouse the people, I believe that they are heart and soul back 
of this merchant marine movement. 

Mathew Hale, president of the South Atlantic States Associa- 
tion, testifying in support of the general principles of the pro- 
posed ship subsidy legislation, said he did not think a subsidy 
costing $100,000,000 a year would be unreasonable, but that if 
anyone suggested $500,000,000 a year he thought that such a 
person should go to the nearest insane asylum. He said, how- 
ever, he did not think the subsidy would “come that high,” re- 
ferring to his $100,000,000 figure. 

Both direct and indirect aid should be provided, Mr. Hale 
said, because if the indirect aid should fall short there would 
then be the direct aid to fall back on. 

An American merchant marine, he said, was just as vital to 
the welfare of Galveston, Savannah and Charleston as to the 
port of New York. 

Urging immediate action on the subsidy bill, he said the 
most important question today was that of stabilization. He said 
No constructive plans could be made in the South because of the 
lack of a policy on the merchant marine. He said sections 28 
and 34 of the Jones act had been held up and that the resulting 
Uncertainty had seriously jeopardized the interests of the South. 

Mr. Hale declared the country must be protected, under the 
subsidy legislation, against a “New York monopoly” of the mer- 
chant marine and against shipping companies of the north Atlan- 
tic ports owning the services from the south Atlantic and Gulf 
ports. He said if that were not taken care of a few big com- 
panies would dominate the situation. He said there also must be 
brotection assuring equal port treatment. 

Mr. Hale said a great many in the south and middle west 
Were worrying because they feared Congress would not pass the 
Subsidy bill this session. 

' There would not be a greater calamity than failure to pass 
this bill at this session,” said he. “I don’t know what will hap- 
Den in the middle west unless a bill containing the underlying 
Mmnciples of this legislation is passed at this session.” 

In reply to a question by Representative Bankhead of Ala- 
ama, Mr. Hale said he would heartily oppose the bill if it were 
contemplated that the Shipping Board fleet be sold in bulk 
— the next thirty months without regard to continued opera- 
on of the vessels in the established trade routes. The witness 
} believed the routes from the southern ports should be maintained 
¥ the Shipping Board until arrangements could be made for 
brivate companies to take over the operation of the vessels. 
lo actment of the subsidy bill, he believed, would insure 
int freight rates on farm products. Mr. Bankhead suggested 
at the subsidy might be costing the American taxpayers $100,- 
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000,000 a year in five years. Mr. Hale replied to the effect that 
even if the cost ran that high he would regard it as a “negligible 
factor” in-comparison with the benefits that would result from 
the subsidy. 

Inquiring whether such legislation would be popular with 
the American people, Mr. Bankhead asked whether the “Esch- 
Cummins law,” which he said provided a guaranty, was popular 
with the people. Representative White of Maine said he was 
not willing to admit that the transportation act provided a 
guaranty. Mr. Bankhead believed that in principle there was 
the element of a subsidy in the transportation act. 

“What is the real reason why section 28 has not been en- 
forced?” asked Mr. Bankhead. 

Mr. Hale believed the reason was that there had come a 
cry against the section from practically every port in the coun- 
try and that nobody knew exactly how it would work. He ex- 
pressed the hope, however, that the section would be “worked 
out” and applied. 

; Representative Bland of Virginia touched on the Republican 
high tariff policy and raised the question whether, even with 
a subsidy, the merchant marine could be built up with a “high 
tariff wall.” Mr. Hale said the high tariff would act as a curb 


on foreign trade, and he indicated he was not in sympathy with 
that policy. 


Mr. Hale said immediate action on the subsidy legislation 
was necessary because after the bill was passed it would be 
necessary to do “a tremendous lot of missionary work” to get 
the people of the interior back of the merchant marine and 
that it would take time to arrange for private interests to take 
over the operation of the government vessels. He said a great 
many people worried about the word “subsidy” and that he 
would worry about it unless it were “propertly protected.” He 
said he was “suspicious” of the new Shipping Board when it 
went into office and that also he was suspicious of the New 
York operators, but that as he became acquainted with the pol- 
icy of the board he believed it intended to deal fairly with all 
parts of the country. 

“Foreign interests,” he said, “want nothing better than that 
we argue as to methods while they get the trade.” 


Mr. Hale said “we lost two years” because two Presidents 
refused to enforce section 34 of the Jones act. 


The Milwaukee Association of Commerce, through J. J. 
Blommer, traffic secretary, has ‘submitted to the joint committee 
a statement favoring enactment of subsidy legislation. The asso- 
ciation, through its board of directors, recently passed a resolu- 
tion in favor of “a program or policy to encourage American 
citizens or corporations to engage in shipping, and the enact- 
ment of such legislation which will make it possible for Ameri- 
can shipping interests to prosper, and to repeal such laws which 
now make it almost impossible to exist.” 


“Milwaukee’s interest in an American merchant marine is 
based primarily on the fact that we believe it is to the best 
interests of the United States of America, and, secondly, because 
Milwaukee and Wisconsin will benefit by it,” said Mr. Blommer. 

After setting forth in detail the varied line of exports of 
Milwaukee, Mr. Blommer said: 


.. ,The hope of Milwaukee’s and Wisconsin’s future development lies 
in her ability to more freely use the lakes and channels tributary to 
them for its commerce, especiaily and export, to avoid the congested 
conditions in both the Chicago and New York terminals, and it is for 
that reason that we so vehemently desire the Great Lakes-St. Law- 
rence deep waterway. 


The territory tributary to the Great Lakes is hampered in its 
development because of transportation deficiencies, and we entertain 
no serious hope of getting any transportation relief either in the way 
of increased facilities or reduced transportation costs, except through 
the development of the inland waterways of the United States, and 
in this connection we feel very sanguine that the matter of the mer- 
chant marine, which these commitetes are at the present time con- 
sidering, is of vital importance to us in this section because of its 
relation to the development of traffic on the Great Lakes through the 
St. Lawrence waterway. 

We need an outlet to the sea, and when we have that outlet we 
naturally desire that American ships be the ones that shall most 
largely serve our ports. Our interest in this matter of an American 
merchant marine is vital, because without a 100 per cent American 
merchant marine the ports of the Great Lakes will never be able to 
reach the development they should. 

The interest of the middle west and Mississippi Valley territory 
in an American merchant marine is inspired by the fact that the 
territory west of Pittsburgh, north of the Arkansas-Tennessee line 
and east of the Rocky mountains, produces 40 per cent of the export 
commerce of this country, and we sincerely trust that your honorable 
committees will be able to justify our contention for an American 
merchant marine program or policy to encourage American citizens 
or corporations to engage in shipping, by enactment of such legisla- 
tion which will make it possible for American shipping interests to 
prosper, and by repealing such laws which now make it almost im- 
possible for them to exist. 


Brent Urges Amendment 


Amendment of subsection C of paragraph 2 of section 1 of 
the interstate commerce act, so that the Interstate Commerce 
Commission would not have jurisdiction over port-to-port propor- 
tional rates of carriers by water, was uged before the joint com- 
mittee by Theodore Brent, federal manager of the government 
barge lines on the Mississippi and Warrior rivers. 

“We want to get under the Shipping Board and not under 
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the Interstate Commerce Commission on this particular busi- 
ness,” said Mr. Brent. reo - aaa eee eee 

The witness said he did not come to distuss the stbsidy 
bill, but that he was particularly interested in title VIII of the 
measure, the sections of which were printed in The Traffic World 
of March 11, p. 550, relating to rafl and water transportation. 

Mr. Brent explained that the barge line operated under the 
jurisdiction of both the Interstate Commerce Commission and of 
the Shipping Board. He said: 


Its joint traffic, its joint rates, are directly under the control of 
the interstate commerce law; its all-water rates are subject to the 
jurisdiction and regulation of the Shipping Board. This section 801 
(under title VIII) seeks to create a new co-ordinating body which 
shall be a body made up of members of both the Commission and the 
Shipping Board and shall have certain powers of recommendation and 
also of execution through orders of either or both boards. Between 
the two, under the existing law, lies a debatable ground as to the 
jurisdiction of one or both. We do not know what the new body may 
bring; we do know that, so far as the two laws today are concerned, 
there is more or less opportunity of conflict. 

The Interstate Commerce Commission has the right to regulate 
our joint rates and the Shipping Board does have the right to regulate 
our port-to-port rates. We must file the joint rates with the Inter- 
state Commerce Commission; we must file the port-to-port rates with 
the Shipping Board. 

In the working out of the practical application of the law we find 
ourselves at the present time somewhat menaced by the possibility of 
transgressing the law in favor of the one body by adherence to the 
law in favor of the other. 


Mr. Brent would have added to subsection C of paragraph 2 
of section 1 the following words: “Or publishes proportional rates 
and uses them in connection with traffic having origin or des- 


tination inland beyond such limits,” so that the subsection would 
read as follows: 


to the transportation of passengers and property by a carrier by water, 
where such transportation would not be subject to the provisions of 
this act except for the fact that such carrier absorbs out of its port- 
to-port water rates, or out of its proportional through rates any 
switching, terminal, lighterage, car rental, trackage, handling, or 
other charges by a rail carrier for service within the switching, dray- 
age, lighterage or corporate limits of a port terminal or district, or 
publishes proportional rates and uses them in connection with traffic 
having origin or destination inland beyond such limits. 


Mr. Brent said the amendment could be carried as a part of 
title VIII of the subsidy bill. 

At the present time, he said, the Mississippi-Warrior service 
desires to establish proportional rates in connection with 
ship lines operating under the jurisdiction of the Shipping Board, 
between St. Louis, for instance, and Galveston, for the purpose 
of directing traffic by water. 

“If it does that,” he continued, “the Interstate Commerce 
Commission says it must file those rates and make them sub- 
ject to its jurisdiction, a thing which we regard the law as not 
having the right to require. We cannot have joint rates because 
the railroads will not join us in these rates; we do want to give 
the public the benefit of lower transportation charges by water.” 


Mr. Brent said the barge lines must either submit to the 
jurisdiction of the Commission, in the respect outlined, or engage 
in expensive litigation, and that therefore he was appealing for 
the clarification requested. 

Asked what the contention of the Commission was with re- 
spect to the proportional water rates referred to, Mr. Brent said: 


Their contention is that in the use of these rates in the drawing 
of traffic down from the interior, in the exchange of bills of lading 
by the agents of the carrier, that that constitutes a common contrdl 
management or arrangement for continuous carriage and shipment, 
which brings it under their control. We donot think there is any com- 
monality of purpose in it. We know there is no railroad that is agree- 
ing with us to permit us to bring freight down to the port by these 
means. In other words, we are drawing traffic down to the ports 
without the railroads’ consent and without a joint rate, through the 
use of proportional rates. There is no common purpose. There is a 
public purpose to do it, but there is no common purpose between the 
water and rail lines. If there was a common purpose it would be 
evidenced by joint rates filed with the Interstate Commerce Commis- 
sion, but the railroad does not want us to bring the freight to the 
ports; they want to take it inland by their own long hauls, and when 
we draw it toward the ports we have their opposition. We must file 
proportional rates in order to draw it, but the minute we file the 
proportional rates the Commission takes jurisdiction of the traffic. 


“Why don’t you want them to have jurisdiction?” asked 
Representative Free. 

“Because we don’t want to have two jurisdictions—one is 
enough,” he replied. 

Chairman Greene said he did not think the committee could 
determine the question raised by Mr. Brent and expressed the 
view that the interstate commerce committees would have juris- 
diction of the matter. Representatives Bankhead and Davis be- 
lieved the joint committee would have jurisdiction of the pro- 
posed amendment. 

Pressed further, by Representative Free, for the real reason 
why Mr. Brent desired to be under the regulation of the Ship- 
ping Board rather than the Commission, the latter replied: 


Because the regulation of port-to-port rates is particularly put in 
the jurisdiction of the Shipping Board. They are the party which is 
making a study of water rates. The Interstate Commerce Commis- 
sion’s study must necessarily have regard to railways and rail condi- 
tions. The thing which we are doing, let me say frankly, the thing 
which every water line is doing to a certain extent that operates along 
the coast is drawing traffic away from the long hauls of the railroads, 
giving the railroads a shert haul, taking the long haul for the water 
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and giving the public the saving that results from that operation, 
Now, if we come under the jurladie “gn.of the Interstate Commeree 
sion, thé natural disposition will be gradually—perhaps imper. 


‘Commis 
ceptibly, but sooner or later to make-the joint rates around the.ecir. 


cumference of the country to have more or less relation with the raj 
rates that apply strictly across the country. We believe that the 
water service is a. cheaper’service and should be-studied: by itself ang 


should be placed under the jurisdiction of the body wich is studying 
water rates. 


In response to a question by Representative Hardy, Mr. 
Brent said he would not say that the Commission would, “in 
order to save the railroads, place undue restrictions on the 
water carriers.” He also declined to say that the Commission 
would prescribe a higher rate than the Shipping Board might, 

Mr. Brent said he had refrained thus far from filing any 
proportional port-to-port water rates, but that such rates should 
be established “to develop the business.” 

Representative Bankhead asked the witness whether he 
thought the railroads were manifesting a spirit of fairness in 
their attitude toward inland waterway transportation, or whether 
he saw evidences of their desire to strangle and destroy that 
competition. 

“I have no hesitancy in answering that they have no friend- 
ship for us whatever and are throwing every stick and stone 
they can in our way, with a few notable exceptions in the case of 
individuals,” said Mr. Brent. “But as an organized body, no—no 
friendship whatever.” 

The witness also said he thought it was most necessary 
that an amendment be incorporated in the bill preventing rail- 
roads from owning boat lines on the inland waterways. 

“If anything in the nature of railroad ownership of inland 
water lines was permitted,” said he, “we might soon see re. 
enacted the thing which actually happened 20 or 25 years ago, 
when the railroads bought out and operated, under cover, beat 
lines in order to run out legitimate ones.” 

Chairman Greene said he did not think the joint committee 
could act on the amendment suggested by Mr. Brent without 
consideration by the interstate commerce committees. 

George Donworth of Seattle, representing the Seattle Cham- 
ber of Commerce and other Washington commercial organiza- 
tions, appeared in favor of the bill. He spoke against enforce- 
ment of section 28 of the Jones act. 

Representative Bankhead asked him whether he was not 
aware of the demand of the public for economy in governmental 
expenses. Mr. Donworth said that was true, but that he be 
lieved the demand of the American people for a merchant 
marine was greater than the demand for economy. The witness 
also said he was in favor of assisting shipping, but not the rail- 
roads, by way of subsidies. 

Mr. Donworth submitted resolutions to the effect that the 
restrictions on ocean shipping should be removed. He did not 
think there should be regulation of ocean freight rates, because 
publication of rates would enable foreign competitors to cui 
under the published rates. He did not think Americans would 
refrain from using foreign boats if they could get lower rates 
via those lines than via American lines because he believed the 
“pocketbook” usuaily ruled in cases of that sort. 


W. J. Love Examined 


W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion in charge of traffic, was examined by members of the joint 
committee April 24. 

In respense to questions by Representative Briggs, of Texas, 
the witness said there was no sign that there would be an im- 
provement soon in the ocean trades. 

“Your guess is just as good as mine,” said Mr. Love. _ 

One difficulty faced by American flag ships, the witness said, 
was that American exporters were reluctant to change from 
foreign flag ships to American ships because of the uncertainty 
surrounding the latter vessels and the impression that the Amer- 
ican lines might be discontinued. He emphasized the need of 
regular services by American vessels. 


Mr. Love said there should be no regulation of ocean freight 
rates. He expressed the view that the ocean freight rate con 
ferences of the steamship lines would stabilize rates and prevent 
them from getting too low or too high. He said the conferences 
would not make rates that would impede business. 7 

Questioned as to the proposed operation of ocean steamship 
lines by American railroads, Mr. Love said he had not looked 
into that phase of the situation but that he did not think suc 
ownership would enable the railroads to dominate the situation. 

Mr. Love said the general trend of commerce seemed to be 
toward liner service, which meant that commodities ~ 
delivered to consuming countries in smaller quantities but ra 
more frequent intervals. He discussed the value of experience 
in shipping. He said in part: 

If we do not act now and put our merchant marine on 4 eons 
business footing in the hands of private owners, we will wake . 
some morning and find ourselves in the position that we were 
July, 1914, with world trading in the hands of foreign lines and W 
only a handful of American steamers in foreign trade. io 

This is the time to start the upbuilding of our merchant mare 
The foreign lines have been hit just as well as we have, and Whey 
they have not abandoned a single essential route or service that | ing 
covered prior to 1914, they are reducing their tonnage in — 
with reduced revenue and volume of cargo moving. If we can esi 
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lish our services, therefore, under existing conditions, we will surely 
prosper as these conditions improve, for it will give us an opportunity 
of proving to merchants that we are in the business to stay, and 
thus will gain their good will and their support when world trading 
improves. _This, |however, cannot be done unless the government 
comes to the aid of the merchant marine for reasons previously set 
ee tinder the mandates of the Jones act we must maintain services 
upon essential trade routes. With the handicaps that we are oper- 
ating under, this cannot be done today by privately owned ships 
without government aid. The losses of the Shipping Board in main- 
taining these trade routes today represent the financial: aid which 
the government is giving to maintain them. This vast sum is spent 
without really accomplishing its purpose because under the limitations 
of government operation the real essentials of economical ship man- 
agement are not being realized. We are just spending this money to 
maintain American ships on given routes. 

The very nature of the agreement as between the Emergency 
Fleet Corporation and the operators tends to anything but what we 
are actually trying to achieve. These operators have but a slight 
fnancial interest in the adventure. They are paid a commission on 
ihe amount of money that the ship receives.from freight, passengers 
and mail. They have no financial interest in the expenses of the 
yoyage, seeing that they are all paid with public money. We can go 
along in this manner for years, but at the end of any period we will 
be just as far from having created an American merchant marine 
as the day the war ceased. To get the best out of men in commercial 
life, 1 am sorry to say, requires them to have a financial interest in 
the profits and losses of their business. The firms that we are using 
today are to a large extent doing the best that they can under the 
circumstances, but this is not good enough. They do not know 
whether they will be in business a day, or a week, or a year. Their 
future depends upon the whims of every succeeding shipping board. 
They can make no definite commitments in foreign lands regarding 
agencies, berth facilities and so forth. The officers on the ships do 
not know whether they will retain their. positions for a voyage, two 
voyages or be dismissed forthwith. Nothing can be more fatal to the 
puilding up of a merchant marine than the conditions under which 
we are presently working. 

I would like to give you a little picture of the position of American 
ships privately owned today as contrasted with 1914, and I think you 
will agree with me that it is serious and calls for immediate action. 

On the Pacifis, prior to 1915, the Pacific Mail Company ran a fast 
passenger service of five ships to the Orient. There was also one 
other passenger ship, the ‘‘Minnesota.’’ These services were sold and 
some of the ships found their way into the hands of the Japanese. 
Today there are two passenger steamers trading trans-Pacific under 
the American flag and a comparatively small number of cargo vessels 
of American registry. 

The Oceanic Steamship Company maintained a service of three 
fast steamers from San Francisco to Australia in 1914. Today they 
are running two of these steamers and we understand are shortly to 
abandon the route. This trade is falling into the hands of foreign 
flags. 


There were a few American ships trading from the west coast 
to the west coast of South America about 1914 and this situation 
remains unchanged. 


On the Atlantic prior to 1914, the American line operated four 
fast freight and passenger steamers to Southampton. This service 
has entirely disappeared, but we have made some slight headway 
inasmuch as there are lines of American steamers, privately owned, 
operating to Continental ports, namely, to Antwerp and Hamburg. 


Prior to the war, a new American flag service, privately owned, 
was being borne to trade between North Atlantic ports and Australia. 


— has disappeared and the ships are in the protected coastwise 
trade. 


_ One of our great manufacturing concerns has materially increased 
its fleet of American flag ships trading to all parts of the world, but 
to a large extent move products of their own mills or their require- 
ments of foreign commodities. There is also a line of passenger 
steamers between New York and the west coast of South America, 
which is a development subsequent to the war. 


The Shipping Board today is maintaining about 70 services and 
covering every trade route known to be of any value. Other than the 
few services maintained by private concerns previously referred to, 
Ido not know of a single other that is being operated by private 
initiative and private capital except to the West Indies and Central 
America. This is an appalling situation, and, perhaps what is more 
serious, I do not believe that any of the services we are maintaining 
today, possibly with the exception of one or two, would be taken 
over by private interests and maintained in the way they should be 
In order to protect our overseas trade. I mean by this that if the 
sovernment withdrew the 70 services, there would not be more than 
one or two that would be covered by privately owned American ships. 

The Shipping Board is today maintaining five fast fine passenger 
services. One from New York to London; one from New York to 
be and Danzig; one from New York to the Brazils and River 

ate ports; one from San Francisco to the Orient; one from Seattle 
to the Orient. 

Surely nothing is more vital than keeping open these trade routes, 
and in this connection it will no doubt interest you to know that a 
yell-known foreign flag line trading between New York and the 
razils and River Plate ports has recently taken off the run a number 
of steamers in order to put them in a more lucrative trade. If, there- 
ore, we did not have a service, our communications for mails, pas- 
— and cargo would be subject to delay and disruption. We can 
hs y rely upon our own ships to keep constantly in any route, and 

othing is more necessary than regularity of departure and arrivals 
and voyages to build up trade. 


as ng not believe that any more conclusive evidence than the above 
one an given for the necessity of government help. We may be 
pn oy ing the services that our commerce requires but we are doing 
ean a terrific expense and in a way that is only building a merchant 
$50,000 on a foundation of quicksand. It is costing us, roughly, 
10-4 (000 to give this service under the cumbersome and inefficient 
of priweeeement. Why not make use of the efforts and_ initiative 
Ragen concerns to build permanently at a cost materially less? 
on earlier operations under this ownership will, of course, be expen- 
wind it is over the promotion stage that help is needed. 
teardine is One point on which I would like to say a few words 
work ing its effect on my particular branch of the emergency fleet 
merc} namely, traffic, and which is greatly to the detriment of any 
erchant marine, 
doin ag Js an inherent fear in the minds of most business men 
pon pusiness with any organization that savors of government 
ie ship. Our managers, even with the greatest stretch of imagina- 
prod can never be brought to feel the same interest or assume the 
Property on sibility as they would if the ships were their own 
sense - The merchant and the operator know that there is no 
of is permanency in what we are doing. This is not a criticism 
men who have slaved to make a success of our operations, but 
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of the very nature of the conditions under which it is necessary for 
us to work. 

The merchants and exporters of this country have been accus- 
tomed to doing business with well established foreign lines for many 
years. They have, on the one hand, supported these services and 
helped to build them up and, on the other hand, the services have 
given the merchants everything practically that they needed. We 
come along with a service in competition. The merchant does not 
know whether we are going to be in business a month or six months 
or a year. He hesitates to break away from his old friend with 
whom he has maintained friendly relationship for years, because he 
does not know how the new service is going to treat him, whether 
they are going to have enough ships and at proper intervals, and 
whether they are going to pay claims or hide behind technicalities 
of the law to evade them. Therefore, the element of doubt is at once 
created as to whether if he leaves the old line and takes on a new 
one, the latter will give the service the former did and whether the 
former will not penalize him one way or another should the latter 
fail. The whole structure is wrong. 

While we are remedying these points as fast as conditions will 
permit and while perhaps in another few months we will bring the 
service up to a greater point of efficiency, after we have done this 
what have we accomplished, because we have created no greater 
permanency than the day we started; the only difference being that 
we are operating our ships a little better, we are reducing our losses 
and creating more good will, but with all this, it is something that 
may be entirely upset the day after we pass out of the government 
service and a new regime takes hold. 

I beg, therefore, in conclusion, that every angle of this vast and 
important matter be given the utmost consideration, and finally to 
impress upon you that unless this fleet-—which is growing no younger 
—gets into the hands of private owners at a comparatively early date, 
we never will have a merchant marine as outlined in the Merchant 
Marine act, but will drift along until the fleet is ready for the junk 
heap, and the position in which we found ourselves in 1914 will be 
reborn after a lapse of ten or fifteen years. 


Organizations File Statements 


A number of statements sent in by commercial organiza- 
tions in favor of the subsidy legislation have been filed with 
the committee by H. B. Arledge, representing the National Mer- 
chant Marine Association. He submitted statements by Thomas 
F. Cunningham, president of the New Orleans Board of Trade, 
on behalf of that organization, the New Orleans Association of 
Commerce, the Galveston Commercial Association, the Fort 
Worth Chamber of Commerce, the Houston Cotton Exchange and 
Board of Trade, the Mobile Clearing House, the Mobile Chamber 
of Commerce, the Tampa Board of Trade, and the Pensacola 
Chamber of Commerce; N. O. Pedrick, president of the Gulf 
Shipping Conference, and representing all the shipping com- 
panies in the Gulf; Emil P. Albrecht, president of the Phila- 
delphia Bourse; W. R. Tucker, secretary of the Philadelphia 
Board of Trade; and the San Diego Chamber of Commerce. 
Representatives of these associations were prepared to testify, 
it was explained, but had to leave Washington. 


Mr. Albrecht said in his statement that unless government 
aid were extended, the country would go back to the position 
it occupied prior to 1914, or to a worse one. 


“Call it what you will,’ said he, “subsidy, subvention, gov- 
ernment aid, compensation, or anything else, so long as it is 
granted in such an amount and in such a manner as will bring 
about the result desired that can be justified before the people 
of the country and not hidden behind some screen with the 
thought that it will not be noticed. We have been and are pay- 
ing the bill by direct appropriations to the Shipping Board. 
What else than a subsidy is it when we make up out of the 
national treasury an operating loss of the Shipping Board of 
from $4,000,000 to $6,000,000 per month?” 


Amendments to the subsidy bill as suggested by the mer- 
chant marine committee of the Seattle Chamber of Commerce, 
as explained by Mr. Donworth, are as follows: 


Section 203 provides that the equivalent of an income tax may be 
invested in purchasing new ships. The committee recommends that in 
addition to that the shipowner has the privilege of using the equiva- 
lent to the income tax in equipping shipping now existing with com- 
mercial appliances of the best and most efficient type; that is, taking 
an existing ship and making the changes should be equivalent to con- 
structing a new ship, so far as the income tax is concerned. 

The committee also recommends that the 5 per cent income tax 
provision, the benefit of which is given to shippers and importers, 
etc.—that that be extended to persons paying passenger fares, so as 
to give an indirect aid also in the way of passenger travel. 

They also recommend that the amount of money paid by the post- 
office department be not put into the general fund as contemplated by 
the bill, but that reasonable compensation for carrying the mails be 
paid over and above such subsidy as will result from the application 
of the other section. 

In reference to the 10 per cent limitation on earnings, as I recall 
the bill it provides that in any one year when more than 10 per cent 
is realized the excess must be divided until the subsidy is paid back, 
These resolutions favor substituting the term of the contract for any 
one year, so that there will be no payment back of the subsidy unless 
for the term of the contract a greater income than 10 per cent shall 


be realized. 

Eugene E. O’Donnell, chairman of the Maritime committee 
of the Maritime Association of the Boston Chamber of Com- 
merce, speaking in support of the subsidy bill, said the fallacy 
of depending on foreign bottoms to serve the export and import 
trade of the United States had been brought home during the 
war. He said the result was that there was an acute shortage of 
raw materials and congestion at warehouses and on the rail- 
roads. He also discussed the need of a merchant marine as 
a naval auxiliary. He opposed elimination of the naval re- 
serve section of the bill which the Shipping Board abandoned 
in deference to marine labor opposition thereto. He said the 
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section should be retained and so worded so that the marine 
unions would not object. 

“Our experience during the war with alien crews prompts 
us to urge that our American personnel be developed for our 
merchant vessels and the best way this can be brought about 
is through the medium of a naval reserve,” said he. 

The subsidy is needed, he said, because of the difference in 
costs of operation of American and foreign vessels, and would 
be needed until American flag ships have been established in 
the trade routes of the world, and the interests of the American 
people have been aroused to the point where reasonable pref- 
erence in the shipment of goods and their traveling abroad shall 
be given to American ships. 

E. E. Blodgett, also representing the Boston Chamber of 
Commerce and New England commercial organizations, said if 
Congress desired that American shipping shall be done by the 
British, Norwegians and Japanese, it should not pass the subsidy 
bill. Unless aid were given, he said, it was only a question of 
time until the American flag would pass from the high seas, 

Question having arisen as to whether there were any laws 
which would prevent American railroads from owning steam- 
ship lines in the foreign trade, Representative Edmonds sub- 
mitted a letter to the committee from the Attorney-General to 


the effect that there was nothing in the law to prevent such 
ownership. 


Authority of I. C. C. 


The Shipping Board: has agreed to an amendment to sections 
801 and 803 of the subsidy bill, relating to the Commission and 
the Shipping Board, and to agreements between rail and ocean 
carriers, providing that those sections are not to be construed 
as in any way impairing the authority of the Commission to 
regulate, rates, rules, regulations or practices as provided in 
the act to regulate commerce or the transportation act of 1920. 

This agreement was obtained by William H. Chandler, as 
representative of the Boston Chamber of Commerce and the 
New England Traffic League, according to testimony given be- 
fore the ship subsidy committee by Mason Manghum, who ap- 
peared instead of Mr. Chandler, because the latter was taken 
ill with pneumonia on the night of April 24. Mr. Chandler was 
taken to the Emergency Hospital in Washington. 

Mr. Manghum submitted a memorandum by Mr. Chandler 
in which he criticized section 801 as loosely drawn and leaving 
much to the imagination. Mr. Chandler pointed out that the 
question arose as to whether or not the section gave the Ship- 
ping Board any jurisdiction over rules and regulations subject 
to the jurisdiction of the Commission. As to section 802, Mr. 
Chandler said the language was ponderous and to some extent 
ambiguous. He said the idea seemed to be to give railroads the 
authority to own and operate steamers in the foreign trade, 
even through the Panama Canal. He said there was no objec- 
tion to that, but suggested that a proviso be substituted to the 
effect that the provisions of the paragraph “shall not apply in 
any case where such common carrier by water or such vessel 
is engaged exclusively in trade between the United States port 
on the one hand and a foreign port or'ports, or port in the 
Philippine Islands, on the other.” The paragraph referred to 
is the ninth of section 5 of the interstate commerce act. 


Mr. Manghum said the agreement reached with the board, 
however, took care of the objections to sections 801 and 803. 
The latter section refers to agreements between railroads and 
ocean carriers, and gives the board authority to abrogate them. 
Mr. Chandler pointed out that there were agreements made by 
carriers by water and the railroads relating to the responsibility 
for demurrage, storage and lighterage; also agreements relating 
to switching, and that these agreements fall within the juris- 
diction of the Commission. He said the question of through 
rates also was involved, and that that was purely a function 
of the Commission. He also referred to agreements between 
carriers relating to rate adjustments to the various ports. He 
asked whether it was the intention to take from the Commission 
jurisdiction over such adjustments and to give the board juris- 
diction. Such action, he said, would subordinate the Commis- 
sion to the board. Mr. Manghum said since Mr. Chandler had 
noted the above objections to section 803, the agreement above 
set forth had been obtained from the Shipping Board. 

The sections involved have been the subject of conference 
between the Commission and the Shipping Board. It is under- 
stood that President Harding has taken a hand in the matter 
and that as a result of all the discussion relative thereto, an 
amicable adjustment will be made. 

There is no question but that the sections will be redrafted, 
especially in view of the board’s promise that it would agree 
to an amendment to the effect that the regulatory powers of 
the Commission shall not be interfered with. 


American Steamship Owners 


H. H. Raymond, president of the American Steamship Own- 
ers’ Association, testified in support of the subsidy bill in behalf 
of the association. He was questioned at length by Repre- 
sentative Davis of Tennessee, who inquired about capitalization, 
or, rather, overcapitalization, of steamship companies, and profits 


THE TRAFFIC WORLD 


Vol. XXIX, No, 17 


during the war period. Mr. Raymond said the capital stock of 
the Clyde Line was $3,500,000 and that one of its vessels alone 
could not be duplicated for less than $2,000,000. He declined to 
state his salary as head of that company or to give the con. 
pany’s salary list on the ground that those matters were pri. 
vate. Mr. Raymond opposed the suggestion of middle wes 
interests that the operation by the Shipping Board of vessels 
in established routes from the Gulf and south Atlantic ports 
be extended for a period of five years. He said the government 
vessels should be sold at the earliest opportunity. In his state. 
ment Mr. Raymond said: 


I am authorized to speak in support of this bill, on behalf of 
the American Steamship Owners’ Association, whose member com- 
panies operate ships out of most of the American ports of the North 
Atlantic, the South Atlantic, the Gulf of Mexico and the Pacific ocean, 
This association includes nearly all of the American companies, large 
and small, owning ocean-going steamers in the coastwise and foreign 
trade of the United States. Some of these companies also operate 
steamers of the Shipping Board fleet owned by the government, 4Al.- 
together, the privately-owned tonnage included within this associa- 
tion is now 3,309,478 tons gross register. 

We regard the underlying principles of this present bill as just, 
wise and effective, and as certain to result in the development of a 
great, permanently prosperous merchant marine and naval reserve, 
We accept the declaration of the first Jones law (the merchant marine 
act of 1920), for a privately-owned merchant shipping and for the 
sale of the government-owned tonnage to private capital and enter- 
prise ‘‘as soon as practicable consistent with good business methods,” 
as whole-heartedly committing the government to complete with- 
drawal from the shipping industry, and welcome the present bill as 
providing the only means by which that withdrawal can be realized. 

Nearly two years of the merchant marine act of 1920: have dem- 
onstrated to Congress and the country that the government-owned 
ships cannot be sold unless some reasonable degree of national aid is 
assured to the men or concerns that must operate them after they 
are purchased. If, as a result of the war, the government had come 
into the possession of 1,500 factories instead of 1,500 ships, the very 
first step which the government would have taken would be to make 
sure that such national aid was provided that those factories could 
be successfully operated against foreign competition—or nothing 
would be more certain than that those factories would remain in- 
definitely on the hands of the government. 
holds true of the merchant marine. 


Hither this present bill must be promptly enacted, or the United 
States in defiance of sound business, and in defiance also of the 
instinct and conviction of the vast majority of its own citizens, will 
be committed to a policy of government ownership and operation in 
the shipping business, and worse than that, to a policy of govern- 
mental subsidized competition with American private capital and 
enterprise. Such an unjust policy as this would not be tolerated for 
a moment by manufacturing. It would not be tolerated by agricul- 
ture. It should not be imposed on the merchant marine. 

In asking for the enactment of this present bill we do so in the 
deep conviction that American shipping, properly aided and encour- 
aged by the nation, will render a far more loyal service to the manu- 
facturers, merchants, farmers, exporters and importers of this coun- 
try than can or will the ships of foreign nations, our rivals in trade 
or possible enemies in war. Every other maritime government in the 
world, our own excepted, has spared no effort and no cost to make 
certain that a delivery service by its own ships and seamen and 
under its own flag is provided for the greater part of its own sea- 
borne commerce. That delivery service becomes an _ indispensable 
weapon of defence in a national emergency. This truth the great 
world-war indelibly impressed on the whole American people, when 
the imperative need of “ships and more ships” involved us in a vast 
emergency expenditure of three and a half billion dollars, two-thirds 
of which could have been saved if there had been adequate national 
aid to American shipping and shipbuilding in the years before 1914. 

We ask for the enactment of this bill so that never again may 
our country be taken unprepared on the sea and forced to pay another 
such heavy price of national blindness. 


We have studied the indirect aids of the present bill—the reserv- 
ing of 50 per_cent of the immigration to American ships, the exemp- 
tion from federal taxes conditioned on building of new ships, the 5 
per cent income tax deduction to shippers in American vessels, the 
construction loan fund, the more liberal allowance for depreciation, 
the transfer of army and navy transport service to the _merchant 
marine, and the provision of the law of 1920 for the coastwise exten- 
sion to the Philippines. All of these aids are well considered. 
are valuable and welcome. They will serve together to offset certain 
handicaps against us, or advantages already possessed A our com, 
petitors. But we are absolutely convinced by our consideration 0 
the bill that these indirect aids themselves will not suffice. We are 
convinced also that neither will the direct aids themselves suffice, 
There must be both indirect and direct assistance, to make sure 0 
giving the American people what they desire and that is a genuinely 
fair chance and fair play for our ocean ships and seamen. his Dill 
as a whole must be made a law to meet the present need and satisfy 
the expectations of the country. 


What is more, the present rate of compensation for the cargo Vves- 
sels of below 13 knots speed must be advanced. We have made 4 
thorough study of the proffered rate of one-half of one cent per groe 
ton per hundred miles. For all but the largest ships it is manifest y 
insufficient, and will fall short of achieving its express purpose . 
compensating for the difference in wage and subsistence cost be 
tween American cargo ships and like ships of our principal competitor. 

Take, for example, an American steamer of 3,500 gross tons, a 
of about 5,000 tons deadweight capacity, representative of a a} 
number of the smaller cargo steamers of our merchant marine. i 
excess cost of wages and subsistence of the American ship for in 
months, as compared with a British steamer of like size and type ie 
competitive service, is $10,860. The compensation which the i 
can ship would earn on a basis of 5,000 gross tons, is $7,500—0 
$3,360 short of the sum necessary to place the American ship on 
equality in this regard with a like British steamer. 6,000 

Take also, for example, a larger American cargo steamer of tive 
gross tons and of about 9,000 tons deadweight capacity, represental rt 
of a large number of the medium-sized steamers of our mere 649 
marine. Her wage and subsistence costs for 11 months are Seis 
greater than the wage and subsistence costs of a_ similar Br aa 
steamer in competitive service. The compensation which the Ay 4 
can ship would receive at the now proposed rate is $10,500, = ferms 
short of the sum necessary to place the American ship on equa 
with her British competitor. istence 

A full statistical statement of comparative wages and subsis 
in each case is appended. : ang out 

We recommend, therefore, as essential to the effective working 
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of the present bill, that the basic rate of compensation for cargo 
steamers Of below 13 knots, which is now one-half of one cent per 
gross ton per hundred miles, be set at seven-tenths of one cent per 
ton per hundred miles, so that the compensation received by these 
ships will actually be such as to offset at least the lower wage and 
subsistence costs of British steamers with white crews. It should be 
remembered in this connection that fully 50,000 Chinese and Lascar 
seamen are NOW employed, mostly at Asiatic wages, in the British mer- 
chant marine, while American steamers, which seldom make any ex- 
tensive use of this class of labor, will be effectually debarred from 
employing it so far as deck and engine departments are concerned by 
the new requirement of the present bill that two-thirds of the per- 
sonnel in these departments must be American citizens. This require- 
ment of an increased citizen personnel will have an inevitable tendency 
to widen the difference in wage costs ‘between American ships and 
their foreign competitors. It makes the need of a higher compensa- 
tion all the more imperative. | : : : 

This change in the bill increasing the rate of compensation is 
a fundamental one. Nearly all of the cargo steamers of the Shipping 
poard are included within the classes of ships whose compensation 
would be wholly insufficient at_the rate of one-half of one cent per 
ion per hundred miles sailed. Unless these ships can be operated on 
at least equal terms in wages and subsistence, a chief purpose of 
the bill will be entirely defeated. This amendment which we ask for 
should be made at once. 

There are some other amendments of detail which will be sub- 
mitted before your committee has completed its consideration of 
this measure, but we wish to bring this one immediately to your 

ntion. 
atte ith other perfecting changes, we are convinced that the measure 
before you, Whose basic principles are must admirable, will steadily 
build up a sysmetrical merchant shipping of 7,500,000 tons gross regis- 
ter, capable of carrying the greater part of the exports and imports 
of the country, a shipping certain, under this favoring law, to grow 
with the growth of our commerce, maintaining an active shipbuilding 
and repair industry, and assuring the constant readiness of a large 
body of ——, officers and seamen, available for the naval reserve 
in time of need. 

It is our earnest expectation and desire that the new merchant 
marine should serve in a fair distribution all the ports and trades 
of the United States. 


American Crews 


Winthrop L. Marvin, vice-president and general manager of 
the American Steamship Owners’ Association, denied assertions 
that American steamship owners want to employ Chinese and 
other foreigners on board their vessels. He submitted a resolu- 
tin adopted last year by the association favoring employment 
of American citizens. He said that in 1921, exclusive of masters, 
48 per cent of the crews were American citizens and that in the 
last six months of 1921 the percentage had increased to 55 per 
cent. He said ships under the American flag in the Pacific, how- 
ever, if the subsidy bill were not passed, would be forced to em- 
ploy Asiatics to compete with the subsidized Japanese and Cana- 
dian Pacific lines. He said the Asiatic was appearing already 
on the British vessels in the Atlantic services because of the 
preparations of the British to meet American flag competition. 
Mr. Marvin believed there would be a market for a substantial 
volume of Shipping Board tonnage at from $25 to $30 a dead- 
weight ton if the subsidy bill were passed. 


Neptune Association Endorses Bill 


The subsidy bill was indorsed by John F. Milliken, secre- 


pe and treasurer of the Néptune Association. His statement 
ollows: 


The Neptune Association of Licensed Masters and Mates of Ocean 
and Coastwise Steam Vessels, Incorporated, is an independent or- 
ganization composed of approximately 7,000 licensed masters and 
deck officers, with headquarters at New York City, and branches in 
Boston, Philadelphia, Baltimore, Norfolk, New Orleans and Seattle. 

This association is in favor of the ship subsidy bill. Nearly all 
of the industries in the United States are protected by a tariff. We 
believe that it is vitally necessary for our country to have an ade- 
quate merchant marine, with legislative protection and government 
assistance, to deliver the goods of our country in time of peace; to 
Spread American doctrines and develop American business throughout 
the world, and to assist our navy in time of war. 
th t is our opinion that if a generous subsidy is not provided at 
his time, that the American merchant marine now engaged in for- 
eign trade will entirely disappear from the seas. We believe that 
government assistance will only be required for that period of time 
eeery, for the American people to become firmly established in 

€ shipping business and to thoroughly organize the same. 
th We feel that it is absolutely necessary for the future success of 
pe American merchant marine, that the officers be 100 per cent 
: merican citizens—treated like American citizens and paid an Ameri- 
je - wage. We have the finest navy in the world. The statistics 
rompiled by the Bureau of Navigation show that the United States 
avy is 99 per cent American, of which 91.82 are American born. The 


American naval officer is equal, if not superior, to the naval officers 


effieie’, other country. Our merchant marine can and should be as 
ant as our navy. The American merchant marine officer is as 


7 ent and capable as any. Due to the present hard times and low 
ages, many of our best men have left the sea. 
wi € press of foreign countries lead us to believe that other gov- 
draments may object strenuously to the ship subsidy bill as originally 
ri nth up. We respectfully submit that no foreign government could 
a ully object to subsidizing the men. We believe that the Ameri- 
oa merchant marine officers should receive as a minimum the navy 
. thee Pay. The captain should receive the salary of a commander 
tin © navy; the first officer should receive the equivalent of a lieu- 
quent: the second officer should receive the salary cf a lieutenant 
am or grade), and the third and fourth officers should receive the 
“me as an ensign in the navy. 
thas is our belief that the navigation laws should be changed so 
Amerie” officer on a ship flying the American flag should be an 
flyin can citizen. We have the case of the cableship “Restorer,” 
lean _ American flag, inspected by the United States Seamboat- 
enaete lon Service, employing British officers. A law should also be 
_ which would give an American citizen, out of the United 
he folt the right to vote. No man should be disfranchised because 
reliey Ows the sea for a living. The masters of our ships should be 
ed of the responsibility of paying the debts of their ships, for 
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which they are now liable under the law. Captain Hedemark, for- 
merly master of the S. S. “‘Argar,” has had his small savings of a 
life time swept away, and he has been forced into bankruptcy, by a 
judgment which holds him responsible for the unpaid wages of the 
crew. 

If a ship subsidy bill is enacted it should be strictly enforced. 
In our opinion the merchant marine act of 1920, also known as the 
Jones bill, would have gone a long way toward giving this country a 
‘merchant marine if it had been enforced. We hope that a generous 
subsidy will be passed without any unnecessary delay and that it will 
be strictly enforced. 

The greatest nations have always controlled the sea. The future 
greatness and prosperity of our country depends, to a large extent, 
upon immediate legislation favorable to our merchant marine. 

The Neptune Association earnestly urges the early passage of a 
subsidy bill and trusts to the great knowledge and wide experience 
of the members of this joint committee of Congress to frame a bill 
which will enable our country to have a merchant marine. 

Indications pointed to the conclusion of the ship subsidy 


hearings the first week in May or a few days thereafter. 


SHIPPING BOARD SALARIES 


The Trafic World Washington Bureau 


By a vote of 145 to 137 the House, April 25, for the fourth 
time rejected the conferees’ report on Shipping Board salaries, 
which had been approved by the Senate. The bill was sent back 
to conference again. 


The conferees proposed that the bill provide that six em- 
ployes be paid not to exceed $25,000 a year; two at not to exceed 
$20,000 each, and one at not to exceed $15,000. 

The original Senate proposal was that there be thirteen 
employes paid in excess of $11,000, while the House has stood 


by its proposal that only six employes shall receive between 
$11,000 and $25,000. 


The conferees’ report also eliminated the provision allow- 
ing the board to use up to $55,000,000 out of receipts. 


SHIPPING BOARD LOSSES 


The Trafic World Washington Bureau 


Chairman Lasker of the Shipping Board this week made 
public the following statement on operating figures: 


For the month of March the total expenses incurred in excess of 
income from vessel operations (including overhead, repairs, insurance, 
and lay-up expenses), were $3,704,155.22. These excesses for February 
were $3,089,459.41. The increase was due first to the fact that March 
was a longer month than February, and that the total voyages reported 
for February were 155, while the total voyages for March were 188, 
the voyage in each instance being a round-trip one. 

The net excess of outlay over income on voyage operations for 
March (excluding overhead, repairs and insurance) was $1,019,860, as 
against $593,290.80 for February. The same reason for the increase 
applies to this item as to the preceding one, together with the fact 
that tanker income was lower. 

The tanker voyage excess income over outlay for March was 
$290,868.16, as against $534,481.45 for the month of February. This 
decrease in excess income was primarily due to the decrease in voy- 
ages, which were 41 in February and 37 in March. 

Charter hire receipts for the month of March were $88,139.03, as 
against $65,411.50 for the month of February. 

_ _The repairs in March amounted to $1,313,299.88, as against $1,050,000 
in February. This increase is due to the greater number of days in 
March than in February. 

Insurance premiums for March were $391,565.84, and for February 
$320,355.53. This increase is due, naturally, to the greater number of 
voyages made in the last month. 

The lay-up expenses were reduced from $413,076.60 in February 
to $381,038.27 in March. In January they were $466,170.83. 

Salaries and wages in March were practically the same as those 
for February, amounting to $477,410.58 for March and $477,546.93 for 
February. 

There was a decrease in general expenses from $300,601.05 in 
February to $210,120.68 in March. 

Chairman Lasker in making public the above statement again 
emphasized that in its accounting the board does not figure capital 
charges and several forms of insurance which the board carries itself. 
These omissions are in line with established government practice. 

The chairman strongly feels that inability to include proper pro- 
portion for capital charges in monthly statements results in failure to 
give a true picture of the losses such as all commercial statements 
should reflect. Chairman Lasker said that the board is still covering 
all routes so that American shippers can ship to any port of the world. 


PAYMENTS TO SHIP BUILDERS 


The Trafic World Washington Bureau 


Charges by Stiles E. Dodge, a traveling auditor in the em- 
ploy of the Shipping Board, that overpayments were being made 
and had been made to shipbuilders in settlements growing out 
of cancellation of war contracts, were met by A. D. Lasker, chair- 
man of the board, with the answer that Dodge was “speaking 
silly bunk.” 

Dodge notified newspaper men Sunday, April 23, that he 
had information relative to the Shipping Board. He also made 
his charges to Representative Clyde M. Kelly. In a statement 
issued late April 24, Chairman Lasker said: 


Last night a newspaper correspondent communicated to me a 
digest of the statement made by Stiles E. Dodge, a traveling auditor 
in the employ of the Shipping Board. I made the following state- 
ment, based on the meager information given me on the telephone, but 
which statement, after investigation, I today reaffirm: 

“TI never heard of the man. I have heard of the incident. The 


type of man ke must be is evidenced by the fact that, though my 
door is open to every employe, he has never been to report to me. 
There is no graft and there is no scandal under the present Board. 
The whole story must be silly ‘bunk.’ ”’ 


This man must be the ‘bunk.’ 
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When Mr. Dodge alleges that the present board is wasting govern- 
ment money in settlements he is, as I said last night, speaking silly 
bunk, as evidenced by the facts. 

The present Shipping Board has up to date authorized the settle- 
ment of 286 claims of contractors, for amounts aggregating $19,919,- 
660.54. The net amount payable in cash from the Treasury of fhe 
United States, after deducting offsets by contractors, is $448,320.42. 
The cash amounts allowed, and which were accepted on the approx- 
imate $20,000,000, were about $2,150,000; but as against that certain 
companies in their settlements admitted owing the Shipping Board 
$2,000,000 in excess of their claims, making net cash settlement on the 
$20,000,000 claims of $450,000. : i 

The cases that were settled by the claimants paying approximately 
$2,000,000 to the board involved all told the adjustment of claims 
of approximately $7,000,000; so, deducting these particular claims, 
which involved very large sums, the net is that $13,000,000 in claims 
have been settled for approximately $2,500,000, or a little less than 
twenty per cent. 

This gives the net of the settlement of claims from the time the 
present Shipping Board came into office until this morning. Of course, 
we cannot hope to keep up such a record; it simply has worked out 
that way up to the present moment, and large settlements will have 
to be forthcoming in the future, but certainly the record up to date 
would not indicate waste under the present Shipping Board. 

So far as the Standifer case to which Mr. Dodge refers is con- 
cerned, this involves the interpretation of contracts made and work 
completed before the present Shipping Board ever came into Office. 
The case is now being heard before the Claims Commission of the 
Shipping Board, consisting of Judge W. D. Meals, formerly of the 
Superior Court of Ohio, chairman; Mr. A. W. Teele, vice-president of 
the National Accountants Association; Captain R. M. Watt of the 
Navy, formerly chief constructor of the navy, and Mr. F. W. Wood, 
formerly president of the Berryman Steel Company of Baltimore. 

Because of the wide interest in the Standifer case, the entire 
Claims Commission is sitting on the case, though usually only one 
member sits on a case and then reports to his colleagues. In addi- 
tion, stenographic reports are being taken of .the entire hearings, and 
the press was formally. offered some daily when the hearings began. 

After the Claims Commission hears the case it will make its rec- 
ommendation to the Shipping Board, and the Shipping Board will in 
turn pass on it. So that for any finding unjust to the government to 
be forthcoming, there would have to be lack of judgment or some- 
thing. worse on the part of the Claims Commission and the Shipping 

oard., 

The record of the Shipping Board up to date in its settlements is 
the most eloquent testimony that the Standifer case, like all others, 
will be handled coldly on its merits. : 

The whole Standifer case arose before the present board came into 
office, and the board is sitting without prejudice to ascertain the facts. 
Mr. Dodge attended the sessions of the Claims Commission for a part 
of one morning and then disappeared and has not reported to the 
counsel for the United States Shipping Board when requested so to do. 
While he reported his arrival to Mr. Brown, the secretary of the 
Claims Commission, he did not report to his superiors in this case. 

It is claimed by Mr. Dodge that the dismissal last week af Act- 
ing Comptroller L. M. Stevens was due to the fact that the comptroller 
believed the government’s interests were not being properly pro- 
tected. This is not within th facts and is pure moonshine. Mr. 
Stevens was removed for the good of the service because of inefficiency 
and was so notified in the presence of witness. 

I have attempted this morning to get in touch with Mr. Dodge 
that I might learn from him exactly what is working in his mind. I 
have failed to do so. In the face of his bursting into the press instead 
of his reporting to his superiors, I have ordered him suspended until he 
can appear. before me. 

In relation to the Todd (Shipbuilding Company) case to which 
Mr. Dodge refers, this case involves transactions completed long be- 
fore the present board came into office. The present board is just 
about to get, through its Claims Commission, to a consideration of 
the Todd case; but nothing has been done by the present board or its 
Claims Commission yet in relation to passing judgment on the case. 
Preliminary work has, of course, been done in order that the facts 
might be properly presented to the Claims Commission and then be 
forwarded by the Claims Commission to the Shipping Board for ad- 
judication. In the work that has been done have been several audits 
by prior boards, and a test audit has also been made by the present 
board. One of the reasons Mr. Dodge was brought on to Washington 
was that the proper authorities here might discuss with him the work 
he had done on the case and the necessity for further audits. 

The present Shipping Board welcomes the closest scrutiny of all 
its actions. 

No matter how many employes there may be in the Shipping 
Board or how many associates I may have, I shall take full personal 
responsibility for anything that goes wrong or that would not measure 


up to the dictates of honor or judgment. I have no desire to evade 
the issue. : 


Chairman Lasker announced April 26 he had summoned Mr. 
Dodge to appear before the claims commission of the board 
April 28 to testify under oath as to claims of the Standifer 
Construction Company. The chairman said he had been unable 
to get in touch with Mr. Dodge. 


JONES ACT ENFORCEMENT HEARING 


New York, April 26: Among the large number of witnesses 
who appeared at the Shipping Board hearing to determine the 
adequacy of American tonnage, there was not one who voiced 
approval of the board’s announced determination to enforce sec- 
tion 28 of the Jones act, the object of which is to restrict the 
granting of preferential rail rates for export products to those 
destined to be sent abroad in American bottoms. The hearing, 
which lasted two days, was not confined to the question of 
adequacy of tonnage, as stated in the call and in the opening 
statement by Commissioner F. I. Thompson, most of the wit- 
nesses digressing to the extent of explaining the hardships the 
enforcement of the mooted section would work on their par- 
ticular industries. 

Shippers of grain and grain products consumed nearly the 
whole of the first day. They testified that the flag under which 
their tonnage moved to foreign lands was determined by the 
needs and conditions of the day on which it was loaded, almost 
by the hour, and the difficulty of applying preferential rates 
under such conditions, they said, was obvious. 
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Their opinions were strikingly unanimous on one point— 
namely, that the enforcement of the section would do little t 
aid American ships and ship-owners; rather, they said, it would 
do harm because foreign ships would dock at Canadian Dorts, 
where no discrimination would exist, and American grain would 
move through Canada in much greater quantities than it haq 
heretofore. Walter Moore, of the Produce Exchange of New 
York, said that of the 118 grain cargoes for which he clogeg 
in the last year, all were for shipment in foreign bottoms. The 
reason for that, he said, was because the rates and services 
offered by those vessels were so much superior to those offered 
by Americans that he doubted whether the restriction of prefer. 
ential rates to American ships would cause a change. ; 

Baltimore, Norfolk and Philadelphia grain men all had indi. 
vidual objections to the board’s plan. H. J. Horen, of the Phils. 
delphia Commercial Exchange, found fault with the proposal of 
the board to base the enforcement or non-enforcement of the see. 
tion on the adequacy of American bottoms. He said that such 
a plan would undoubtedly result in granting preferential rates 
to American vessels at New York, while at Philadelphia, where 
American tonnage was wholly inadequate, the present 6% differ. 
ential over New York on grain would be augmented on account 
of — inability of shippers at that port to charter American 
vessels. 


In opening the hearing, Commissioner Thompson said: 


Approximately twelve months ago the Shipping Board certified to 
the Interstate Commerce Commission, as provided by the statute, 
that adequate facilities did not exist, and section 28 of the Merchant 
marine act had never been operative. 

Since such certification, the completion and assignment to opera- 
tion of certain types of vessels considered essential for full complement 
of service has been made, and the Shipping Board now has before it for 
determination the question of certification to the Commission that 
sufficient facilities now exist to warrant the application of this 
preferential feature of the marine law. 

In this connection the Shipping Board has designated this com- 
mittee to ascertain the views of commercial and maritime interests 
of the United States and this hearing, therefore, is directly upon the 
adequacy of tonnage under the American flag to and from the vari- 
ous ports of the world, to care for the moving commerce, and is not 


upon any beneficial or adverse effect the operation of section 28 
would have. 


Sugar and steel men were prominent on the second day, as 
were members of commercial and shippers’ organizations. P. 
M. Ripley, of the American Sugar Refining Co., said he could ex- 
press a more authoritative opinion if he were told exactly what 
the board meant by “adequate shipping facilities.” It was sug- 
gested to him that he propound the question, with-its various 
angles, to the board, and that a full and complete answer, on 
which he could base his opinions, would be forthcoming. 

William Helman, representing eleven large steel interests, 
and the export and import committee of the National Industrial 
Traffic League, told the commissioners that it was necessary for 
the steel makers in this country to use foreign vessels in order 
to fill their contracts. He said the steel interests could not be 
accused of discriminating against American bottoms, for figures 
showed that the companies he represented had shipped over 56 
per cent of their ocean tonnage in American vessels. Enforce 
ment of section 28 would mean a direct loss of $2.13 a ton to his 
principals, he said, because that was the difference between the 
export and domestic rail rates, Pittsburgh to New York, on steel. 
That figure, he said, took no account of the difference, between 
48 hours and ten days of free storage time, in the two rates. 

Besides Commissioner Thompson, Commissioners Benson and 
Chamberlain were present. They were assisted by Clifford 
Smith, secretary of the board, and W. L. Clark, traffic expert. 
Attorney-Examiner C. F. Gerry was present as representative 
of the Interstate Commerce Commission. 


BENSON’S AWARDS UPHELD 


The Trafic World Washington Bureau 


The Claims Commission of the Shipping Board has ruled 
that Admiral Benson, while the sole member of the board in the 
period from March to June, 1921, was authorized to approve 
awards, subject to audit, made by the board of trustees of the 
Emergency Fleet Corporation. 

The question of whether or not Admiral Benson had that 
power was raised at a hearing before the Claims Commission, 
the claim of the Standifer Construction Company of Vancouvel, 
Wash., on account of cancelled contracts. C. G. Parker, of the 
law division of the Fleet Corporation, asserted that Admiral Bet 
son was without authority to approve such awards. : 

On May 26, 1921, the board of Trustees passed resolutions, 
subject to the approval of the Shipping board, awarding the Stan 
difer Construction Company the sum of $2,791,725.07, subject to 
audit. This award was approved by Admiral Benson, and on 
June 7, 1921, $500,000 was paid to:the Standifer Construction 
Company, on account, and the balance was to be paid when the 
accounts of the contracts were audited. 

Frank Hogan, attorney for the Standifer Construction Com- 
pany, produced in evidence the correspondence between President 
Harding and Admiral Benson, whereby the latter was requested 
by the President, under date of March 11, 1921, to act as the de 
facto Chairman of the Shipping Board and authorized to function 
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“ag though the board were fully organized, and assert full au- 
thority under the law.” Admiral Benson replying to the Presi- 
dent under date of March 11, 1921, said “I will immediately as- 
sume full authority and will carry on the functions of the United 
states Shipping Board and discharge all the necessary duties in 
connection therewith.” Mr. Hogan further quoted from Section 
3 of the Merchant Marine Act of 1920, to sustain his opinion that 
Admiral Benson was Chairman de jure as well as de facto. 

Mr. Hogan stated that as a result of the audit made by the 
Fleet Corporation’s representatives, there was due his clients 
approximately $3,000,000 whereas the government contends that 
the audit shows the amount to be approximately $1,600,000. The 
Claims Commission will pass on the items in dispute. 


OCEAN RATE QUOTATIONS 


The Trafic World Washington Bureau 


“The ocean freight rates in the table below are market quo- 
tations of the conference lines as of March 30, 1922,” the Depart- 
ment of Commerce says. “Due to the present excess of steamers 
over current trade requirements, and the competition of non- 
conference ships, lower rates are frequently obtainable. It 
should be understood that these rates are merely indicative of 
the market, and that they should be confirmed by a reliable 
shipping or freight-forwarding company before cargo is booked. 


Current Ocean Freight Rates From Port of New York, March 30, 1922 


From New Agricultural 
York to General cargo! Machinery implements? Automobile 
Buenos Ayres. W/M °$20.00 W/M_ $16.00 W/M $10.00 W/M $10.00 
Riode Janeiro W/M 17.00 W/M 16.00 W/M_ 10.00 W/M_ 10.00 
Valparaiso 4 65/.16 45/.80 Cu. ft. -50 
Cape Town, 

South Africa W/M = _ 23.00 W/M — 23.00 W/M~ 23.00 W/M — 23.00 
Ae W/M Pee W/M ~ 20.00 W/M 20.00 W/M 15.00 
Bombay....... W/M~ 21.00 W/M — 20.00 W/M 20.00 W/M 16.00 
Singapore..... W/M_ 18.00 W/M_ 12.00 W/M 12.00 W/M_ = 12.00 
Shanghai..... W/M-~ 18.00 W/M. 12.00 W/M 12.00 W/M 12.00 
Yokohama.... W/M 18.00 W/M_ 12.00 W/M 12.00 W/M_ 12.00 
Constantinople W/ 20.00 W/M ~— 20.00 W/M 18.00 W/M 15.00 
eee -40/.75 -40/.75 W/M 00 Cu. ft. -35 
Goteburg..... -45/.90 -45/.90 W/M 13.00 Cu. ft 35 
Hamburg..... -45/.8214 -45/.82% W/M — 9.00 Cu. ft. -45 
London....... -40/.75 -40/.75 .35/.65 Cu. ft. .85 


1Boots and shoes, cotton goods, and tires usually go at cargo rates. 

*Tractors usually go at the same rate as agriculaural implements. 
3Weight (per 2,240 pounds) or measure (per 40 cubic feet) at ships 
option. 

‘Class and commodity rates—First class 0.65/5.16; second class, 
0.60/1.07; third class, 0.45/.30. Rates quoted with /, such as 
(.65/1.16, mean 65 cents per cubic foot or $1.16 per 400 pounds. 

5High-grade merchandise. 


TONNAGE IN AMERICAN VESSELS 


The Trafic World Washington Bureau 


“Figures on the foreign water borne trade of the United 
States for the month of March show a great improvement in the 
amount of cargoes moving, of all kinds and in both directions,” 
according to-the Shipping Board’s Bureau of Research. “The 
increase in dry cargoes was 20 per cent over February, and in 
tank ship movements was 31 per cent over February, the total 
increase being 23 per cent. Despite this increase of total trade, 
the percentage of our commerce carried in American bottoms 
temains far below what it should be.” The bureau continued: 


General cargo excluding tanker shipments, or dry cargo, amounted 
to 3,844,000 tons, or 644,000 tons more than in February. Most of this 
Icrease lay in the export trade, which exceeded that of the previous 
month by 575,000 tons or 28 per cent. March exports were greater 
than any month since August, 1921, the peak of the grain export move- 
ment. Dry imj-orts were 1,157,000 tons or 6 per cent over February, 
and the highext figure attained since April, 1921. 

American ships carried but 35 per cent of both the import and 
the export trade in dry cargo. It is vitally necessary for the com- 
mercial security of the United States to develop the carriage in Ameri- 
can bottoms of at least 50 per cent of this dry or general cargo as 
listinguished from the tanker shipments. For three months of last 
year American ships carried over forty per cent of this traffic. The 
erage for the calendar year was 36 per cent. That this average is 
eng still further lowered should give cause for concern. 

Tanker imports for March exceeded those of February by 23 per 
cent and the export of bulk oil was 61 per cent over the previous 
month. American vessels handled 89 per cent of the inward movement 
of 1,600,000 tons and 38 per cent of the export of 496,000 tons, or 77 per 
ent of the total tanker trade. 


_ Traffic on the Great Lakes is, of course, practically negligible at 
this season of the year. 


WATERWAY IMPROVEMENT URGED 


Consideration of water transportation occupied a large part 
= Be two-day session of the Mississippi Valley Association, at 
pues City, April 25 and 26. The discussion centered around 
€ proposed Great Lakes-St. Lawrence seaway and the improve- 
— of the upper Mississippi River. M. J. Sanders, of New 
Tleans, opposed the first mentioned project, declaring that its 
‘idorsement by the association would create enemies and en- 
Moor the rivers and harbors bill now before Congress. H. H. 
oan’ of Chicago, took the opposite view, and said that re- 
, endorse the waterway would be accepted by the public 
San'admission of charges that the Mississippi Valley had traded 
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its 27 Congressional votes on the St. Lawrence project for 27 
New York votes in favor of the rivers and harbors bill. 

“We urge the speedy completion of the Mississippi River 
as an outlet to the sea southward,” said one of the resolutions 
adopted, “and, as part of the plan of national transportation, that 
this government join with Canada in such rectification and im- 
provement of the St. Lawrence River as will maxe the Great 
Lakes an arm of the ocean.” 

Other resolutions recommended the “extension of govern- 
ment-controlled or other efficient barge service to the waters of 
the upper Mississippi River,” and the passage of the $42,000,000 
rivers and harbors bill. Railroad operation of boat lines was 
opposed. 


CONFERENCE ON NEW ORLEANS RATES 


A conference of shippers and carriers was held in the rooms 
of the Illinois Freight Association, Chicago, April 26, to consider 
steps to be taken to re-align rates from Chicago and Illinois 
Rate Committee territory to New Orleans, in order to preserve 
some sort of relationship between the cost of moving goods to 
the Gulf ports from the middle west and the cost of moving them 
to the same destination from New York, via the Morgan Line. 

Numerous shippers were present, many of whom said they 
were losing a considerable amount of business in the South be- 
cause of the substantially lower basis. of water rates to New 
Orleans from New York. The carriers seemed disposed to listen 
to these pleas with a certain degree of sympathy, and the matter 
was freely discussed. 

It was decided to appoint a shippers’ committee, of which 
J. A. Brough, president of the Chicago Shippers’ Conference, is 
to be chairman, and on which representatives of the Chicago 
Chamber of Commerce, the Illinois Manufacturers’ Association, 
the Illinois Industrial Traffic League, the St. Louis Chamber of 
Commerce, the East St. Louis Association of Commerce, and rep- 
resentatives of shippers in southeastern Wisconsin are to serve. 

This committee is to confer with the carriers, represented 
by the members of the Ohio River-Mississippi Valley Rate Com- 
mittee, as to the extent of re-adjustment necessary in order to 
preserve a fair portion of the New Orleans market to middle 
western shippers and producers. 

The following list contains the commodities named in the 
call for the conference, the feeling being, however, that any com- 
modity with which the New York metropolitan district competed 
with Illinois territory in the vicinity of the Gulf port, and on 
which actual water movement existed, would be considered: 


Ammunition, viz.: Cartridges (paper or metallic shells). 

Bagging, new or old; cotton bale covering, hemp or jute. 

Baking powder. ’ 

Clariphos. 

Cordage, viz.: Oakum and packing; sisal rope; sistal twine, includ- 
ing binder twine and sisal lath yarn. . 

Corn syrup (glucose). 

Cotton waste, packing or wiping, manufactured. 

Drugs and medicines (patent or proprietary¥. 

Epsom salts. 

Furniture and furniture parts rated fourth class or higher in 
Southern Classification; school desks and school seats. 


Granite or enameled ware, plain, stamped or japanned tinware; 
galvanized buckets; tubs and cans; coal hods. 


Insulator and insulating tubes, cleats and knobs, stoneware, glass, 
porcelain or terra cotta. 


Iron and steel articles rated ‘‘special iron,’’ in carloads in South- 
ern Classification. 


Leather (harness and sole). 
Matches. 

Musical instruments, viz.: 
Paint and paint material. 


Paper, paper articles and paper bags, rated Class A in Southern 
Classification, including newsprint paper. 


Plate, enameling. (sheet iron or sheet steel). 


Lumber material, viz., rated third, fourth and fifth class in South- 
ern Classification. 


Tin plate or tern plate. 
Saws, packed. 


PORT-TO-PORT. BILL OF LADING 


The Traffic World Washington Bureau 


Denial of a report that a new port-to-port ocean bill of 
lading would be ready for use on Emergency Fleet Corporation 
vessels in the next few days was made, April 21, by Vice-Presi- 
dent Love, in charge of traffic. Love said the bill had been 
under consideration for more than six months, and that while 
progress was being made in the negotiations relative thereto, he 
could not say when the work would be completed. He said 
consideration was now being given to the valuation clause and 
the proof of damage clause, but that no agreements or conclu- 
sions had been reached with regard to those items in the pro- 
posed bill. 

“We are getting up a really good bill of lading,” he said, 
adding that he expected it, when completed, to be accepted by 
private operators as well as by Shipping Board operators. 


Pianos and organs. 


CHAMBER TO CONSIDER TRANSPORTATION 


Transportation will be one of the subjects taken up at the 
tenth annual meeting of the Chamber of Commerce of the 
United States, at Washington, May 16 to 18. Railroads, the 




















































940 


merchant marine, highway transport and transportation, and 
communication abroad are listed for consideration. The pro- 
gram calls for a discussion of railroad rate regulation under 
the transportation act, railroad security issues and capital ex- 
penditures, and wages and working conditions. The President’s 
merchant marine program will be discussed from the viewpoint 
of the farmer, shipper, shipbuilder, ship operator. The Hague 
rules and uniform bills of lading also will be taken up. Prac- 
tical highway transport regulation will be discussed. Port ter- 
minals; use, development and effect of internal waterways and 
the railway equipment problem also will be discussed. 


TO REIMBURSE SHIP BUILDERS 


The Trafic World Washington Bureau 


Senator McNary of Oregon has introduced a bill (S. 3485) 
authorizing the Shipping Board to reimburse builders of wooden 
ships for losses sustained as the result of the cancellation of con- 
tracts and the abandonment of wooden-ship construction. The 
bill provides: 


That such reimbursement shall not include a profit and shall not 
exceed the difference between the actual cost of the shipyard or in- 
stallation plant and the residual value thereof at the time of its full 
release by the United States Shipping Board Emergency Fleet Cor- 
poration to the use of the owner. 


That no claim for reimbursement under the preceding section 
shall be considered by said board unless the same shall be filed within 
three months after the approval of the act. 


That the settlement of any claim arising under the provisions 
of the act shall not bar the United States, through any of its author- 
ized agencies, or any committee of Congress hereafter appointed, from 
the right to review such settlement, nor the right to recover any 
money paid by the United States to any party under the provisions of 
this act, if the United States shall have been defrauded; and that the 
right of recovery in all such cases shall extend to the executors, ad- 
ministrators, heirs, and assigns of any party. 


SHEEDY SUCCEEDS FREY 


Chairman Lasker of the Shipping Board announced this 
week that on notification from Dr. Barker, of the Johns Hopkins 
Hospital, Baltimore, that A. J. Frey, vice-president in charge 
of operations of the Emergency Fleet Corporation, who is seri- 
ously ill there, could not return to duty for an indefinite period, 
a cablegram was sent to Joseph F. Sheedy, present European 
manager, directing him to return to the United States, with the 
title of acting director of physical operations, under Vice-Presi- 
dents Smull and Love. Mr. Sheedy is to remain in Washington 
permanently. His position as European manager will be taken 
by his assistant, Huntington T. Morse. Mr. Sheedy recently 
returned to London after a trip to Washington. 


SECTION 23 OF MERCHANT MARINE ACT 


A committee composed of Commissioners Chamberlain, 
Benson and Plummer has been appointed by the Shipping Board 
to act for the board in all matters relating to and arising under 
section 23 of the merchant marine act, subject to rules and 
regulations approved by the board. The section involved pro- 
vides that owners of vessels flying the American flag and oper- 
ated in the foreign trade shall be allowed, as a deduction for 
the purpose of ascertaining net income subject to the war- 
profits and excess-profits taxes, an amount equivalent to the 
net earnings of such vessels for each year in a period of ten 
years. The owner receiving the benefit of the section must set 
aside an amount equivalent to the taxes that would have been 


payable for investment in new vessels of a type approved by the 
board. 


MONEY FOR RIVERS AND HARBORS 


A subcommittee of the Senate appropriations committee this 
week approved the House bill appropriation of $42,815,661 for 


rivers anl harbors as against the $27,000,000 recommended by the 
Bureau of the Budget. 


COFFEE MEN FAVOR AMERICAN SHIPS 

The National Coffee Roasters’ Association is urging its 
members to use American vessels in transporting coffee from 
Brazil to United States ports, according to a statement issued 
by W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion in charge of traffic. The Brazilian exporters have promised 
they will ship in American bottoms, Mr. Love said. The Ship- 
ping Board has arranged services to take care of the trade. 


FOREIGN TRADE CONVENTION PROGRAM 

According to revised programs recently sent out by J. L. 
Binda, research director, the May 11 sessions of the Ninth 
National Foreign Trade Convention, at Philadelphia, will be 
devoted largely to ocean shipping. The general session will 
hear an address by W. J. Conlen, Philadelphia, on “The Amer- 
ican Merchant Marine” and another by W. H. Stevenson, member 
of the Lake Erie and Ohio River Canal Board of Pennsylvania, 
Pittsburgh, on “The Dependence of Our Foreign Trade on the 
Improvement of Our Inland Waterways.” Group IV of the con- 
vention will hold a session on the afternoon of May 11, at 
which the principle topic will be “The Responsibility for Loss 
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and Damage in Ocean Shipments.” The Hague rules will phe 
explained by Charles S. Haight, of the International Chambe; 
of Commerce, New York. C. B. Heineman, vice-president of the 
Institute of American Meat Packers, Chicago, will present the 
shippers’ views on these rules, and W. H. Stayton, of the Balti. 
more Steamship Co., Baltimore, the carriers’ views. A speaker 
yet to be selected will present the underwriters’ views. 


SALE OF SHIPPING BOARD VESSELS 


The Shipping Board has sold four steel cargo vessels to the 
Luckenbach Steamship Company. The amount received for the 
ships was not made public. The ships are the Eastern Soldier, 
10,625 d. w. t.; the South Bend, 12,130 d. w. t.; the Marcia, 
11,876 d. w. t.; and the Edellyn, 12,500 d. w. t. The vessels were 
requisitioned on the ways during the war. Recently they have 
been tied up at Hog Island. 


STEVENS RESIGNS AS SHIP BOARD CONTROLLER 

The Shipping Board has accepted the resignation of L, M. 
Stevens, as controller of the board. Mr. Stevens served only a 
short time, having recently succeeded E. L. Shepherd. Chair. 
man Lasker said he was looking for a man to take charge of the 
department who could straighten it out. 


SHIPPING BOARD SELLS NOTES 


The sale of $4,040,000 of 5 per cent notes to Goldman, Sacks 
& Co. of New York, at 98% per cent of par and accrued interest, 
has been announced by the Shipping Board. The notes were 
taken by the board from the Texas Company in part payment 
for 4 tankers. 


GUARANTY DENIED TO STEAMSHIP CO. 


The Commision has ruled that the provisions of section 
209 of the transportation act were not applicable to the Chesa- 
peake Steamship Company, and has dismissed the company’s 
application for a settlement thereunder. It held that the con- 
pany was not a carrier within the meaning of paragraph (a) 
of section 209. The capital stock is owned by the Atlantic 
Coast Line and the Southern. The former accepted the guar. 
anty, but the latter did not. 


COSTS THEN AND NOW 


“In looking over an old memorandum book the other day,” 
said J. J. Wait, manager of the traffic department of Hibbard, 
Spencer, Bartlett and Company, my attention was arrested by 
the expense account of a business trip to London that was start- 
ling in view of present day costs. 

I was away from Chicago a month, sailing from Boston to 
London direct (Tilbury Dock), and the total expense of the trip, 
including the Touraine and Savoy hotels, was $235.51. Just ask 
a tourists’ agency how far you could go now and come back for 
that amount of money. Following up this lead I found men- 
oranda of freight engagements. The following actual contracts 
on which traffic moved and the comparison with current quota- 
tions shows the large increase in transportation charges since 
the old competitive days: 


Current 

Quotations 
Canned goods, Chicago to St. Louis.............eeeeeee 0 Ee - 
Olives, Seville to Chicago via Glasgow.........seeeeeees 48 +1 
Tin-plate, Liverpool to Chicago........ceeeeeeceeeeeeees 18 “53 
Coffee in bags, New York to Chicago...........e.eeeees 26 18 
Cheese, Rotterdam to CHICAZO........ccccccccccccccces 48 iis 
Clive Gf), Leenorn tO CHICKRO....< .dccccccccccccccccscsees -40 0 
PICRICG, EGO TO CHIANG. 6 06sis sieve cccecccecccieeeciee© 25 th 
Werearms, There Co CHICHEO . oe 6cc co ccticvccestesecescuccees .80 £02 
Pig iron, Bessemer, Pa., to Chicago, gross ton......... $2.25 ed 
Bar iron, Milwaukee to Mich. City, gross ton........... 15 . 


Bar iron, Milwaukee to St. Louis, net ton.............. 1.25 10.30 
Pig iron (Spiegel), New York to Chicago, gross ton.... 2.27% . 
Terminal switching delivery in Chicago per car 


WM ic et pan Ws Lain aveverideces tear ecpiajaloie cieaveiniare oes .00 ne 
Coke, Connellsville to Chicago, net ton...........e.e6- 2.40 6.60 
Angle bars, Milwaukee to New Orleans, gross ton...... 4.25 9°36 
Railroad rails, Chicago to East St. Louis, gross ton.... 1.15 Tl 
Railroad rails, Chicago to Kansas City, gross ton.....- 2.00 . 


GUARANTY PAYMENT CERTIFICATES 


The Commission has certified that $15,693.35 is payable t 
the Elwood, Anderson & Lapelle Railroad Company, under s 
tion 204 of the transportation act. It has also certified pe 
$140,918.65 is due the Lake Erie & Western in final settlemet 
under the guaranty. This carrier, when the amount named . 
paid, will have received a total of $500,918.65 under the +“ 
anty. The Commission has certified that $6,684.92 is due bee 
Gulf, Florida & Alabama under the guaranty, the total a “4 
of the guaranty being $253,684.92, the difference having “ . 
advanced. It has certified that $528,010.15 is due the a 
tional & Great Northern under the guaranty, but that the 
amount has not been ascertained. 4 

The Commission has certified to the Secretary of the Trea 


e 
ury that $1,632.37 will satisfy the guaranty in the age <= 
Georgia Northern. The company has received $5,500 in a 
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AGRICULTURAL INQUIRY REPORT 


The Trafic World Washington Bureau 


The section of the report of the Joint Commission of Agri- 
cultural Inquiry dealing with the commission’s conclusions as 
to motor transportation, electric roads and parcel post was out- 
lined by Representative Sydney Anderson, of Minnesota, chair- 
man, April 25. He said: 


Nothing since the advent of the railroads has had so marked an 
economic and socialogical effect upon the production life of the coun- 
try as the motor vehicle. The commission will recommend that Con- 
gress continue to promote an adequate program of highway construc- 
tion and maintenance, directed to the more effective correlation of 
highway transportation with rail and water transportation. ‘ 

It will also recommend that the program of highway construction 
and maintenance by states and counties be continued under the 
direction of qualified experts, with particular reference to the con- 
struction and maintenance of farm-to-market roads; that adequate 
funds should be appropriated for research and regulation of traffic 
pased upon the facts so ascertained; also that the several states co- 
operate in effecting a uniform basis for —- motor trucks and other 
motor vehicles, which shall fairly represent the proportion of expense 
of highway construction and maintenance chargeable to such vehicles. 

Previous to the appearance of the motor truck, the economic zone 
of transportation was sharply defined by the haulage range of the 
horse and the cost of such transportation. It will be shown in the 
report that in 1918 the estimated cost of hauling in wagons from farms 
to shipping point averaged about 30 cents per ton mile for wheat, 33 
cents for corn and 48 cents for cotton. Hauling in motor trucks or 
tractors the averages are 15 cents for wheat and corn and 18 cents 
for cotton. In the same year wagon hauling averaged 9 miles from 
farm to shipping point and motor truck hauls 11.3 miles; the motor 
truck averaged 3.4 round trips per day over its longer route, while 
wagons made 1.2 round trips per day. : ; 

It thus appears that the major result accomplished by this new form 
of transportation has been to extend and broaden the markets of the 
farmer. Single reactions are to be found in the fact that the use of 
the motor vehicle has brought the farmer closer to the city and also 
has increased the desirability and comfort of farm life. 4 

Figures in the report will show that while the motor vehicle traffic 
has increased more than 1,900 per cent in the period 1910 to 1921 the 
actual expenditures for highway construction and maintenance, taking 
into consideration the increase in cost of materials and labor during 
the war and the readjustment period, was only slightly over 200 per 
cent. 

In some sections the combination of inbound farm products and 
outbound supplies by motor truck has concentrated upon the motor 
truck service the majority of the traffic within 30, 40, and 50 miles, and 
the Commission believes that the effect upon rail carriers has been 
to reduce the amount of local way freight, and that ultimately it will 
reduce the number of local freight trains operated. 

Since the growth in the use of the motor vehicle has been very 
markedly in advance of highway construction and maintenance, and 
since it has brought with it a new and heavier form of highway 
traffic, it becomes evident that large funds will have to be expended 
if the 2,500,000 miles of rural highways in the United States are 
brought up to the standard of efficiency comparable to the extended 
use of the roadbeds. 

Another effect of improved highways, is to enable the farmer to 
hold his products on the farm for a longer time. Where highways are 
unimproved the farmer must move his produce when the roads are 
good, which is generally at the season when the prices are lowest. 
Improved highways thus make not only for a broader market but for 
amore stabilized one. 

The Commission believes there should be regulation of the use of 
the highways, especially with respect to overloading and maximum 
loading to be based upon the facts so developed. It will also urge that 
since poor highways not only increase the cost of transportation of 
commodities from farm to market, but also affect the comfort of the 
farmer and prevent him and his family from a full enjoyment of com- 
munication with his neighbor, all highways whenever possible should 
be improved and adequately maintained. : 

It is already clear that there is a wide variation in principle and 
application of the various state and local regulations affecting intra- 
state motor traffic. Studies of local motor transportation should be 
expanded as rapidly as possible to afford a definite and comprehensive 
basis for uniform regulation of motor transportation in order that the 
inconvenience, expense, and inefficiency of operation occasioned by a 
lack of uniformity in state and federal legislation in the future may as 
far as possible be avoided. 

Electric street railways, the Joint Commission has found, have suf- 
ferred to some extent from the encroachment of the automobile upon 
their revenues. This competition, which is the first competitive activ- 
ity to be felt by the street railway, has not seriously affected the 
revenues except in individual cases, and will not be fatal to their suc- 
cessful operation where these competing forms of transportation are 

Subject to regulation and control by the proper regulatory bodies. 

en they are required to assume the same responsibilities as to serv- 

ce rendered and license fees and taxes paid they have not proved to 
be detrimental to existing transportation agencies. 

Interurban electric lines have a real place in the communities they 
Serve. They afford fast and frequent service to passengers and enable 
the people dwelling in the rural communities to visit the towns 50 to 
100 miles distant, and return home the same day. In the handling of 
package freight they give a frequent and dependable service to the 
farm districts. 

It is found that the electric lines suffered during the war from the 
Same difficulties which affected other public utilities. During the past 
year, an improvement has resulted from increases in rates and the 
More recent downward tendency in cost levels. The sentiment of the 
public generally is undoubtedly more favorable to the public utilities 
b an for some years past. It is now seen that the service demanded 
y the people cannot be given without reasonable payment therefor. 


To Ask Readjustments in Postal Charges 


t Regarding the parcel post, the Joint Commission will recommend 
° Congress; that a study be made to determine what branches of the 
Postal service are self-sustaining with the view of making the depart- 
sant after due credit for operations performed for the general govern- 
Thee self-supporting, or more nearly in accordance with the costs. 
of is should be done by proper readjustment of charges and removal 
pe Present rate inconsistencies. The purpose of holding the postal 
beice responsive to the needs of the agricultural community should 
constantly kept in view. 
clas, he Commission believes that increased postage rate on second- 
i A mail matter, notwithstanding reductions of fourth-class matter, 
8 been particularly burdensome upon publications known as farm 
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papers, performing the very useful and necessary function of keeping 
their readers upon the farms in touch with the most advanced methods, 
newest machinery, market conditions, etc. The increased postage 
burden put upon these papers is 50 per cent upon the reading matter 
portion, and from 100 to 900 per cent on the advertising portion. The 
service rendered by the postoffice in the case of this second-class mail 
matter entails less expense than for parcel post, since the publisher 
relieves the postoffice of the work of collecting, sacking, sorting, and 
separate weighing. 

t is our conclusion that fourth-class mail matter or parcel post 
has come to constitute three-fourths of the total postal tonnage with 
corresponding increase in cost to the department. It has gone far be- 
yond the original proposal for local distribution through the mails of 
small parcels in order to utilize the empty space in rural vehicles for 
the benefit of rural patrons, and it is now doing largely what was for- 
merly the express business of the country. This development of parcel 
post is apparently showing an increased spread between revenues and 
expenditures. 


Government Regulation 


Recommendations as to government regulation of railroads 
will be made to Congress in the report of the Joint Commission 
of Agricultural Inquiry. These recommendations were outlined 
April 27, by the chairman, Sydney Anderson. He said: 


Rail transportation is now operating under extensive and exacting 
regulation. The measure of:.good regulation is the minimum of laws 
necessary for the protection of the public, since the excessive inter- 
ference of governmental agencies in the administration of our trans- 
portation system under private ownership and competitive operation 
results in restriction and curtailment of individual initiative and 
efficient management. 


Business and operating conditions on railroads, like business and 
operating conditions in other industries, are extremely sensitive to 
uncertainties and at the same time are often vitally restricted to 
the public injury by too drastic or too rigid public requirements. 
The governmental policy, therefore, should be as far as possible definite 
and permanenet, permitting at the same time sufficient flexibility of 
the administration to allow regulation to anticipate and conform to 
changed economic conditions. The basic legislation controlling trans- 
portation rates, facilities, service, security issues, wages and per- 
formances should, therefore, seek by definite policy to anticipate future 
operating conditions. 


The commission, therefore, intends to recommend to Congress 
that the establishment of regional offices of the Interstate Commerce 
Commission whose duties it shall be to consider and adjudicate ques- 
tions of regional application, and to co-operate with the state commis- 
sions with a view of minimizing conflicts between state and federal 
regulation as to rates, facilities and practices. In such regional 
— the state commissions should have authoritative representa- 
ion. 

We have found that while a large part of the powers of the 
Commission must be centralized in the capital, the practice of hear- 
ing cases in Washington involves great expenditure of time and 
money on the part of shippers and others interested parties who 
deem it necessary to come here to present their cases if the proper 
adjudication is to be had. This practice in general is to the advantage 
of more highly organized industries maintaining adequate traffic 
departments and able to pay for the preparation and presentation 
of cases in Washington, and militates against the adequate consider- 
ation of matters of less consequence from the standpoint of national 
concern but of equal importance to the interested parties. 


The need of such decentralization, especially in the matter of 
control of transportation rates, has become more and more apparent 
as the scope of the Interstate Commerce Commission’s authority . has 
been widened, and the relation between intrastate and interstate rates 
more and more a matter of controversy. 


, This controversy between federal and state regulating authority 
is regarded by the Joint Commission as one of the important reasons 
for decentralization of the Interstate Commerce Commission. 

The report will also recommend that the Interstate Commerce 
Commission be directed by Congress as a continuing duty, to in- 
vestigate the development and correlation of the various systems of 
transportation and their relation to agriculture, industry, trade, and 
commerce, and report to the President and the Congress concerning 
this relation and its improvement. 

It will be recommended that the Interstate Commerce Commission 
be exempted from the bill classifying civilian positions within the 
District of Columbia and field service and that otherwise due regard 
be had for the peculiar character of the Commission’s organization 
and of the classification and duties of its employes. 

We have found that the Interstate Commerce Commission ap- 
propriations have not been adequate. In this period of critical rela- 
tionships between agriculture, industry and transportation, adequate 
appropriations for the work of the commission are peculiarly necessary. 

We believe that an agency should be created in the Interstate 
Commerce’ Commission to secure and correlate statistical and other 
information with reference to the related activities of transporta- 
tion, trade, industry and commerce and we shall offer to turn over 
to the Interstate Commerce Commission the charts and data which 
we have accumulated in the present inquiry. 

The Commission will find that wherever possible conflicts be- 
tween persons, industries or localities and the railroads with re- 
spect to rates, facilities, and practices should be settled by informal 
negotiation thus reducing the necessity of resorting to formal com- 
plaint and adjudication before the Interstate Commerce Commission. 

The Joint Commission will also recommend that in fixing the 
level of rates and class and commodity rates the federal and state 
regulatory bodies give greater consideration to the existing and 
prospective economic conditions and to the relationships existing 
between the price level of commodities and the level of transporta- 
tion rates as well as to the relationship existing between the price 
of different commodities, the weight of such commodities and the 
space required for their transportation. 

The several horizonal advances in rates during recent years 
have in large measure distorted the relationship established by 
a long period of adjustment resulting from the experience of many 
years, and the effect of the application of rates upon movement, 
volume, and maintenance of competitive conditions. There has never 
been a satisfactory basis of rate adjustment or relationship between 
different commodities, because there was nowhere a sufficiently com- 
prehensive basis of economic fact from which the relationships of 
commodity rates to each other could be determined. 

The Commission has endeavored to esablish as far as its limited 
time would permit the basis price relations between commodities 
and between the prices of commodities and freight rates. This basis 
should be amplified and should be kept up currently by the Interstate 
Commerce Commission or by some other agency with which it is co- 
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ordinated in such a way as to make the information promptly and 
comprehensively available. ‘ 

It has been found by the Commission that the provisions of the 
transportation act with respect to recapture and consolidation have 
not been operating long enough to afford a basis of experience as 
to their effectiveness or to indicate how they should be modified. 

No system has been or can be devised which will produce an 
identical rate on all railroads. No part of the earnings of any rail- 
road has so far been recovered by the Commission under the re- 
capture provision and the Commission has no power to compel the 
consolidation provided for by the act. We believe, however, that 
the general plan of consolidation and recapture is sound in principle 
and in practice and should be given sufficient time for a fair test 
before an attempt is made to change the law or to provide for com- 
pulsory consolidation. 

It has been found by the Joint Commission and will be re- 
ported that eee from the strict rule prohibiting a higher charge 
for a shorter haul for a long haul over the same route in the same 
direction are necessary to provide for: 

(a) Water competition, 

(b) Market competition, 

(c) Circuitous route, 

(d) Competition as between ports on export and import traffic, 

(e) Competition between weak and strong lines. 

Citing the Wisconsin case, decided February 22, 1922, in which 
it was held that the Interstate Commerce Commission was authorized 
to require the general level of rates in a state to be equal with the 
general increase in interstate rates, we think it probable that no 
court will ever be able to lay down a rule defining the respective 
federal and state powers respecting transportation with sufficient 
exactness to avoid future conflicts in the exercise of their respective 
powers. The establishment of regional agencies of the Interstate Com- 
mission is in our opinion, a practicable means of securing co-operation 
between that Commission and state authorities in the holding of joint 
hearings and removing conflicts of authority. 

The Commission will also report that greater uniformity is de- 
sirable in the requirements of state legislation and state regulatory 
bodies in regard to the length of trains, the number of men required 
to man trains of different lengths, and similar requirements af- 
fecting operation, which tend to impair the efficiency and operation 
of railroad systems. 

Efficient operation of steam lines at a minimum cost cannot be 
realized to the fullest extent under requirements as to operation 
which are different in different states and require continual changes 
of operating methods, accentuating costly operating practice with 
resultant increase in operation expense. 


Railroads Not Self-Sustaining 


“The railroads are not self-sustaining and are therefore not 
on a sound credit basis. If this condition continues, transporta- 
tion service will be crippled, and the country will suffer ac- 
cordingly.” 

This was given by Chairman Sydney Anderson as the basis 
of recommendations and findings to be reported to Congress by 
the Joint Commission of Agricultural Inquiry. Continuing, he 
said: 


It has been found by the commission, and we intend to report, 
that the revenue return to the railroads should be sufficient to 
enable them to sustain the value of their properties put to public 
use and to obtain the capital required for the expansion and improve- 
ment of property, facilities, and service; also that sound railroad 
finance requires that a larger part of the credit necessary for railway 
construction be secured by stock issues instead of by bond issues. 

We believe that the transportation facilities of the country must 
be placed upon a solid foundation. It will not do to make up deficits 
by appropriations of public funds. The railroad companies must be 
operated with the expectation that the gross revenues will be sufficient 
to cover operating expenses and leave a reasonable return upon the 
investment. It is of paramount importance to the public welfare 
that the transportation companies be made going concerns; that they 
be placed upon a substantial foundation in every respect; and that 
the rer expenses be reduced by careful and efficient manage- 
ment. 

Figures in the report will show a progressive deterioration since 
1916, which was the most favorable year in railroad history from 
the standpoint of net revenues. In 1918, with an increase in gross 
revenue of 77.3 per cent over 1911, there was an increase of 109.3 per 
cent in total operating expenses, and an increase of only 5.8 per cent 
in the net operating revenue, while the net operating income decreased 
11.9 per cent. 

In 1919 the gross revenue increased 86.9 per cent, but the steady 
upward trend of costs is reflected in an increase of 131.2 per cent in 
the total operating expense. The net revenue, therefore, shows a 
decrease of 12.3 per cent and the net operating income a decrease of 
37.2 per cent, 

In 1920 the situation was still worse. The gross operating revenue 
shows an increase of 124.5 per cent over 1911, the total operating 
expense an increase of 206.4 per cent, net operating revenue a decrease 
of 59.2 per cent, while the net operating income shows a decrease of 
97 per cent. 

In view of the present obligations upon the Congress and the 
country at large, and as a matter of economic policy, the commission 
believes that new money for railroad improvement should not be raised 
through constant government aid. Our position, is that the govern- 
ment should not be called upon to guarantee that the principal 
of railroad securities is safe and that the interest and dividends 
thereon will be regularly paid. In the public interest the rail- 
road industry must rest upon its own foundations, and its revenues 
must be so constructively regulated that their operations. will 
produce enough to pay fair wages, cost of materials, taxes, meet 
the fixed charges, pay a fair dividend, and leave a margin to attract 
investors of new capital. In other words, to obtain new railroad 
capital, the opportunities to earn and pay regular dividends must 
exist, and railroad managements must be encouraged to exercise 
the greatest initiative in improving and extending transportation 
facilities. Futhermore, condition should be created whereby the sale 
of capital stock by the principal roads will become possible and the 
continued increase in funded debt will be minimized. 

Figures in the report will show that in the last few years most 
railroads have done little financing through the sale of stock, but 
have raised money through the sale of bonds or the issuance of other 
evidence of indebtedness. This method of financing cannot be indefin- 
itely continued. Railroads cannot go on constantly increasing their 
indebtedness and not building up an equity in their properties under- 
lying their debt. When the investor thinks that too large a per- 
centage of the value of the property of a given company is repre- 
sented by debt and not enough by stock, he will decline to buy further 
bonds of that company, or if he takes them it will be only at an 





unduly high interest rate. Stock, being junior to debt and having 
no lien on the property or equipment, naturally must bring a larger 
return in order to be attractive. 

Attention will be called by the report to the tax burden of the 
railroads. In 1911, railroad taxes amounted to $98,626,848... In 1913 
this had increased to $118,386,859, of which $113,660,997 was paid as 
state taxes and $4,725,862 as federal taxes. In 1920 state taxes had 
risen to $223,291,201, and federal taxes to $48,619,308, a total of $271,- 
910,509, or an increase of 175.7 per cent over the year 1911. 

New and varied forms of taxation are constantly being levied, 
Some of them are intended to reach railroads to the exclusion ‘of other 
forms of industry must draw. It is important to the agricultural 
of taxes, but it should be remembered that whatever they pay is 
passed on to the public through rates. 

The capital fund of the country loaned by the investors and the 
banks is the surplus derived from the enterprise, thrift, and sacri- 
fices of all hard-working, prudent citizens and conservatively managed 
corporations, and is a species of general reservoir from which all 
forms of industry must draw. It is important to the agricultural 
industry, which depends on that reservoir in the same way as the 
railroad industry, that the rate of interest should not be unduly raised 
to the railways because of reduced net earnings or because of large 
issues of tax-free securities. If the interest rate to the railways 
rises, the interest rate to the farmer will also increase, for the capital 
market is on a competitive basis, and what affects the interest rate 
for one industry affects the rate for all industries. 

The Joint Commission has, therefore, concluded that the issue 
of tax-free securities and large expenditures for non-productive pur- 
poses by the federal, state, and municipal governments be reduced 
to the smallest possible limits, so that taxation can be reduced and 
capital funds be allowed to increase for the use at fair interest rates 
by agriculture, industry, and the railroads, and thereby help to 
promote prosperity. 

Another recommendation to Congress by the Joint Commission, 
regarding management, will be that the railroads establish regional 
traffic executives, and organize public relations departments, to bring 
about closer contact and a better understanding between themselves 
and the pubiic. 

The Joint Commission has agreed that the period of federal control 
was too short and the condition then and since too abnormal to permit 
of a sound comparison of efficiency between government and private 
operation. However, an examination of the operation of government- 
owned railroads in foreign countries during the postwar period affords 
some basis for estimating the relative efficiency of private manage- 
ment in this country and government management in foreign countries 
in meeting the dislocations and abnormal conditions which followed 
the war period. It may be said that, measured by the relative per- 
formance and cost of service, private management in this country 
shows greater efficiency than governmental management. 

The Joint Commission will report that the increase inefficiency of 
transportation is shown by the fact that in 1890 for every $100 invest- 
ment in property 983 tons of freight were carried one mile and 163 
passengers carried one mile; whereas in 1920 for every $100 investment 
in property, 2,085 tons of freight were carried one mile and 239 pas- 
sengers were carried one mile, an increase of 112 per cent in freight 
and 57 per cent in passenger traffic for each $100 property investment. 
Property investment has increased 185.82 per cent, the tons carried 
one mile 442.83 per cent, and the passengers carried one mile 300 per 
cent, in the same period. 


Remedy for Car Shortage 


Complete standardization of freight cars and central control 
of distribution of all classes of freight cars will be recommended 
as among the remedies for “the constantly recurring car short: 
age evil.” In outlining this part of the report, Chairman Ander- 
son said: 


We have found that the number of locomotives operating and 
owned by some railroads is inadequate to meet the need during 
business activity and it should be augmented; that the supply of box 
cars, coal cars, stock cars, and refrigerator cars is inadequate to meet 
the demand during normal periods of activity and should be rapidly 
augmented. 

If the carriers do not supply sufficient equipment to reasonably 
meet the demands, an artificial situation economically unsound is 
created. Failure to supply cars in adequate numbers during any con- 
siderable period usually results in an inflation of prices. The Com- 
mission is of the opinion that a sufficient number of cars should be 
added to the supply to meet the demand for cars wherever ordered 
and in whatever quantity they may be required. 

The Commission has therefore concluded to recommend to Con- 
gress complete standardization of all freight car equipment except 
with respect to cubical and weight carrying capacity in order to 
reduce initial cost, reduce the number of necessary repair parts, 
facilitate the repair of cars, to make possible economics in mainte- 
— of freight equipment and to reduce unnecessary empty car 
mileage. 

The report will show that the number of freight cars owned and 
operated by the railroads has increased 6.7 per cent over 1911. The 
aggregate capacity has increased 18.2 per cent and the net ton mileage 
for 1920 showed an increase of 62.4 per cent over 1911, the traffic 
handled during 1920 being greater than any previous year. : 

The Commission will recommend to Congress as a further remedy 
for car shortage, prompt consideration and adoption of a compre- 
hensive plan for central control and distribution of freight cars. 
(a) To meet currently and in full the requirements of shippers 
each and every section of the country, (b) To eliminate all empty- 
car mileage except that made necessary to protect originating tervl- 
tory, (c) To meet demands in originating territory currently by 
balancing movement of loaded and empty cars. 


When the volume of shipments of a commodity in strong demand 
is restricted by car shortage, a stiffening of prices results, and =e 
the restriction is removed by an_ample supply of cars the marke; 
at once reacts. During each period of general car shortage it is foun 
that in some portion of the country carriers report a surplus 0 
equipment; conversely, during periods of largest car surplus a car 
shortage exists on lines of certain carriers and in certain districts 
More efficient handling of equipment and the construction of addi 
tional equipment to the extent required to prevent car shortage W! 
make action by governmental authority unnecessary. N 

It is, however, clearly apparent that with respect to freight ¢at 
control and distribution, and the coordination and unification of ag 
minal facilities, the carriers have not> progressed. In fact, there 
a strong tendency toward reaction in this important matter, and unlest 
prompt and adequate action is taken emergency condition with 4 
of the attendant harassments to business will certainly result. te 

The Commission has convinced itself that in so far as_adequa 
car supply is concerned all lines of transportation must be Last 
upon the same basis. It will not do to take cars away from strong 
lines and turn them over to weaker lines, thus depriving shippé 
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served by the stronger lines of the service which they could reason- 
ably expect for the benefit of less fortunate shippers served by the 
weaker lines. This is a problem which must _ be considered in its 
nation-wide application. Some plan should be devised which will aid 
the weaker lines by enabling them to purchase and properly main- 
tain sufficient equipment to supply the present reasonable needs of 
shippers, together with a margin to meet a normal development of 
pusiness activity. . 

The Commission has found that the American Railway Associa- 
tion, whose car service division is empowered to order relocation of 
equipment between railroads, is not fitted to prevent emergency 
conditions and that any plan which may be adopted for the handling 
of equipment must contemplate current relocation of empty cars. 
It believes that no railroad or district should be permitted to become 
short of equipment before steps-are taken to meet the situation. 

It might be that the only effective plan will be the pooling of 
equipment under a central control having sufficient power to require 
railroads to immediately execute any orders given. We feel certain 
that whatever plan is adopted, it must be based upon the premise 
that each individual shipper, each group of shippers, each of the 
several producing or originating districts throughout the country 
must be fully supplied with freight equipment at all times. 

Discussing the dependence of shippers of fruits and vegetables 
and other perishables upon the refrigerator car supply, which has 
been found to be now seriously inadequate, Mr. Anderson said that 
the Commission would recommend the following definite plan for 
improvement: 

(a) Extensive and prompt additions to present refrigerator car 
equipment by each carrier in accordance with its needs or extention 
of the equipment and activities of private-line car companies 
handling fruits and vegetables. 

(b) A central control of refrigerator-car supply. 

(c) Progressive retirement of the older and inefficient equipment. 

(d) Coordinated investigation by the United States Department 
of Agriculture, Interstate Commerce Commission, shippers, and the 
carriers. 

It is intended by this plan to bring about the following results: 
Improved methods of harvesting, packing, handling, storing, and 
refrigeration in transit development of a more efficient protective ser- 
vice against cold: cooperation between shippers and carriers: reduc- 
tion of peak movement by adding to storage facilities when such 
additions are practicable and by such other methods as may be 
advisable and practicable: prompt loading and unloading and elimina- 
tion of unnecessary delays in transportation; utilization of equipment 
to safe carrying capacity, thereby securing maximum service. 

The Commission will definitely recommend to Congress the uni- 
fication and joint operation of facilities at terminals wherever such 
unification and joint operation will result in economy and better 
service. Since March 1, 1920, these unifications of terminal facilities 
and joint operation at terminals have been in large part abandoned. 
Many railroads do not desire to join with other railroads in the 
common use of terminals and ‘their joint operation, feeling that they 
will thereby lose some of their competitive advantages. We have 
found, however, that where consolidations have been made large sums 
of money are saved annually in operating expenses, with the added 
advantage of making possible the handling of a larger volume of 
pie without additional expenditures from new tracks and other 
acilities. 

_ The Commission believes that the carriers should carry out the 
spirit of the law and effect these consolidations wherever possible 
and it will recommend that the Interstate Commerce Commission 
investigate and point out to the carriers such consolidations as may 
be feasible. 

Further recommendations to Congress will be made as follows: 

That the railroads and shippers cooperate to secure the full utili- 
zation of the carrying capacity of cars wherever possible; that per- 
manent joint railroad and shippers’ committees, be organized to carry 
on a nation-wide campaign to reduce loss and damage to goods in 
transit; that freight-revenue divisions should be promptly revised 
to the basis of two-figure percentages; that regional clearing houses 
be established for the current settlement of debits and credits growing 
out of rate divisions; that the railroads should adopt unniversal 
through waybilling of interline freight; that the railroads maintain 
complete cost data covering each item of expense with particular 
reference to the maintenance of equipment; that the railroads adopt 
better systems for checking the extent and value of repairs to equip- 
ment when made by lines other than the line owning the car. 

The Commission has found that the number of cars in bad order 
exceeds all previous records and unless bad order cars are promptly 
repaired the supply will be materially impaired; also that a large 
Proportion of the cars being used in interline movement are box cars 
and should be made fit for bulk grain loading; and all other classes of 
freight equipment should be promptly made suitable for all require- 
ments, including general interchange throughout the country. 


HEARING AS TO PRIORITY ORDERS 


The Trafic World Washington Bureau 


Senator Cummins, chairman of the Senate interstate com- 
merce committee, held a hearing April 25 on Senate Bill 690, 
introduced by Senator Calder in April, 1921, amending subdi- 
vision 15 of section 1 of the interstate commerce act so as to 
deprive the Commission of the power to issue priority orders 
such as it issued in behalf of coal transportation in 1920. 


Alex W. Dann, president of the National Association of 
Sand and Gravel Producers, was the only witness heard. He 
Said what the members of his association desired was “an even 
Teak” on existing facilities in time of shortage of equipment. 


Senator Cummins read a letter from Commissioner Esch, 
= behalf of the legislative committee of the Commission, oppos- 
ng the proposed legislation. Mr. Esch said the “beneficial 
effects,” which flowed from the orders giving preference and 
aontty to coal shipments in 1920 should not be made impossible 
or the future in case such a situation should develop again. 


a Mr. Dann said there was a difference of opinion as to whether 
> eg beneficial effects” had flowed from the Commission’s 
ers, and said that the orders had not helped the situation 
n New England and that shippers had been deprived of cars 

were used for the transportation of coal for export. 
Dann said although there was no acute situation now, 
time was coming when there would be. 
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MEETING OF SHORT LINES 


The Trafic World Washington Bureau 


Misunderstanding of the transportation act and the trans- 
portation problem in general should be met by the establishment 
of a National Transportation Institute in Washington under the 
supervision and control “of some men of pre-eminent ability, 
standing and learning with reference to transportation,” Bird M. 
Robinson, president of the American Short Line Railroad Asso- 
ciation, declared in his annual report at the opening session of 
the annual meeting of the association in Washington, April 25. 

“The transportation act is probably more misunderstood by 
the public than any important constructive act ever passed by 
Congress,” said Mr. Robinson. “The public has apparently but 
a very limited true knowledge of that act. On the contrary, it 
has been saturated with misinformation as to its provisions.” 

Mr. Robinson said the attempt to change the law was not 
limited to the “radical or unscrupulous element, but is strongly 
supported by a large body of conscientious and reputable people, 
hence the great danger that now confronts the people with ref- 
erence to their transportation problem.” 

“In view of that danger,” he continued, “we have called you 
here for conference and for the purpose of enabling you to con- 
fer with your senators and representatives with the hope that 
you can give them necessary information and aid them in pre- 
venting the reversal of the helpful, constructive policy now in 
existence.” 

Mr. Robinson said some plan must be found to get the facts 
to the public so that they may know the transportation problem 
is their own and that they must deal with it intelligently or 
suffer. ‘ 

“It is quite apparent,” said he, “that the railway people 
have, from the very beginning, utterly failed to get the public 
to understand that great problem. To speak frankly, I may say 
that the ignorance of the public with reference to the great 
transportation problem is far more dense than with reference 
to any other important problem with which it has to deal. That 
fact, when considered from one point of view, is not surprising 
for the reason that we have no special institutions of learning 
devoted to that subject.” 

Mr. Robinson then referred to the establishment of a Na- 
tionl Transportation Institute. He said it should be based on 
the broad and firm foundation that all parties interested—the 
public, private enterprise, the skill which renders the service— 
have equitable and legal rights, and that justice, equal and exact 
justice, must be accorded to all. 

Discussing his proposal in detail, he said: 


The plan contemplates that the Institute shall conduct necessary 
research; and thereafter teach its students and the public, through 
its staff officers and the press— : 

(a) The true fundamental principles underlying the various kinds 
of transportation facilities; 

(b) The facts as to the present conditions affecting transporta- 
tion; and the relative necessity and importance of each class of com- 
mon carrier; : 

(c) The real effect of each type of legislation and regulation and 

(d) How, and _ to what extent, the public and the carriers will 
be benefited, or adversely affected, by any policy or course of action 
that may be adopted in respect to their transportation problems. 

Present conditions demonstrate that the plans and work of the 
rail carriers, in their effort to educate the public to a full and clear 
understanding of that problem, have not succeeded. Viewed in the 
light of that long, varied and unproductive experience, I can see little 
on which to base a hope of real success if the efforts to accomplish 
that vitally necessary object are only to be continued along the 
same general lines. 

I am convinced that a complete change of plans are necessary. 
That the carriers should earnestly endeavor to take the public, through 
its leading men, into partnership with them, in the educational work 
to be done, and that all of such efforts ought to be based upon 
the highest and broadest plane, free from any propaganda or purely 
selfish motives. 

As a result of an extended investigation, I am convinced that 
the proposed Institute can now be established by and with the sup- 
port of men who not only have the confidence of the public, but who 
are specially qualified to teach the principles of transportation in 
all of its aspects. 

I am convinced that a large number of national organizations, 
representing producers, shippers and consumers, are willing to par- 
ticipate in the establishment and maintenance of such an institute, 
and I am strongly of the opinion that it can accomplish great good 
in enlightening the public. It can, beyond doubt, clearly show to the 
public that its interests are inseparably linked together with its 
agencies of transportation; and that all burdens or restrictions 
placed upon the latter must be wisely considered, for in the end 
they are really borne by the former. When that truth is realized 
the public will brush aside advisers who are misleading it; and will 
promptly thereafter shape its laws and regulations so as to really 
promote the best interests of all concerned. 


In opening his statement, Mr. Robinson told the members 
that “the present situation in Congress is fraught with difficul- 
ties and great danger for the public, as well as for the carriers.” 
He said great pressure was being brought to bear on Congress 
to induce it to reverse the constructive policy adopted in the 
transportation act. He then gave a brief review of the history 
of the railroads, divided into four periods. He said the first 
was the “constructive period;” the second, the “restrictive pe- 
riod,” beginning with the enactment of the interstate commerce 
law in 1887 and ending with January 1, 1918, when the govern- 
ment took over the roads; the third period, federal control of 
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the railroads, and the fourth, the present, dating from the return 
of the railroads to their owners and- the passage of the trans- 
portation act. 

“The attack on the transportation act was prompt and vig- 
orous,” said Mr. Robinson. “It was led by the radical element 
and was engineered by the former leaders who made their living 
fighting the carriers. 

“The objective sought in the attack being made by a large 
part of the public is to attain a reduction of rates, and to ac- 
complish that result bills have been introduced and are now 
pending to repeal section i5a * * * andsection13 * * *. 
If Congress, in response to the great pressure now being brought 
to bear upon it, reverses the constructive policy adopted in the 
transportation act, it will in all probability result in a renewal 
and a continuation of the restrictive policy which was in effect 
prior to the federal control period.” 

He discussed the need for obtaining the confidence of the 
investing public because of the necessity for additional capital, 
and quoted from Secretary Hoover’s testimony before the Com- 
mission in the general rate investigation wherein the secretary 
touched on that phase of the railroad problem. He declared the 
railroad question had been injected into the pending political 
campaign and that the railroads were practically helpless in 
such a campaign. He said on that point: 


Public opinion is such that it will not permit them to participate 
in the election of officials and this notwithstanding it is well known 
fact that labor and the radical organizations, in fact, almost any 
kind of interested organization, may publicly or privately participate. 
They not only disseminate misinformation, but they expend large sums 
of money, much of it in an illegal way, in their efforts to elect repre- 
sentatives that pledge themselves to vote for measures intended to 
either restrict the railways or impose additional burdens upon them. 

There is danger that some of the members of the present Con- 
gress who have fearlessly performed their duty, in so far as the 
transportation question is concerned, may be defeated at the coming 
election. Upon the other hand, many individuals will be elected 
who have pledged themselves to aid in reversing the constructive 
policy incorporated into the Transportation Act, and it is apparent 


that the railways by and for themselves can do little to prevent that 
change. 


Reviewing the situation in Congress, Mr. Robinson said he 
felt that the recapture clause of the transportation act could not 
be repealed at this time and that it would be extremely hazard- 
ous to aid in the effort to repeal any part of the act. 

“Few, if any, roads have yet made any payment to the Com- 
mission under the recapture provisions of the act,” said he, “and 
I know from statements made in my presence during the past 
few days that some of the strongest carrier companies have 
determined not to comply with that clause, and are prepared 
to have the question settled by the Supreme Court of the United 
States.” 

Urging members to do what they could to prevent any 
change being made in the law now, he said the carriers needed 
a period of repose and that if permitted to proceed undisturbed 
they would, without doubt, greatly improve their facilities and 
service. 

Mr. Robinson said it might be necessary for the short lines 
to appeal to the President or the courts before they obtain full 
justice in the settlements for the period of federal control. 

The Commission was commended by Mr. Robinson, who 
urged that proposed legislation to reduce the pay of employes 
be opposed. He touched on recent cases involving increased 
divisions to short lines. He said he was of the opinion that it 
would require a great deal of work to obtain for members their 
legal and equitable proportion of joint rates. He referred to the 
victory won by the short lines when the Commission defined 
the word “deficit” under section 204. Referring to consolidation, 
he said he feared the short lines do not appreciate the impor- 


tance of the plans adopted and that the problem could not be 
ignored or neglected. 


Mr. Robinson said the railroads were dissatisfied with the 
uniform express contract with the American Railway Express 
Company. He said either substantial modifications must be 
made in the contract or a large per cent of the carriers would 
give notice on September 1 of a desire to cancel it. 


Discussing car hire or per diem, Mr. Robinson said it had 
been determined that no special consideration would be accorded 
the short lines with reference to per diem rates or rules. Pro- 
posals made by the association to the American Railway Asso- 
ciation, he said, had been rejected. He said the short lines 
might appeal to the Commission for relief, but that the only 
real remedy he saw was to insist on divisions of joint rates 
sufficient to pay the cost of service, including the cost of per 
diem on cars. 

The Post Office Department, he said, had been unfair to the 
short lines in the matter of railway mail pay, and that an appeal 
should be made to the Commission to force the department to 
pay the short lines for the services they render, or to appeal 
to Congress to get that result. 

Representative Sydney Anderson, of Minnesota, chairman of 
the Joint Commission of Agricultural Inquiry, spoke to the con- 
vention on the subject of the relation of transportation to agri- 
cultural. This is the subject on which the joint commission has 
just competed on extensive investigation. Mr. Anderson in- 


dorsed President Robinson’s proposal for the establishment of 
a transportation institute. 


Report of Traffic Department . 


L. S. Cass, vice-president of the association, in a report 
for the traffic department, said in the first part of his report: 


When all is said and done the success and prosperity of a short 
line primarily depends upon the revenue it receives from the volume 
of traffic which is available to it; and it is the conception of the traffic 
department that this is the key to the real solution of the problem of 
the short and weak roads; and its program, which is the program of 
the association of course, may be summarized briefly as seeking, 

First: To provide enough provender to so nourish all the “weak 
animals’’ in the nation’s railroad barn lot, so they may haul the prod- 
ucts of Uncle Sam’s farms and factories to his nephews, nieces, kin- 
folks and customers in the most efficient and economical manner, 
(This means Section 15-A.) 


Second: To have such provender as is available, fed fairly and 
justly to the “animals’’ so that the yearlings may grow up strong and 
healthy, and not be starved and stunted by being trampled upon or 
thrust away from the feed racks by the older and stronger live stock. 
(This means the Rule for Divisions, Paragraph 6 of Section 15; and 
also the Rule for Routing—Paragraph 10 of Section 15.) 

To succeed in this is to solve all our real problems; for if they 
can get adequate earnings, the short lines can get the money to buy 
equipment, make needed improvements, can keep up a proper degree 
of maintenance, can pay its officers the salaries they earn and deserve 
for the devoted service and diverse duties they render; and it will 
give those patriotic investors who put their money into these enter- 
prises, an opportunity to get some return on their savings; and to get 
a fair price for their holdings when consolidation eventuates. 

So, in a broad way of speaking, from the viewpoint of the traffic 
department, the Commission may be said to be like the banker who 
has just two troubles, one to get his money out, and the other to get 
his money in; the Commission has but two troubles—first to promul- 
gate rates that are fair to the shippers and travelers and at a level 
that will give the carriers in a given group a fair return upon the value 
of their property as a whole; and second to so divide the joint rate 
among the carriers that each shall receive the amount of revenue 
required to pay their respective operating expenses, taxes, and a fair 


return on their railway property held for and used in the service of 
transportation. 


Mr. Cass discussed the agitation for reduced rates and said 
that even under the increases authorized in Ex Parte 74 the 
volume of business in 1921 failed to produce more than 45 per 
cent of a fair return on the value of the railroad property as 
a whole. He said that fact, however, did not change the duty 
of the Commission to divide in a legal manner the income 
produced on interline traffic. He reviewed the efforts of the 
association to “preserve and increase the revenues of its mem- 
bers,” and of conferences with trunk line representatives in 
that connection. He also referred to cases pending before the 
Commission in which divisions of joint rates are involved, and 
to the New England division case. 

Mr. Cass said it was the belief of the executive officers of 
the association that the trunk roads do not intend to grant 
increased divisions voluntarily and that the short lines might as 
well appeal to the Commission for relief. 

Discussing motor truck competition, Mr. Cass said it was 
eminently unjust to tax the railroads to build and maintain a 
highway and let heavy trucks “cut our throats with unfair 
competition, at no substantial cost to themselves for the use 
of the roadway, and with a minimum of responsibility to the 
public.” He said the Coiorado commission had recently refused 
a truck line a license to operate in competition with a railroad 
serving the same territory. He also said the American Elec- 
tric Railway Association had a committee giving careful con- 
sideration to a uniform motor bus regulation bill to be presented 
in all state legislatures at their coming sessions. He said when 
that work was completed the short line association would join 
in the effort to have the motor truck fairly regulated. 

Mr. Cass reported that up to January 1, 1922, 23 short lines 
had received $8,448,250 under section 210; 118 lines received 
$5,376,094 in partial payments under section 209; 46 lines re- 
ceived $2,177,651 under section 204 in partial payments, and 
20 lines had settled in full, receiving $992,529. He said the 
association was directly responsible for having $545,897 distri- 
buted among the short lines to September 15, 1921, on readjust- 
ments of per diem. 


Ben B. Cain, general counsel for the association, gave the 
members a detailed explanation of the legislative situation with 
respect to the proposed repeal of sections 15-a and 13 of the act. 
He declared that if section 15-a were repealed there would be 10 
rule for rate making and that the credit of the railroads would 
be affected because capital demanded some legislative assurancé 
that the railroads have a fair return. 


The members voted to continue the traffic department of the 
association. 


With the election of officers the American Short Line Rail- 
road Association concluded its annual meeting April 26. The 
officers were re-elected. They are: Bird M. Robinson, president; 
L. S. Cass, vice-president; Ben B. Cain, vice-president and get 
eral counsel; B. S. Barker and F. J. Lisman, vice-presidents, and 
T. F. Whittelsey, secretary and treasurer. P 

Resolutions were adopted approving President Robinsons 
proposal for the establishment in Washington of a national trans’ 
portation institute and against any change in the transportation 
act. 


Under another resolution the assoeiation was authorized to 
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establish a method for getting freight-carrying electric lines to 
pe members of the association. The committee on valuation 
urged members to pay more attention to valuation matters and 
to see that protests against tentative reports are filed properly. 
The association was authorized to open a traffic office in New 
York as a branch of the traffic department, with R. A. Belding 
in charge. 

7 oe TO of the association also were urged to patronize the 
purchasing agency which President Robinson and others estab- 
lished out of private funds. 


REVENUE FREIGHT LOADING 


A further decrease in coal loading on account of the coal 

miners’ strike resulted in revenue freight loading dropping to 
706,713 cars the week ended April 15 as compared with 714,268 
the preceding week and 702,116 and 601,695 the corresponding 
weeks of 1921 and 1920, respectively, according to the weekly re- 
port of the car service division of the American Railway Asso- 
iation. 
: Coal loading dropped from 69,456 cars in the week ended 
April 8 to 62,851 cars in the week ended April 15. The coal load- 
ing in the week ended April 1, the date the strike began, was 
174,952 cars. 

Notwithstanding the drop in coal loading, as indicated above, 
the total loading in the week ended April 15 exceeded the load- 
ings of the corresjonding weeks in 1921 and 1920. Increases 
in the loading of merchandise, L. C. L., miscellaneous and forest 
products were reported for the week ended April 15 as com- 
pared with the preceding week. The low loading in 1920 was due 
to the switchmen’s strike. 

Loading by districts in the week ended April 15 and the 
corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 6,004 and 
5,233; live stock, 2,709 and 2,880; coal, 5,850 and 38,758; coke, 
1190 and 798; forest products, 4,570 and 5,749; ore, 948 and 798; 
merchandise, L. C. L., 70,362 and 57,336; miscellaneous, 75,021 
and 62,558; total, 1922, 166,654; 1921, 174,110; 1920, 111,041. 

Allegheny district: Grain and grain products, 1,995 and 
2125; live stock, 2,297 and 3,161; coal, 15,258 and 40,324; coke, 
4518 and 2,349; forest products, 2,818 and 2,306; ore, 2,246 and 
954; merchandise, L. C. L., 51,102 and 42,851; miscellaneous, 
63,241 and 46,438; total, 1322, 143,470; 1921, 140,508; 1920, 110,082. 

Pocahontas district: Grain and grain products, 214 and 121; 
live stock, 73 and 108; coal, 21,947 and 16,584; coke, 238 and 167; 
forest products, 1,301 and 1,287; ore, 28 and 23; merchandise, 
LC. L., 6,043 and 5,109; miscellaneous, 4,281 and 3,543; total,, 
1922 34,125; 1921, 26,942; 1920, 30,208. 

Southern district: Grain and grain products, 2,901 and 3,067; 
live stock, 2,091 and 1,932; coal, 12,973 and 16,226; coke, 455 
and 456; forest products, 18,985 and 13,859; ore, 711 and 705; 
merchandise, L. C. L., 38,309 and 35,386; miscellaneous, 44,855 
and 39,705; total, 1922, 121,280; 1921, 111,336; 1920, 122,363. 

Northwestern district: Grain and grain products, 7,295 and 
7,308; live stock, 6,293 and 6,645; coal, 2,732 and 3,521; coke, 
1309 and 406; forest products, 15,016 and 13,217; ore, 1,037 and 
869; merchandise, L. C. L., 29,610 and 27,265; miscellaneous, 
30,575 and 28,930; total, 1922, 93,867; 1921, 88,156; 1920, 99,163. 

Central Western district: Grain and grain products, 7,785 and 
10,728; live stock, 8,807 and 10,078; coal, 2,625 and 14,417; coke, 
154 and 115; forest products, 5,078 and 5,182; ore, 1,547 and 1,157; 
merchandise L. C. L., 32,598 and 30,812; miscellaneous, 34,983 and 
30,678; total, 1922, 93,577; 1921, 103,117; 1920, 83,151. 

Southwestern district: Grain and grain products, 3,675 and 
4977; live stock, 2,744 and 2,076; coal, 1,466 and 4,216; coke, 213 
and 95; forest products, 7,187 and 6,048; ore, 647 and 499; mer- 
chandise, L. C. L. 16,204 and 16,874; miscellaneous, 21,654 and 
23,162; total, 1922, 53,740; 1921, 57,947; 1920, 45,687. 


_ Total all roads: Grain and grain products, 29,869 and 33,554; 
live stock, 25,014 and 26,880; coal, 62,851 and 134,046; coke, 8,072 
and 4,386; forest products, 54,905 and 47,598; ore, 7,164 and 5,005; 
Merchandise, L. C. L., 244,228 and 215,633; miscellaneous, 274,- 
610 and 235,014; total, 1922, 706,713; 1921, 702,116; 1920 601,695. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order in- 
creased to 333,393 cars in the period April 8-15 as compared with 
259,605 in the period April .1-8, according to the weekly report 
of the car service division of the American Railway Association. 
he surplus of coal cars increased from 122,359 in the period 
April 1-8—the first week of the coal miners’ strike—to 187,918 
pa Period April 8-15. The average daily shortage was 358 


The surplus was made up as follows: Box, 93,097; ven- 
tilated box, 4,523: auto and furniture, 1,066; total box, 98,686; 
flat, 9,046; gondola, 109,782; hopper, 78,136: all coal, 187,918: 
oe 2,842; S. D. stock, 17,447; D. D. stock, 1,984; refrigerator, 
098; tank, 559; miscellaneous, 6,818; total, 333,393. 
tu The Shortage of 358 cars was made up of 199 box, 3 auto and 
a 43 flat, 65 gondola, 23 hopper and 25 miscellaneous 
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CONSOLIDATION HEARING 


The Trafic World: Washington Bureau 


Public consideration of the Commission’s railroad consolida- 
tion plan was begun before Commissioner Hall, April 24, when 
those interested were invited to express their views about the 
scheme for consolidating the railway properties of the United. 
States into a limited number of systems, as set forth in formal 
docket No. 12964. Prior to the public hearing on the subject, 
the Commission had received a considerable number of letters 
and communications from railroad companies and others in- 
terested in the matter. Inasmuch as the Commission has not 
the authority to require consolidation, the officers of a good many 
railroad companies appeared to be indifferent to the matter. 
That prior correspondence was taken as indicating there would 
be a large attendance of vice-presidents in charge of the law de- 
partments of the railroads. 

The most distinct opposition to the plan set forth was from 
the Seaboard Air Line interests, represented by S. Davies War- 
field. The plan to make the Seaboard a part of a system of 
which the Illinois Central should be the main stem did not seem, 
from the communications received on the subject, to commend 
itself to Mr. Warfield and those interested in the Seaboard prop- 
erty. Their thought seemed to be that the Seaboard should not 
be made the tail, so to speak, of an Illinois Central kite, although 
by linking together the Illinois Central, the Central of Georgia, 
its subsidiary, and the Seaboard, the southeast would be pro- 
vided with three strong systems, each in the form of a letter U. 
The two other systems would be the Atlantic Coast Line and the 
Louisville & Nashville, now controlled by the same interest; and 
the Southern, with the Queen & Crescent an affiliated line, as the 
western part of the U. 

Another point that seemed to be destined to provoke oppo- 
sition was the proposal to provide another Atlantic-Great Lakes 
coal carrying line by taking the Toledo & Ohio Central from the 
New York Central and tying it up with the Norfolk & Western, 
a property in which the Pennsylvania has a great interest and 
which the Pennsylvania bought into on the theory that the coal 
mines along its rails would take the place of the coal reserves 
along the lines of the Pennsylvania system when they should 
become exhausted. That, to men who had been considering plans : 
for consolidation, seemed far-fetched, but there was no dispute 
about the fact that that was a Pennsylvania idea. It seemed far- 
fetched because the geologists do not appear to be at all ap- 
prehensive about the early failure of the coal reserves along the 
Pennsylvania. 

Practically no interest was shown, in advance of the hear- 
ing, by the trans-Mississippi lines. 

Among the things admitted was that the New England prob- 
lem would be one of the hardest to solve. The difficulties of, the 
New Haven and the inability of other New England roads to 
do much more than keep out of the hands of the sheriff seemed 
to brand them all as pariahs with whom no other lines cared 
to have anything to do, because the latter were not looking for 
additional liabilities. The strong interest the Pennsylvania was 
supposed to have in the New Haven, by reason of its stockhold- 
ing in that company, did not manifest itself in the form of any 
suggestion that the Pennsylvania was opposed to the plan for 
making a: New England system by tying them all up together, 
as the New Haven was in a fair way of doing when the govern- 
ment stepped in and ruined the plans, by putting the anti-trust 
law snuffer over the ambitious plans that had been made for the 
New Haven’s development into the only railroad in New England. 

No one now seems interested in trying to force the New Eng- 
land roads into doing that which the courts, at the suit of the gov- 
ernment, forbade them to do, when the men in control of the 
New Haven thought it would be a fine thing to do the thing the 
government is now trying to force them to do. 


Among the correspondence received by the Commission there 
have been a number of communications to the general effect that 
a horse may be led to water but that making him drink was 
another matter; that men would consolidate when they saw 
or thought they saw an opportunity for profit, but not before; 
and that therefore the Commission was wasting its time, and 
possibly blocking beneficial consolidations, by laying down plans 
for mergers and saying that mergers, except in conformity with 
the plans prepared by it, were forbidden. 

From the quantity of the correspondence it was inferred 
there would be a large attendance, even if the discussion might 
not be so very animated or intense. 


A surprising lack of knowledge as to what the Commission 
desired in the way of traffic and physical property data devel- 
oped at the morning session of the Commission’s first hearing 
on its tentative plan for the consolidation of the railroad proper- 
ties of the United States into a limited number of systems. Not 
one of the men who appeared before Commissioner Hall was pre- 
pared to make a record in the matter. Two hours were used-in- 
explanations by the representative of this or that railroad sys- 
tem, that he did not know what was wanted, but that if the Com- 
mission would indicate what it desired he would see to it that 
the information was supplied within a reasonable time. 

S. Davies Warfield and Forney Johnston of the National As- 
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sociation of Owners of Railroad Securities, the Department of 
Public Works of the State of Washington, the Florida Railroad 
Commission and Eppa Hunton, president of the Richmond, Fred- 
ericksburg & Potomac, were the only ones who had definite ideas. 

The Washington commission, speaking through John E. 
Benton, took the position that any plan not providing for at 
least four real transcontinental systems, prepared and equipped 
to compete with the transcontinental system of the Canadian 
Pacific, would not be satisfactory or in keeping with the spirit of 
the legislation. The Florida commissioners, also speaking 
through Mr. Benton, opposed consolidation on the ground that 
there would be no benefits to the users of transportation, nor 
economies for the railroads. It said the American Railway Ex- 
press Company might be taken as a fair example of what might 
be expected to follow consolidation. That company, the Flor- 
idans asserted, had shown a fine example of the “public be 
damned” policy. Its management, they said, was far away and 
not in a position to co-operate with shippers. The Floridans 
added they were as much opposed to concentration of transpor- 
tation in a few hands as they were to the concentration of regu- 
lation of state and interstate rates in Washington. 

President Hunton of the R. F. & P. opposed the inclusion of 
that railroad in system No. 11, composed, in the main part, of 
the Atlantic Coast Line and the Louisville & Nashville, because, 
as he said, that would shut other lines out of any voice in the 
management of the only bridge between the north and the south 
across the Potomac. At present the four southern lines and the 
Pennsylvania and the Baltimore & Ohio are owners of its stock, 
together with the state of Virginia. All except the Southern are 
represented on its board of directors, he said. The Southern 
was not represented, he said, because President Harrison, the 
Southern’s board of directors, deemed the Southern’s circuitous 
line between Richmond and Potomac Yards a competitor of the 
R. F. & P. and therefore he should not serve on the board of 
the last mentioned. For passenger traffic the two roads are not 
competitors. 

The National Association of Owners of Railroad Securities 
took the position that until it obtained information and data 
requested by the association in its questionnaire, it would not be 
practicable to define specific plans for consolidating the 206 
class I and switching roads. 

Mr. Johnston said the board of engineers appointed by the 
association had asked for data from the class I and switching 
roads, but only 70 had answered. Sixty failed to answer and 61 
declined. Mr. Johnston said the need of the data requested by 
the association’s board was greatly needed. In a summary of 


that statement prepared by the association that organization 
said: 


The importance of the data requested from the railroads by the 
board is strikingly illustrated in a tentative study of the New England 
group of railroads, submitted with the statement. This study must 
necessarily be tentative because information has not been available 
from all the railroads which are involved in the proposed plan for 
New England. 

The plan announced by the Commission does not provide for the 
entrance into New England territory of sufficient competitive systems 
to carry out the basic purpose of the transportation act. Sufficient 
information has been gathered by the board to substantiate a plan 
which will give the New England territory four competing systems, 
operating to the benefit of industries and shippers, in contrast to the 
suggested plan by the Commission. 

The statement further points out that the Commission’s plan 
groups practically all the roads traversing the Michigan peninsula into 
one system, again contrary to the purpose of the transportation act 
in respect to competition, whereas the tentative plan of the associa- 
tion provides for four competitive systems in that territory. Thus, 
the plan of the board is that the east and west trunk lines in the 
territory bound by the Mississippi River on the west, the Atlantic 
seaboard on the east and the Ohio River on the south, should be con- 
solidated into four competitive systems and that each system should 
a admission to the Michigan peninsula and the New England ter- 
ritory. 

It is pointed out that Professor William Z. Ripley, who was em- 
ployed by the Commission, in his report stated that ‘‘consolidations 
can never be effectively brought about without the adoption of a 
comprehensive policy of terminal ownership or operation or both.’’ 
The statement of the security owners intimates that while making 
this assertion, the Commission’s plan of consolidations apparently 
ignores this principle that was laid down. 


Following up this assertion the statement of the security owners 
includes a study by the board, accompanied by charts, showing the 
possibilities of joint use of terminal facilities in a great railroad 
center; the terminal situation in Chicago is the subject of this study, 
which shows the result that might be obtained along similar lines in 
other large centers. The total outlay incident to the Chicago plan 
approximates $90,000,000, with salvage through sale of property, etc., 
of $85,000,000, giving a total net cost of $5,000,000, and effecting, it 
is claimed, an annual saving of $16,000,000, with improved facilities 
to the shippers and providing the essential conditions prescribed by 
the Chicago terminal commission appointed by the City of Chicago. 
It is the purpose of the Association to turn this study over to the 
Chicago Terminal Commission for its use. A study of the New York 
terminal situation is being made by the association and will shortly 
be completed. 

In line with the policy in respect to savings through joint facility 
uses, the security owners are interested in the development of the 
comprehensive plan that was laid before the Commission for the pool- 
ing of freight cars that intensive economies may be attained necessary 
to secure sufficient net revenue to the railroads and insure to the 
shippers reasonable rates. 


In an opening statement, Commissioner Hall said the object 
of the hearing was to make a record on which the Commission 


might proceed farther. He said the matter was one of first 
impression to many, as well as to the Commission. Therefore, 
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he said, he would undertake to answer questions before begin. 
ning the hearing. Ben B. Cain, for the American Short Line 
Railroad Association, asked whether it was the desire of the 
Commission that the owners of the short lines should indicate, 
in connection with the hearing, which was supposed to be con- 
fined to the railroads of the southeast, where they thought they 
should be placed in making up the big systems. Commissioner 
Hall thought it would be well for them to indicate their prefer. 
ences, as it was conceivable there were many which could be 
placed in either one or another system. 

In behalf of the Southern Railway, L. E. Jeffries, vice presi- 
dent and general counsel, said that that carrier had no evidence 
to offer. At this juncture, he said, the Southern did not want 
to be in the attitude of assenting or negativing the proposal 
to make the Southern the main part of a system. Commissioner 
Hall seemed to be taken aback by the attitude of Mr. Jeffries 
and asked something about how Mr. Jeffries read the consolida- 
tion statute. 

“If you will pardon me,” said Mr. Jeffries, “I prefer not to 
go into the law at this time. When we know what the Commis- 
sion would like us to furnish we will furnish it within a reason- 
able time. We would prefer to reserve our testimony for 
rebuttal.” 

Forney Johnston for the Seaboard Air Line said that that 
road had some comments to make on the proposal to make the 
Southern the main part of a system but would reserve it for 
utterance in connection with the proposal in connection with 
the plan putting the Seaboard into a system with the Central 
of Georgia and the Illinois Central. 

Commissioner Hall called on representatives of the New 
Orleans Great Northern to say something because Mr. Jeffries 
said he did not speak for it nor for the Alabama & Vicksburg, 
two roads generally regarded as parts of the Southern system. 
Larz A. Jones, president and general manager of the Alabama 
& Vicksburg spoke against the severance of the connection now 
existing between that road and the Vicksburg, Shreveport & 
Pacific. He said they constitute one of two systems that operate 
between the southeast and the southwest and to that extent 
break down the Chinese wall into which the Mississippi has 
been converted. 

D. L. Younger, as attorney for the Alabama & Vicksburg, said 
he desired to reserve the right of that carrier to test the con- 
stitutionality of the consolidation statute, if its interest should 
so appear. 

E. C. Vailly, secretary of the Carolina, Clinchfield & Ohio, 
read a statement of the position of that road, written, he said, 
before it could know the direction the hearing would take, 
asking the Commission, when it adopted a plan to leave the 
question open as to whether the road should go into systems 
Nos. 10, 11, 8, or 9 because, the road’s management said, reasons 
for going into any one of the systems mentioned, were as good 
as those which could be brought for its going into some other. 
He said its failure to advocate or oppose any plan at this hearing 
should not be construed as an estoppel to whatever it might 
hereafter do. 

Marcellus Green, speaking for the Columbia, Fernwood & 
Gulf, said the short lines felt the trunk lines should be heard 
first. Therefore, he had nothing to say. 

George B. Elliott, vice president and general counsel for the 
Atlantic Coast Line, said he was not prepared with data of the 
kind indicated by Mr. Hall. 

President Mapother, of the Louisville & Nashville, said that 
carrier had no particular recommendations to make and was not 
prepared with data. He said there was much to be said in com- 
mendation of the Commission’s proposal to consolidate the Atlan- 
tic Coast Line, and the Louisville & Nashville as a permissive 
proposition, but not as a compulsory thing because, in the end, 
he said, it was a question of credit and whether the necessary 
funds could be procured. The present, he said, was an inauspl 
cious time to undertake any new capital obligations. 

Mr. Younger said the Norfolk & Western had expected to 
have witnesses present to show why branches of that road should 
not be cut off, as proposed, but it was disappointed in not having 
been able to get the data ready. 

D. L. Cole, president of the Nashville, Chattanooga & St. 
Louis, said it was logical for the Commission to group the A. 
Cc. L., L. & N. and the Nashville, Chattanooga & St. Louis. 


End of Hearing 


The hearing came to an end at the afternoon session at the 
suggestion of the attorneys for the railroads, who, at the noon 
recess, had held a conference among themselves and reached 
the conclusion that no progress could be made by continuing 
this hearing, ‘because the railroads were not prepared with data 
such as Commissioner Hall had indicated would be desirable. 
Mr. Hall, at the morning session, had said that the Commission 
needed figures showing the amount and direction of the flow 
of traffic over each line and the figures showing the miles of 
track and the points of physical contact between the railroads 
proposed to be incorporated in each system. R. V. Fletchel, 
of the Illinois Central, was appointed chairman of the conference 
and reported to Commissioner Hall that it was the sense of the 
conference that five committees should be appointed by the 
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railroads, each to represent a section of the country, to formu- 
late a plan of procedure to be laid before the Commission. It 
was his idea that the committees could put something before 
the Commission in a concrete form in a comparatively short 
time. 

Commissioner Hall said the engagements of the Commission 
were such as would make it impossible to have any further 
hearings until the latter part of May. He told the attorneys to 
shape their plans with a view to resuming the hearing either 
May 19 or 20. Then he added that, in view of the suggestion 
of the attorneys, it would be well to postpone the hearing, except 
insofar as it related to the Richmond, Fredericksburg & Potomac. 
He added that it was not contemplated that all hearings should 
pe held in Washington but that they would be held in places 
convenient for the short lines and for the communities which 
desired to be heard. Representatives of the Mississippi, Virginia, 
and North Carolina commissions assented to the postponement. 

The southeastern carriers at the conference appointed a 
committee consisting of L. E. Jeffries, vice president and general 
counsel of the Southern; C. J. Rixey, commerce counsel of the 
Southern; George B. Elliott vice president and general counsel 
for the Coast Line; E. S. Jouett vice president and general 
counsel of the L. & N.; Forney Johnston, of the Seaboard Air 
Line; and R. V. Fletcher, of the Illinois Central. Later a repre- 
sentative is to be appointed from the Norfolk Southern and 
from the short lines. 

After the general hearing had been adjourned, W. D. Duke, 
general manager of the Richmond, -Fredericksburg & Potomac; 
Mason Manghum, representing the Corporation Commission of 
Virginia; John R. Saunders, attorney general of Virginia; and 
George B. Elliott, of the Atlantic Coast Line, spoke in opposition 
to the proposal of the Commission to incorporate the R. F. & P. 
into a system of which the Atlantic Coast Line would be the 
main stem. Mr. Duke described the physical operation of the 
railroad to show the absolute impartiality that was observed 
on that railroad now by reason of the fact that six railroads and 
the state of Virginia owned it. Attorney-General Saunders 
said he could see no reason for the merger. Mr. Manghum read 
a protest adopted by the Virginia Corporation Commission 
against the proposed consolidation on the ground that, in its 
opinion, the merger would be highly detrimental to the interests 
of Virginia which owns more than $600,000 worth of the obliga- 
tions of the R. F. & P. It carries them in a sinking fund created 
for the retirement of Virginia’s bonds. Mr. Elliott said that the 
A.C. L., at one time practically owned the R. F. & P., but decided 
it would be better to have it owned by all the railroads using 
it as a bridge between the north and the south. Twenty years 
of operation under the plan then devised by the A. C. L., he 
said, had convinced the road that it had acted wisely. 

Frank W. Gwathmey, speaking for the trustees of the Flagler 
estate, who are now operating the Florida East Coast Railroad, 
announced that the trustees felt, because their trust expires in 
May, 1928, that they should not undertake to control the policy 
of that road or indicate what they thought should be done with 
it hereafter. Therefore, they asked to be excused from taking 
part in this proceeding. 


COAL TO ZION, ILL. 


Reparation to the basis of a subsequently established rate, 
on six carloads of coal, moving from Epworth and Posey, Ind., 
to Zion, Ill., in October and November, 1920, was asked by A. E. 
Hueneryager, traffic manager for the complainants in No. 13447, 
Zion Institutions and Industries vs. Evansville Suburban & New- 
burgh Railway et al., at the hearing on that case, before Ex- 
aminer Gault, in Chicago, April 24. The owner of the complain- 
ing industries, Wilbur Glenn Voliva, had among other things, 
the witness said, a coal yard and for it he ordered the coal on 
which reparation was asked. He was assessed a rate of $3.57 
of which 42 cents was the proportional to Evansville, and the 
balance the Evansville group rate to Zion. The distance from 
the mines at Epworth and Posey was 8 and 18 miles, respec- 
tively, and the carriers, in June, 1921, after a complaint had been 
brought against the assessment of the proportionals on coal 
moving into Chicago, voluntarily abolished them and substi- 
tuted therefor a 214-cent differential over the Evansville rate. 

The Evansville rate had been reduced to $3.06% two months 
Previously so that the through rate to Zion became $3.09. That 
was the basis to which reparation, amounting to $146.12, was 
asked. The Press Coal Company of Chicago, which shipped 56 
cars from the same mines during the year of 1920, intervened, 
over the objections of the defendants, who claimed that to bring 
Man additional destination broadened the issues. The carriers 
asserted that the proportionals as charged were reasonable for 
the service performed, and denied that the subsequent reduction 
of the rate was an admission of unreasonableness. 


Cc. |. & W. BONDS 


' The Cincinnati, Indianapolis & Western has been authorized 
y the Commission to pledge and repledge, from time to time, 
re or any part of $400,000 of first mortgage 5 per cent gold 
onds as collateral security for short-term bank loans. 
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LOSS OF OR INJURY TO GOODS 


Law as to Interstate Shipments Dependent Upon Acts of Con- 
gress, Bill of Lading, and Common-Law Rules Applied in 
Federal Tribunals: 

(Supreme Court of Errors of Connecticut.) Under the Car- 
mack amendment to the interstate commerce act (U. S. Comp. 
St., sec. 8604a. 8604aa), the rights and liabilities of parties in 
actions relating to interstate shipments, in either the state or 
federal courts, depend upon acts of Congress, the bill of lading, 
and the common-law rules as accepted and applied in federal 
tribunals—New England Fruit & Produce Co. vs. Hines, Di- 
rector-General of Railroads, 116 A. Rep. 243. 

Carmack Amendment Does Not Oust State Courts of Jurisdiction 
in Cases Relating to Interstate Shipments: 

The Carmack amendment to the interstate commerce act 
(U. S. Comp. St., sec. 8604a, 8604aa) does not oust the state 
courts of jurisdiction in cases of interstate shipments, but re- 
quires that the rights and liabilities of the parties in actions 
in a state court for damages arising from an interstate shipment 
shall be determined in accord with the federal statutes relating 
thereto and the common-law rules as to common carriers’ lia- 
bility accepted and applied in the federal courts.—Ibid. 

Matters Relating to Remedy Depend Upon Law of Place Where 
Suit Is Brought: 

Generally, matters respecting the remedy, such as the form 
of action, the sufficiency of the pleadings, and rules of evidence, 
depend upon the law of the place where the suit is brought.— 
Ibid. 

State’s Rules of Pleading and Evidence Applicable in Actions 
as to Interstate Shipments in State Court, but Rights of 
Parties Governed by Federal Laws and Decisions of Federal 
Courts: 

An action based on an interstate shipment may be tried in 
the state courts under the state’s rules of pleading and evidence, 
but as to the rights of the parties the courts must be governed 
by federal statutes relating to interstate shipments and by the 
common-law rules as to common carriers’ liability accepted and 
applied in the federal courts, under the Carmack amendment to 
the interstate commerce act (U. S. Comp. St., sec. 8604a, 8604aa). 
—Ibid. 

Carrier Not Insurer Against Delay in Transportation of Goods: 
A carrier is not an insurer against delay in the transporta- 

tion of goods, its duty to deliver within a reasonable time being 

an implied contract ingrafted by the law upon the common-law 
duty of a carrier to carry safely.—lIbid. 

Shipper of Tomatoes Held to Have Burden of Proof as to Delay 
and Failure to Ventilate Car: 

In shipper’s action for delay in a shipment of tomatoes and 
for failure to ventilate the car as required by the bill of lading, 
the shipper had the burden of proving the carrier’s breach of 
its implied contract to deliver within a reasonable time, and of 
the provision of bill of lading providing for ventilation of the 
car.—Ibid. 

Shipper of Tomatoes Held to Have Burden of Proving Negligence 
Proximate Cause of Decay: 

In action by shipper of tomatoes for damage caused by neg- 
ligent failure to ventilate the car, the shipper had the burden 
of proving that the negligence was the proximate cause of the 
decay of the tomatoes, in the absence of a provision as to the 
burden of proof in the bill of lading.—Ibid. 

Burden of Proof Governed by Bill of Lading Introduced in 
Evidence: 

Where the bill of lading was offered in evidence and made 
an exhibit in the case, and the defendant offered evidence in 
regard to the issuance of the waybill, a bill of lading governed 
as to the burden of proof, though the plaintiff did not base its 
cause of action on the bill of lading exclusively, or make it a 
part of the complaint, and though defendant did not refer to it 
in the answer.—Ibid. 

Interstate Shipments Deemed to Have Been Made Under Uniform 
Bill of Lading: 

In view of the uniform bill of lading prescribed by the 
Interstate Commerce Commission, all interstate shipments are 
deemed to be under the rights and liabilities thereof.—lIbid. 
Carrier Must Plead Stipulations of Bill of Lading Relied on to 

Exempt It from Liability: 

A carrier relying on stipulations in bill of lading to exempt 
it from a common-law liability must plead stipulations.—Ibid. 
Bill of Lading Obligating Carrier to Perform Specific Acts Does 

Not Terminate His Common-law Duty to Take Other Rea- 

sonable Precautions: 

The fact that there was a contractual obligation to perform 
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some specific acts as to ventilation in the bill of lading did not 
relieve carrier from the common-law duty to use reasonable care 
to prevent the decay of perishable goods.—Ibid. 

Shipper Limited to Grounds of Negligence Specifically Alleged: 

Shipper suing carrier for damage to goods, having set forth 
specific grounds of negligence, could not recover on the grounds 
of negligence not specified.—Ibid. 

Abstract Charges Without Setting of Facts to Make Them Ap- 
plicable Properly Refused: 

Refusal of charges constituting mere statements of law in 
the abstract, without any setting of facts to make them applica- 
ble to the case, held proper.—lIbid. 

Refusal of Requested Charges Covered by the Given Charge Not 

Error: 

Refusal of charges sufficiently covered by the charge given 
was not error.—Ibid. 

Stipulation in Bill of Lading Limiting Time for Filing Claims 

Valid: 

(Supreme Judicial Court of Maine.) A stipulation in a bill 
of lading for an interstate shipment, “As conditions precedent 
to recovery claims must be made in writing to the originating 
or delivering carrier within six months after delivery of the 
propertty * *.-* or, in case of failure to make delivery, then 
within six months * * * after a reasonable time for delivery 
has elapsed,” is valid—-R. P. Hazzard Co. vs. Maine Cent. R. Co., 
116 A. Rep. 258. 

Letter to Carrier Held Not to Constitute “Claim in Writing” 

Required Under Bill of Lading: 

A letter to carrier, Referring to our shipment of May 12 of 
14 cases shoes numbers 3683/84 and 8774/8785, inclusive, to 
the B. Co., care of F. L. M. Co. that Mr. L. had up with you 
yesterday relative to there being two cases short, numbers 8778 
and 8780. We trust you can locate the same at once with wire 
tracer as suggested”—was not a sufficient claim, under a stipu- 
lation in the bill of lading of an interstate shipment providing 
that claims in writing must be made within six moths.—Ibid. 
What Constitutes “Reasonable Time for Delivery” Stated as 

Affecting Time for Making Claim: 

. “A reasonable time for delivery” within a clause in a bill 
of lading requiring that claims be made in writing within six 
months after a reasonable time for delivery has elapsed, means 
the time required conveniently to make transportation and de- 
livery in the ordinary course of business, and not the expiration 
of such a period as would indicate a strong probability that the 
goods would never in fact be delivered.—Ibid. 

“Conversion” Defined; Negligence in Losing Goods Is Not Alone 

Sufficient to Constitute Conversion: 

(Supreme Court of Nebraska.) Conversion is an unauthor- 
ized act of dominion or ownership, exercised by one person over 
the personal property of another. Negligence of a railway com- 
pany, however, extreme, and the consequent foss of goods, in 
its hands for transportation, is not alone sufficient to constitute 
conversion. The act alleged to be a conversion must be positive 
and tortious.—Colley vs. Chicago & N. W. Ry. Co,, 187 N. W. 
Rep. 98. i 2 
Where Carrier Refuses to Deliver Goods Except on Payment of 

an Illegal Demand, Detention Thereof Constitutes Conver- 

sion: 

Where a railway company makes a positive refusal to deliver 
goods to a consignee, entitled to their possession, except upon 
a condition which has no legal foundation and which does not 
rest upon reasonable grounds or contentions, its declared refusal 
to deliver would obviate the necessity of the consignee making 
any express and formal demand for the goods, and such wrongful 
detention of and dominion over the goods by the railway com- 
pany would constitute conversion.—Ibid. 


After Carrier Has Converted the Goods and Consignee Accepts a 
Return of Them, He Is Entitled to Damages for Their De- 
preciation: care 
Where, after such conversion, the consignee accepts a return 

of the goods, but they are returned to him in a damaged con- 

dition, he is entitled to recover damages to cover the deprecia- 
tion in their value.—Ibid. 

Company Suable on Cause of Action Accruing Prior to Federal 
Control: 

Where the cause of action against the railway company ac- 
crued prior to the time that the United States government, 
through its Director-General, took control of the railroad, the 
fact that the Director-General took control and received posses- 
sion of the goods which had been converted would not affect the 
plaintiff’s right of action in conversion against the railway com- 
pany.—Ibid. 

Objection That Verdict Exceeds Value in Bill of Lading May 

Not Be Considered Where Not Pleaded: 

A carrier’s objection that a verdict for damage to goods is 
excessive because exceeding their value declared in the bill of 
lading cannot avail upon appeal where not pleaded or in any 
way raised by the pleadings.—Ibid. 

Evidence Held Insufficient to Support Judgment Against Carrier 
for Loss of Contents of Valise: 


(Supreme Court, Appellate Term, First Department.) In an 
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action for loss of contents of a valise, evidence held insufficient 
to support a judgment for plaintiff—Silverman vs. New York 
Transfer Co., 192 N. Y. S. 799. . 


BILLS OF LADING 

Indorsement of Bill of Lading Intended to Pass Title Has That 
Effect: 

(Supreme Court of Washington.) The effect to be given an 
indorsement of a bill of lading depends on the intetnion of the 
parties, and, where they intend title to the goods to be passeq 
thereby, that will be the effect of the transaction—Wickens ys, 
Scheuer et al., 204 P. Rep. 780. 

Facts Held to Show Intent to Pass Title by Indorsement of Bill 
of Lading: 

A letter of credit issued to an importer which required the 
draft against it to be attached to bill of lading for the goods 
purchased, indorsed to the bank issuing the letter and required 
the documents of title to be forwarded to the bank and the goods 
to be insured for its protection, shows the intention of the par. 
ties by the indorsement of the bill of lading to vest the title to 
the goods in the bank as soon as the bills of lading were deliy- 
ered and the money advanced in accordance with the letter of 
credit.—Ibid. 

Ignorance of Sale by Agent of Indorser of Bill of Lading to Bank 
as Security for Advances Does Not Prevent His Acting as 
Agent of Bank, as Respects Question of Title in Bank: 
Where an importer of goods had transferred title thereto 

by indorsing the bill of lading with that intent to a bank which 

advanced the money for the purchase price, and the bank di. 

rected the delivery of the goods to an agent for the importer, 

who received and disposed of them without knowing of the sale 
to the bank, the fact that the agent was in ignorance of the sale 

did not prevent his conduct in the transaction from being that 

of an agent for the bank, and did not change the legal status 

as to title as respects creditors of the importer.—Ibid. 

Surrender of Goods to Agent of Buyer Held Not to Defeat Trans. 
fer of Title by Indorsement of bill of lading: 

A transfer of title by indorsement of bills of lading covering 
sea and land transportation is not defeated as between the 
parties by delivery of the goods to an agent designated by the 
buyer at the termination of the sea voyage.—Ibid. 
Indorsement of Bill of Lading to Bank Advancing Purchase Price 

Held Not Invalid as to Creditors: 

A transfer of title of goods by an importer by indorsing bill 
of lading to a bank advancing the purchase price is not invalid 
as against the creditors of the importer because of the importer’s 
right to obtain the goods by paying the purchase price, where 
the importer had never been in possession of the goods.—Ibid. 
Non-Resident Seller’s Right to Obtain Goods on Paying Draft 

on Price Held by Bank Is Not Attachable: 

The right of an importer of goods who had parted with title 
thereto to regain them on paying the draft for the purchase price 
is. not such an interest in property as would be the subject of 
attachment, and the attachment of such right does not give the 
a jurisdiction over the importer, who was a non-resident— 

id. 
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Rate-making Is Intended to Secure Rates Just and Reasonable 
as to All: 

(Supreme Court of Washington.) Rate-making for carriers 
is not a scientific process, but is intended to secure rates which 
shall be as nearly as possible just and reasonable to all parties 
concerned, and to provide that all persons shipping similar prod- 
ucts under similar circumstances for like distances should he 
treated alike as nearly as possible, and should not be discril 
inated against.—Public Service Commission of Washington ¢ 
al. vs. State ex rel., Great Northern Ry. Co., 204 P. Rep. 791. 


Rates Need Not Be Exactly the Same for All Shippers: 

The Public Service statute does not contemplate that the 
charge by a carrier for a particular service shall always be 
exactly the same to all shippers, which would be impossible 9 
accomplishment, so that the commission cannot, in establishiné 
rates, consider all the services performed by individual shipper 
which enable the carriers to transport the product more cheaDly. 
—Ibid. 

Services by Shipper Held Compensated by Improved Shipping 

Services So as Not to Entitle It to Cheaper Rates: 

The services rendered by a shipper in providing trainloads 
of its goods all loaded and ready to move, and in providing sP* 
cial facilities for unloading trains at destination, including crew’ 
to work at night, so that there was no loss in the use of the 
cars, are compensated for by the improved services the shippe 
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obtains, and do not entitle it to cheaper rates for the transporta- 
tion.—Ibid. 
Rates Cannot Be Made for Trainload Shipments: 

In establishing rates for carriers, the commission cannot 
consider the fact that a shipper ships in trainload lots, tending to 
make the cost of transportation less, since allowing lower rates 
upon a condition which only a few shippers could meet would be 
an injustice to others.—Ibid. 

Only Services by Shippers of Material Consequence Entitled to a 

Reduced Rate: 

Services rendered by a shipper which reduced the cost of 
transportation are not in all cases to be disregarded in fixing the 
rate charged by the carrier, but that should be considered only 
when they are of such importance that they at once distinguish 
such shippers from others, and are individual acts of material 
consequence, and not numerous acts each of small significance. 
—Ibid. 

Courts Should Be Slow to Interfere with Discretion: 

The Public Service Commission, now the Department of Pub- 
lic Works, is invested by the statute with broad powers, and the 
court should be slow to interfere with its discretion.—lIbid. 


Similar Rate by Other Carriers for Like Shipment Does Not 

Alone Justify Rate: 

The fact that the average logging rate of other railroads for 
transportation of logs for a similar distance is the same as that 
fixed by the commission in the particular case does not alone 
justify the rate fixed, since the commission, in comparing the 
rates, should consider, not only the distance of the haul, but the 
amount of competition and the investment in the particular 
roadbed and equipment, and other like circumstances, and the 
average rate for hauling logs is especially unfitted as a basis, 
in view of the commission’s finding that the logging rates of the 
state as a whole were inequitably constructed, and in many 
cases were neither fair nor just, and its statement that it was 
investigating all of such rates with a view of establishing a 
fair and equitable tariff.—lIbid. 


Statute Construed to Avoid Doubtful Constitutional Questions, if 
Possible: 

Where a statute is susceptible of two constructions, by one 
of which grave and doubtful constitutional questions arise, and 
by the other of which such questions are avoided, the latter con- 
struction should be adopted.—State of Texas vs. Eastern Texas 
R. Co. et al. State of Texas et al. vs. United States et al., 42 Sup. 
Ct. 281. 

Amendment to Interstate Commerce Act Read in Connection 
with Whole Act, as Respects Incidental Regulation of Intra- 
state Commerce: 

Transportation Act, 1920, Sec. 402, which amended Inter- 
state Commerce Act, Sec. 1, by adding new paragraphs thereto, 
must be read in connection with it and with the other amend- 
ments of it, which show an intention to regulate interstate and 
foreign commerce, and to affect intrastate commerce only as in- 
cidental to such regulation, so that the broad language of the 
added paragraphs will not be considered to depart from such 
purpose, unless they so plainly declared.—lIbid. 


Interstate Commerce Commission Cannot Authorize Discontinu- 
ance of Intrastate Service Which Cannot Affect Interstate 
Commerce: 

Transportation Act, 1920, Sec. 402, pars. 18 to 20, which were 
added as amendments to Interstate Commerce Act, Sec. 1, and 
which authorized the Interstate Commerce Commission to per- 
mit railroads to abandon the operation of their lines, do not 
authorize the Commission to permit a railroad which owned only 
one line, situated wholly within a single state, to abandon its 
line so far as intrastate commerce was concerned.—Ibid. 


SALE OF EQUIPMENT CERTIFICATES... 


Director-General Davis has announced additional sales at 
par, plus accrued interest, of railroad Equipment Trust Certifi- 
cates maturing January 15, 1923, to January 15, 1935, inclusive, 
now held by the government to Dillon, Read & Co., New York, 
Grand Trunk Western Railway Company, $1,790,100; Schibener, 
Boenning & Co., Philadelphia, Pa., $456,300; Biddle & Henry, 
Philadelphia, Pa., Western Maryland Railway Company, $494,000. 

The sales comprise approximately two-thirds of all the ma- 
turities of these equipment trust issues. The balance of one- 
third of all maturities will be stamped as subordinated, in accord- 
ance with the agreement as amended under the plan recently 
announced. 

The total amount of equipment trust certificates sold by the 
government to date at par, plus accrued interest, is $251,950,700. 


TOLEDO TERMINAL BONDS 
The Commission has authorized the Toledo Terminal Rail- 
toad Company to procure authentication and delivery to the 
applicant’s treasurer of not to exceed $400,000 of first mortgage 
4% per cent gold bonds in respect of additions and betterments 


heretofore made and to be made in 1922 and 1923. The bonds 


are to be held by the company until the further order of the 
ommission. 
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Courts Cannot Question Requisition of Foreign Vessel by Its Gov- 

ernment in Foreign Port: 

(Circuit Court of Appeals, Fourth Circuit.) The sanction of 
a foreign government, evidenced by its use of a vessel of its 
nationality requisitioned in a foreign port, is conclusive in the 
courts of this country as to the legality of the notice of requisi- 
tion and the right of the government to take over the vessel.— 
The Isle of Mull, Isles Steamshipping Co., Limited, vs. Gans 
Steamship Line et al., 278 F. Rep. 131. 


Has Jurisdiction to Adjust Equities Between Owner and Char- 
terer of Requisitioned Vessel: 

A court of admiralty has jurisdiction to determine whether 
the charterer of a foreign vessel, which was requisitioned by its 
own government during the term of the charter, has an equit- 
able right against the owner to the portion of the amount paid 
by the government for the use of the vessel which exceeded the 
amount due under the charter, on the theory that the owner had 
been unjustly enriched to that extent.—Ibid. 

Owner Not Liable for Surplus Hire Under Requisition Which 

Frustrates Charter: 

If the charter of a vessel is frustrated by the requisition of 
the vessel by its government during the term of the charter, the 
charterer is not entitled under the British law to recover from 
the owner the difference between the amount paid the owner by 
the government for the use of the vessl and the charter price, 
any more than the charterer would be liable to pay the owner 
the difference, if the payments under the charter exceeded those 
from the government.—Ibid. 


Government Requisition, Probably Extending Beyond Term, Frus- 
trates Charter: 

The requisition of a chartered vessel by its government 
frustrates the charter, if the requisition is for a definite period 
extending beyond the term of the charter, or if it is indefinite, 
but the circumstances indicate it will probably extend beyond 
the term of the charter, though a requisition for a period less 
than the term of the charter merely suspends the charter during 
the period of the requisition.—Ibid. 


Requisition of Vessel by British Government in 1915 Held to 

Frustrate Charter Expiring in 1918: 

Where a British vessel, under charter to an American cor- 
poration which would expire in 1918, was requisitioned by the 
British government in 1915, at a time when it was obvious the 
war would continue until the military exhaustion of one side, and 
that Great Britain would need to mobilize her entire shipping to 
meet the losses occasioned by submarines, the circumstances 
indicated that the use of the vessel would probably continue, 
as it did, until after the term of the charter expired, so that 
the charter was frustrated and the charterer cannot recover 
from the owner the amount received from the British government 
in- excess of the charter hire.—Ibid. 


Limited Liability Statute to Be Liberally Construed: 

(District Court, W. D., Washington, N. D.) The limited 
liability statute (Rev. St. Sec. 4283-4285 (Comp. St. Sec. 8021- 
8023) was enacted for the benefit of the shipping interest, and 
should be construed in a spirit of fairness, with a view of giving 
the shipowner the full benefit of the immunities intended.— 
Petition of Canadian Pac. Ry. Co., The Princess Sophia, 278 F. 
Rep. 180. 

Insurance Not Part of Owner’s Interest in Vessels 

Under Rev. St. Sec. 4283 (Comp. St. Sec. 8021), providing that 
in certain cases a shipowner shall not be liable beyond the value 
of his interest in the vessel and her pending freight, insurance 
collected by him for loss of the vessel when the event occurred 
for which he seeks limitation of liability, is not a part of his 
interest in the vessel, and is not required to be surrendered 
under section 4285 (Comp. St. Sec. 8023).—Ibid. 
Owner of Foreign Ship May Limit Liability: 

The owner of a foreign vessel may limit his liability, under 
Rev. St. Sec. 4283-4285 (Comp. St. Sec. 8021-8023) .—Ibid. 

“Privity or Knowledge” of Shipowner: 

“Privity or knowledge,” as used in Rev. St. Sec. 4283 (Comp. 
St. Sec. 8021), imports actual knowledge of the things causing or 
contributing to the loss, or knowledge or means of knowledge 
of a condition of things likely to produce or contribute to the 
loss without adopting proper means to prevent it.—Ibid. 

Owner Appointing Competent Agents Not Liable for Their Negli- 
gence or Default, “Privity or Knowledge”: 

Where the owner in good faith appoints a competent agent to 
equip, man or maintain a vessel or her machinery, any acts of 
omission or commission of the agent, not participated in per- 
sonally by the owner, do not constitute “privity or knowledge,” 
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within the meaning of the limitation of liability statute (Rec. St. 

Sec. 4283 (Comp. St. Sec. 8021) ).—Ibid. 

Privity or Knowledge of Corporation Must Be That of Its Man- 
aging Officers: 

The privity or knowledge of a corporation shipowner, which 
will preclude its limitation of liability under Rev. St. Sec. 4283- 
4285 (Comp. St. Sec. 8021-8023) must be that of the managing 
officers of the corporation.—Ibid. 

Certificates of Inspection Held Conclusive Evidence of Proper 

Equipment: 

An unexpired certificate of inspection by Canadian authori- 
ties, held by a Canadian steamship at the time of her sinking, and 
a United States certificate issued pursuant to Rev. St. Sec. 4400, 
as amended (Comp. St. Sec. 8152), held to establish that she 
was properly equipped.—lIbid. 

Statute Prescribing Qualifications Held Not to Apply to Foreign 
Vessels: 

The provision of Seamen’s Act, March 4, 1915, Sec. 13 (Comp. 
St. Sec. 8363a), that no vessel of 100 tons gross and upward, 
except those navigating rivers exclusively and the smaller in- 
land lakes, and except as provided in section 1 of this act (sec- 
tion 8306), shall be permitted to depart from any port of the 
United States unless she has on board a crew having certain 
stated qualifications, held not to apply to foreign vessels.—Ibid. 
Foreign Vessels Subject to Regulatory Statute: 

The proviso to Rev. St. Sec. 4488, added by amendment by 
Seamen’s Act, March 4, 1915, Sec. 14 (Comp. St. Sec. 8258), “that 
foreign vessels, leaving ports of the United States, shall comply 
with the rules herein prescribed as to life-saving appliances, 
their equipment and the manning of same,” applies only to such 
foreign vessels as are subject to the operation of the original 
section, as defined in Rev. St. Sec. 4400 (Comp. St. Sec. 8152). 
Jones Act Not Retroactive: 

Seamen’s Act, March 4, 1915, c. 153, Sec. 20 (Comp. St. Sec. 
8337a), as amended by Jones Act, June 5, 1920, Sec. 33, enlarg- 
ing the right of action for injury or death of seamen, is not 
retroactive, and does not apply to causes of action accruing 
prior to its enactment.—Ibid. 

Liability for Injury to Passengers or Their Effects From Viola- 
tion of Statute Cannot Be Limited: 

Rev. St. 4493 (Comp. St. Sec. 8269), providing that vessels 
and owners shall be liable to passengers or their effects caused 
by failure to comply with statutory requirements to the full ex- 
tent of the injury, is supplementary to section 4283 (Comp. St. 
Sec. 8021), which declares the basic law of liability, and liability 
for damage coming within the provisions of section 4493 cannot 
be limited either by owners or domestic vessels or of foreign 
vessels invoking limitation of liability under section 4283.—Ibid. 


On Rehearing 


Violation of Navigation Rules Does Not Subject Owner to Un- 
limited Liability for Damage to Passengers: 

Failure to comply with International Navigation Rules 
(Comp. St. Sec. 7834 et seq.) does not subject the shipowner to 
unlimited liability for damage to passengers or their effects, 
under Rev. St. Sec. 4493 (Comp. St. Sec. 8269), which deprives 
such owner of the right to limit liability for such damage only 
when “it happens through any neglect or failure to comply with 
the provisions of this title,” of which the navigation rules are 
not a part.—Ibid. 


Neglect of Watchman Not With Privity of Owners 

While neglect of a shipowner to provide watchman, as re- 
quired by Rev. St. Sec. 4477 (Comp. St. Sec. 8247), would render 
such owner liable under section 4493 (Comp. St. Sec. 8269) for 
injuries to passengers or their effects which happen through such 
neglect, the neglect of a watchman provided to perform his duty 
is without privity of the owner.—Ibid. 


“Coastwise Steam Vessel” Defined: 

“Coastwise seagoing steam vessels,’ required by Rev. St. 
Sec. 4401 (Comp. St. Sec. 8153), to have a licensed pilot, are 
vessels engaged in the domestic trade or plying between port 
and port in the same country, as distinguished from those en- 
gaged in foreign trade, and the provision does not apply to for- 
eign ships.—Ibid. 

Vessel Held Not Liable for Freezing of Lemon Cargo: 

(District Court, E. D., New York.) A steamship held not 
liable for damage to a cargo of lemons by freezing, where a part 
was shipped on a bill of lading expressly excepting damage by 
frost and the remainder on a bill excepting perils of the sea 
and loss or damage occasioned by causes beyond the carrier’s 
control, and by reason of exceptionally stormy weather the ship 
was driven from her course, her rudder broken, and she was 
compelled to make the port of Halifax for repairs, where the 
freezing occurred without any negligence on her part.—The 
Angelo Toso, 278 F. Rep. 212. 


OKLAHOMA NORTHERN CONSTRUCTION 


The Oklahoma Northern Railroad Company has applied to 
the Commission for authority to construct a railroad, from 
Vinita, Okla., to Coffeyville, Kan., a distance of 42 miles. The 


applicant says the proposed line will tap a rich agricultural and 
coal region. 
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EMERGENCY COAL RATES 
The Trafic World Washington Bureay 


The Commission has given special sixth section permission 
to the Chesapeake & Ohio and the Norfolk & Western, to pub- 
lish rates from mines in West Virginia and Kentucky to steel pro- 
during points around Pittsburgh, on the basis of 30 cents per ton 
higher than the rates to Pittsburgh proper. They are to be pub- 
lished on five days’ notice and to remain in effect six months 
from their operative date. : 

This provision for carrying coals to New Castle is in the 
nature of a precaution against any pinching of industries in the 
Pittsburgh district by the strike in the mines in that part of the 
country. It was not certain at the time the two railroads were 
authorized to publish the rates there would be any movement 
thereunder. 

The destinations to which the rates are to apply are Home- 
stead, Ranking, Clairton, South Duquesne, Munhall and Bessemer. 
From New River mines on the Chesapeake & Ohio the rate to 
Pittsburgh is $3.18. From the Logan, Kanawha, and northeast- 
ern Kentucky mines to Pittsburgh the rate is $3.08. Adding 
30 cents a ton to each gives rates of $3.48 from New River and 
$3.38 from Logan. 

The rates from mines on the Norfolk & Western to the 
same destinations from corresponding points of origin on the 
Norfolk & Western rails, will be the same. The coal that may 
move on these rates in the event the strike creates a scarcity in 
the Pittsburgh district, will have to move in a roundabout way, 
much of it through Columbus, O., and then eastward over the 
lines serving the Pittsburgh district. 

At the beginning of the week ended April 22 the reports to the 
National Coal Association and other agencies in Washington 
receiving reports as to the effect of the strike, showed more than 
30,000 cars of coal on mine sidings awaiting billing. That is to 
say more than 1,500,000 tons of coal were ready for delivery to 
customers who had not appeared. Most of the cars were in the 
West Virginia and Kentucky fields, from which these emergency 
rates will apply. 


RATES ON FROZEN EGGS 


Hearing in No. 13079, H. J. Keith Co. and the John Layton 
Co., Inc., vs. Director-General, was begun before Examiner P. F. 
Gault, in Chicago, April 28. The case involved the rates on 
frozen and dried eggs and egg products, imported from China, 
and shipped from Seattle, San Francisco and other Pacific ports 
to various points throughout the United States, during the period 
of federal control. Over $100,000 in reparation and the waiving 
of $100,000 in undercharges are asked by the complainants. 

According to the complaint, drawn by Luther M. Walter, 
the egg jobbers, both located in Boston, paid the full com- 
modity shell-egg rate of $2.50 after June 25, 1918, at which time 
General Order 28 resulted in the cancellation of an import com- 
modity rate on Chinese eggs of $1.50. Subsequently, according 
to H. J. Keith, president of the Keith company, the shell-egg 
rate was reduced to $2. It was not until February, 1921, he said, 
that the Director-General presented bills for undercharges to 
the basis of the class rates on egg albumen in metal cans, 
third class; dried eggs, second class; and liquid egg yolks in 
barrels, first class. These rates were $3.69, $3.061%4 and $4.25, 
respectively. 

In addition to disclaiming the justness of the undercharge 
bills, the complainants contended that the rates as charged 
were unreasonable to the extent that they exceeded $1.50. That 
accounted for the claim for $100,000 in reparation. Early in the 
hearing, however, it developed, during cross-examination of Mr. 
Keith by John F. Finerty, assistant general counsel for the 
Director-General, that the witness’s company had acted merely 
as broker and that the freight charges as borne were passed 
back to the importer at the Pacific port. This limited the issues 
to the assessment or waiving of the undercharges. 


Cc. & W. I. LOAN DENIED 

The Commission has denied an application of the Chicag0 
& Western Indiana for a loan of $2,000,000, for additions and 
betterments to way and structures. The request for the loan 
was made in an application for a loan of $18,000,000. The Com- 
mission, on August 14, 1920, authorized a loan of $8,000,000 
and deferred consideration of the request for $2,000,000 for 
additions and betterments. The Commission asked for addi- 
tional information in October, 1921, but the carrier did not 
supplement the original application, the Commission said. 


D. & H. BONDS 


The Delaware & Hudson has been authorized by the Com 
mission to issue $7,500,000 of 15-year 51%4 per cent gold bonds and 
to sell them at not less than 95 per cent of par and accrued 
interest, for the purpose of discharging and refunding existiné 
obligations, and reimbursing its treasury for expenditures for 
additions and betterments, and investment in affiliated com: 
panies. Kuhn, Loeb & Co. and the First National Bank of NeW 
York City will buy the bonds. 
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Traffic Lesson No. IX 


The Consolidated Freight Classification—Ninth Lesson in the Course Written for the Traffic World 
by Grover G. Huebner, Ph. D., Professor of Transportation and Commerce, 
University of Pennsylvania—(Copyrighted) 


The origin of the Consolidated Freight Classification, the 
operations of the classifications committees, the terms or num- 
per of classes in which class ratings are assigned, and the 
factors considered in classifying traffic were described in the 
preceding lesson. The purpose of Lessons No. 9 and No. 10 is 
more specifically to define the application of the Consolidated 
Freight Classification and to analyze the more important ship- 
ping rules and regulations contained in it. 

The boundaries of Official Classification territory are offi- 
cially stated to be as follows: 


Beginning at Atlantic Ocean, via the international boundary line 
of United States and Canada, thence to and through the St. Lawrence 
River, Lake Ontario, Lake Erie, Detroit River, Lake St. Clair, St. 
Clair River, Lake Huron, Straits of Mackinac, east and south banks 
of Lake Michigan to and including Chicago, Ill.; thence on and south 
of the A. T. & S. F. R. R. to and including Peoria; thence via the 
east bank of the Illinois River to its junction with the Mississippi 
River; thence via the east bank of the Mississippi River, but including 
St. Louis, Mo., to its junction with the Ohio River; thence via the 
north bank of the Ohio River to North Kenova, Ohio; thence on and 
via the Norfolk & Western Ry. through Roanoke, Lynchburg and 
Petersburg, Va., to and including Norfolk, Va.; thence via the 
Atlantic Ocean to point of beginning. 


' 
? 


Southern Classification territory is defined as follows: 


South of a line drawn from but not including Norfolk, Va., via 
Norfolk & Western Ry., through Petersburg, Lynchburg and Roanoke, 
Va., to Ohio River; thence on and south of the south bank of Ohio 
River to the Mississippi River; thence on and east of the east bank 
of Mississippi River to the Gulf of Mexico. 


The boundaries of the Western Classification territory are: 


Beginning at Sault Ste. Marie, Mich., south of international 
boundary line to Pacific Ocean, east of Pacific Ocean to boundary line 
of Mexico and United States; north of boundary line of Mexico and 
the United States and the Gulf of Mexico; on and west of the west 
bank of Mississippi River to a point just opposite the mouth of the 
Illinois River; thence via the west bank of the Illinois River to 
Peoria, Ill.; thence on and via the A. T. & S. F. R. R. to and includ- 
ing Chicago, Ill.; thence via the west bank of Lake Michigan; thence 
through Straits of Mackinac and Lake Huron to point of beginning. 


Extra-territorial Application 


While these three boundaries indicate the general applica- 
tion of the three major classifications, it must be understood 
that each classification is applicable to a large amount of traffic 
passing to or from certain parts of a given classification ter- 
ritory from or to other parts of the United States. For example, 
trafic from New Orleans, Greenville, Vicksburg, Natchez and 
a number of related points near the Gulf of Mexico, to the ter- 
ritories of the Canadian, New England, Trunk Line and Central 
Freight Association east of the Illinois state line is governed 
by the Official Classification. Similarly, traffic from Central 
Freight Association territory east of the Illinois state line, and 
from Cairo, Memphis, Chicago, Milwaukee, Peoria, Springfield, 
St. Louis and St. Paul rate groups to Gulfport, Memphis, Mobile, 
New Orleans, Pensacola and Vicksburg rate groups are governed 
by the Southern Classification. The Western Classification ap- 
Dlies on traffic originating in Alabama, Georgia, Florida, Mis- 
sissippi, North Carolina, Tennessee and Virginia, when moving 
from the Ohio River crossings (Brookport, Cairo, Cincinnati, 
Evansville, Jeffersonville, Louisville, New Albany and Thebes) 
to Duluth, Minneapolis, St. Paul or Winona, Minn. Inasmuch 
as tariff always indicates its governing classification on the title 
page, the territorial application of a classification is of much 
less importance to the rate reader than to the rate maker. 

A detailed statement of extra-territorial application of each 
Classification may be found in the appendix to the official map 
of freight classification territories and traffic association. The 
complete statement of extra-territorial applications embodies 
twenty printed pages. 

Billing Rules 


Rule 1 of Consolidated Freight Classification No. 2 provides 
that property offered for transportation under the Official and 
vestern classifications, if not subject to the terms of the uniform 
bill of lading or the carrier’s export bill of lading, and under 
the Southern Classification, if not subject to the carrier’s bill 
of lading, shall be carried at rates 10 per cent higher than if 
Carried subject to these terms and that the minimum increase 
Shall in any case be at least one cent per 100 pounds. 

Rule 2 cites the penalties imposed in section 10 of the inter- 
State commerce act for false billing by carriers, their officers 
or agents and for false representation by shippers. It also pro- 
Vides that agents shall inspect the contents of packages or cars 
When they believe it necessary, and that when property is found 
to have been incorrectly described, corrections shall be made 





and freight charges must be collected according to proper de- 
scription. Shippers are advised that billing descriptions should 
conform to classification descriptions and that shipping orders 
and bills of lading for less-than-carload shipments must specify 
the number of articles, bundles, packages or pieces. 

Additional billing instructions are contained in rule No. 7, 
which provides that “the name of only one shipper, one con- 
signee and one destination shall appear on a shipping order 
or bill of lading,’ subject, however, to the proviso that the 
shipping order or bill of lading may specify the name of a 
party at the same destination to be notified of the arrival of 
the shipment. The issuing of a bill of lading for a shipment 
destined to one point with the consignee’s address or instruc- 
tions to notify the consignee or other party at another point is 
permitted only in case the shipment is consigned to a river 
landing or other point inaccessible to carrier’s deliveries; or, in 
case the consignee or party to be notified is located at a prepay 
station, on a free delivery route or in the interior, making it 
necessary to bill the shipment to an open station designated 
by the shipper; or when the destination station and the con- 
signee’s post office address adjacent to the station are differently 
named. In case of an order bill of lading, the name of the 
party to whose order the shipment is consigned must be plainly 
shown after the words “to order.” 


Carrier’s Refusal to Accept Freight 


Rules 3 and 4 permit the carriers to refuse acceptance of 
various kinds of freight. The former provides that property of 
extraordinary value, such as bank bills, coin or currency, deeds, 
drafts, notes or valuable papers, jewelry, postage stamps or 
packages with postage stamns affixed, precious metals or articles 
manufactured therefrom, precious stones or revenue stamps, will 
not be accepted for shipment, nor as premiums accompanying 
other articles. The latter provides that the ratings in the 
Consolidated Freight Classification do not obligate the carriers 
to receive freight liable to impregnate or otherwise damage 
equipment or other freight. Such freight may be accepted and 
receipted for “subject to delay for suitable equipment,” or may, 
for lack of suitable equipment, be refused. 


Packing Specifications 


Rules No. 5, No. 40 and No. 41 govern the packing of freight 
offered for transportation. Their principal purpose is to protect 
the railroad companies from losses which would occur if they 
accepted for freight transportation articles inclosed in contain- 
ers not sufficiently strong to protect properly the weight put 
upon them. 


Detailed specifications are given in rules No. 40 and 41. The 
specifications vary with the character and weight of the ship- 
ment. For example, rule 41 contains the following specifications 
for fiberboard and pulpboard boxes without frame: 


Section 2. (a). Fibreboard or pulpboard used in making fibreboard 
or pulpboard boxes, without frames, must be three-ply or more, all 
plies firmly glued together, the outer ply waterproofed and no single 
ply less than .016 of an inch in thickness; except that the board form- 
ing the innermost slide of a triple slide box need not be waterproofed 
nor comply with Mullen test requirements; and 

b When the combined board is not less than .060 of an inch in 
thickness, having a resistance of not less than 175 pounds to the 
square inch, Mullen test, and the outside dimensions of the box, length, 
width and depth added, do not exceed 60 inches, the gross weight of 
the box and its contents must not exceed 40 pounds; or 

(c). When the combined board is not less than .080 of an inch 
in thickness, having a resistance of not less than 200 pounds to the 
square inch, Mullen test, and the outside dimensions of the box, 
length, width and depth added, do not exceed 65 inches, the gross 
weight of the box and its contents must not exceed 65 pounds; or 

(d When the combined board is not less than .100 of an inch in 
thickness, having a resistance of not less than 275 pounds to the 
square inch, Mullen test, and the outside dimensions of the box, 
length, width and depth added, do not exceed 70 inches, the gross 
weight of the box and its contents must not exceed 90 pounds. 


An important feature of the rules governing fiberboard con- 
tainers is that the containers must bear a printed certificate 
of the manufacturer showing that they conform with the classi- 
fication specifications, and when shipments are offered for trans- 
portation in such containers the shipper is required to certify 
on the shipping orders and bills of lading that the containers 
conform to the specifications indicated in the boxmaker’s cer- 
tificate and in the classification. Since the freight charges are 
subject to a 20 per cent increase should any of these require- 
ments be violated, it is incumbent upon the shipper to observe 
them closely. 

In case articles are not packed as the classification requires, 
the following regulations apply: (1) When the specifications in 
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rule 41 for fiberboard, pulpboard, or double-faced corrugated 
strawboard containers are not complied with, freight charges 
“shall be increased 20 per cent with a minimum increase of 2 
cents per 100 pounds.” (2) When the specifications in rule 40 for 
boxes made of iron or steel or wood, wooden crates, pails, firkins, 
kits and tubs, barrels, casks, drums, hogsheads, kegs, tierces, 
packeted metal cans, glass carboys and bags are not complied 
with, the rating on the article in the package that does not com- 
ply shall be one class higher than if packed in a package that 
does comply. (3) This rule also applies when an article is 
shipped in the kind of container specified in the separate descrip- 
tion of the article in the classification but one which does not 
comply with the regulation as in construction, material, closing, 
packing or sealing of the container. (4) When articles are 
shipped in containers of a kind not authorized for such articles, 
their ratings are increased by the varying amounts stated fully in 
rule 5, section 3 (c). (5) When freight is in containers that are 
not of sufficient strength and security “to afford reasonable and 
proper protection,” it will not be accepted by the carrier. (6) 
Freight not packed in containers need not be accepted “when 
inclosure in a container is reasonably necessary for the pro- 
tection and safe transportation of the article.” (7) Articles of 
a kind that are easily broken must be “protected by packing 
material within the container to prevent breakage.” 


Marking Packages 


Rule 6 contains instructions for marking packages of freight 
delivered for transportation at less than carload or any-quantity 
ratings. Each package must be “plainly, legibly and durably” 
marked, showing the name of only one consignee, and of only 
one station, town or city and state to which destined. When 
consigned to a place of which there are two or more of the 
same name in the same state, the name of the county must 
also be shown. When a package is consigned “to order” it 
must also bear an identifying symbol or number, which must 
be shown on the shipping order and bill of lading. When con- 
signed for “export” the name and address of the broker or 
agent at point of export must be shown. All marks are to be 
carefully compared with the shipping order or bill of lading, and 
necessary corrections made by the shipper and all old marks 
must be removed or effaced. A shipment which fully occupies 
the capacity of a single car, or which weighs 24,000 pounds or 
more, when shipped from one station, in one car, in one day, by 
one shipper to a single consignee at one destination need not 
be marked. 


Advances, Prepayments and Guarantees 


Rule No. 8 provides that charges will not be advanced to 
shippers, owners, consignees or their agents, nor to draymen or 
warehousemen for shippers, owners, consignees or their agents. 
Rule No. 9 requires the prepayment or guarantee of all charges 
on shipments which in the judgment of the freight agent at 
point of shipment would not at forced sale realize the charges 
due at destination. “Freight on which prepayment is required 
may, on approval of the general freight department of the 
carrier with which the freight originates, be forwarded on the 
guaranty of the shipper that all charges will be paid at des- 
tination,’ and full explanation of such guaranty is to be made 
on the carrier’s waybills. 


Classification rules governing carload mixtures, minimum 


carload weights and other important shipping practices will be 
included in Lesson No. 10. 





| Personal Notes ) 
8 = See eee 

The following appointments have been announced by the 
Norfolk & Western: W. R. Jones, traveling freight agent, Chi- 
cago; E. R. Ellenberger, soliciting freight agent, Chicago; W. T. 
Kidd, commercial agent, Kansas City; A. Drahos, commercial 
agent, Denver, Colo. 

S. E. Jones, for 25 years traffic manager for the Deere in- 
terests at St. Louis, has been appointed general agent for the 
Louisiana & Arkansas Railway at St. Louis. 

Charles A. Calkin, general agent for the Portland, Me., 
Terminal Company, and a member of the Association of Railroad 
and Steamship Agents of Boston, died at his home in Portland, 
April 16. 

J. D. Youman has been appointed general agent for the 
Louisiana & Arkansas Railway at New Orleans. 

The United American Lines, managing agents for the Amer- 
ican-Hawaiian Steamship Company, have anounced the appoint- 
ment of Charles A. Tucek as commercial freight agent, at Cleve- 
land. 

E. H. Bogardus, traffic manager for the Traffic Bureau, Little 
Falls, N. Y., has been appointed traffic manager and commis- 
sioner for the New York State Retail Hardware Association, 
Inc., at Little Falls. 

V. Schaffenburg, traffic manager for the Myles Salt Com- 
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pany, has also been appointed traffic manager for the Maginnis 
Cotton Mills, at New Orleans. 

W. H. McCloud, formerly director of traffic for the J. N. 
Willys Export Corp., has been appointed manager of the office 
which the Black Diamond Lines will open in Detroit, May 1. 

H. D. Guy is appointed commercial agent of the Norfolk & 
Western Railway Company at Roanoke, Va. 


DOINGS OF THE TRAFFIC CLUBS 


The spring tournament of the National Freight Traffic Golf 
Association will be held at the East Lake course of the Atlanta 
Athletic Club, Atlanta, Ga., May 3, 4 and 5. A number of prizes 
will be awarded and a large attendance is expected. 





Lewis Pilcher, secretary of the freight claim division of the 
American Railway Association, spoke on “Freight Claim Pre. 
vention,” at the meeting of the San Antonio Traffic Club, at the 
Gunter Hotel, April 17. F. E. Winburn and Joe Marshall, special 
representatives of the division, also spoke. 

The new club rooms of the Transportation Club of Louis- 
ville, located at 630 S. Fourth Street, were formally opened with 


a luncheon, April 25, at which H. N. Lukins, attorney, was the 
speaker. 





The annual entertainment and ladies’ night of the Traffic 
Club of New York will be held in the grand ballroom, Waldort- 
Astoria Hotel, May 2. Members of the club have been rehears- 
ing under a theatrical director for months, and an interesting 
entertainment is expected. Dancing will follow the theatricals. 





A two-day outing will be given by the Transportation Club 
of Tulsa, Oklahoma, May 11 and 12. The first day will be spent 
at Yonkipin Club, where a program of sports and amusements 
has been arranged. The second day will be spent in inspecting 
the terminals and freight facilities of Tulsa. 





_ The advance notice for the first meeting of the National As- 
sociation of Traffic Clubs, which is to take place at the Hotel 
La Salle, Chicago, May 15, 16, and 17, contains a list of 31 clubs 
that have already expressed intention of sending delegates. It 
is expected that at least 10 more will be added to the list before 
the day of the meeting. The Traffic Club of Jersey City has 
appointed the following delegates: Warren Gordon, president; J. 
A. McNulty, second vice-president; Isaac Kemp and John E. De 
Shazo, members of the board of governors. The Traffic Club 
of Denver has appointed the following delegates: F. W. Myers, 
president, and T. B. Choate, director. 





The Traffic Club of Chicago will give a May party and dinner 
dance, at the Hotel La Salle, May 2. 





The Marion, Ohio, Traffic Club elected the following officers 
at its annual meeting April 13: President, D. R. Biggert, traffic 
manager, Marion National Mill; vice-president, M. B. Lindsey, 
traffic manager, Ohio Locomotive Crane Co.; secretary, W. R. 
Aukland, assistant traffic manager, Marion Steam Shovel Co.; 
treasurer, S. D. Ross, traffic manager, Huber Manufacturing Co. 
A docket committee was appointed and a year of instructive 
meetings is promised. 





Standing committees, with the following chairmen, have 
been appointed by P. Croxton, chairman of the Shippers’ Con- 
ference of Greater New York: Rate construction and tariffs, Rol- 
lins White, F. W. Woolworth Co.; freight claims, W. H. Connell, 
traffic bureau, Merchants Association; classification, Geo. W. 
Shannon, Otis Elevator Co.; export and import, Wm. Heyman, 
Consolidated Steel Corp.; express and parcel post and baggage, 
Geo. C. Lucas, American Tobacco Company; bill of lading and 
insurance, John G. Ross, Nestles Food Company; freight term- 
inal and trucking, E. J. Tarof, Brunswick-Balke-Collender Co.; 
car demurrage and storage, W. S. Phippin, National Wholesale 
Lumber Association; speakers, C. L. Hilleary, F. W. Woolworth 
Company; membership, J. A. Hoffman, Motor Haulage Company; 
reception, F. B. Fitz Gerald, N. Y. Belting & Packing Company; 
Highway Transportation, W. J. L. Banham, Otis Elevator Com- 
pany; publicity, Geo. F. Hichborn, U. S. Rubber Company. 





The April dinner of the Traffic Club of Kansas City, April 
24, was a lively affair attended by about 200 members and guests. 
The formal speakers of the evening were George A. Blair, gel 
eral traffic manager of Wilson & Co., Chicago, and Henry A. 
Palmer, editor The Traffic World. Mr. Blair’s subject was, “Ob- 
servations, Past and Present.” Mr. Palmer spoke on the present 
important phases of the railway problem. Other informal 
speakers were: J. P. Haynes, of Sioux City, recently appointed 
traffic director of the Chicago Chamber Association of Commerce, 
L. D. McMaster, secretary of the Galveston Commercial Asse 
ciation; E. L. Carr, general freight agent of the C. and A., and 
Dewitt Foster, of the industrial department of the Canadial 
National Railways. 
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A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





MONEY FOR RIVERS AND HARBORS 


Editor The Traffic World: 

Anent your remarks evoked by my letter of April 8 (see 
page 825, The Traffic World, April 15, 1922) you fail to grasp 
the point made by me that, regardless of whether the items 
left in the annual rivers and harbors bill were there as a re- 
sult of a trade or by any other method, the fact remains that 
they were improvements with merit back of them, for they 
had been first approved by the army engineers. 

Where there has to be a curtailment in the annual appro- 
priation bill and therefore, some improvements, although recom- 
mended by the engineers, are left out, this does not mean that 
the admitted items are of that class referred to by you as 
“pork.” 

You say you have said nothing about the army engineers 
and that your remarks refer to Congress. Don’t you see that, 
if all the rivers and harbors projects are first approved by the 
engineers, and you later denounce some of them as “pork,” 
you are really indicting the engineers more than you are the 
congressmen, who voted on the bill, for the engineers are 
charged especially by law not to approve those items which 
are not practical or feasible? 

R. A. Hiscano, General Manager, 
Catskill Evening Line, Ince. 
New York, April 25, 1922. 





All this argument is beside the mark. We don’t know whether 
any of the items in the rivers and harbors bill are improper or not 
and we have said all the time that we did not know. We merely 
offered to make a small wager that the members of Congress who 
wished the full amount of the proposed appropriation restored, after 
the Bureau of the Budget had recommended a reduction, were in- 
fluenced by “‘pork barrel’ considerations and knew little about the 
merits of the projects on which it was proposed to spend the money. 
In other words, it may be admitted that all the projects for expen- 
diture were legitimate, but we are still offering our opinion that the 
congressmen knew little about them, but merely wanted the money 
spent in their districts.—Editor The Traffic World. 


PAYMENT OF CLAIMS BY R. R. A. 


Editor The Traffic World: 

I have read with great interest the article published on page 
889 of The Traffic World, dated April 22, written by Mr. Frank 
8. Gardner, secretary, New York Board of Trade, concerning the 
bill of lading provision for bringing of suits for loss and damage 
within two years and one day from date of delivery. 

Mr. Gardner makes the statement that the U. S. Railroad 
Administration ignored the two year and one day provision in 
adjusting meritorious claims to shipments moving prior to fed- 
eral control until they were forced to recognize it by the rail- 
roads refusing to reimburse them for claims paid for which suit 
had not been instituted. 

I believe that a list of the railroads serving such notice on 
the Railroad Administration should be published. 


. H. C. Williams, Traffic Manager. 
Chicago, April 25, 1922. 


SOME PRO-LABOR THOUGHTS 


Editor The Traffic World: 

I disagree with a statement in the April 8 issue of The 
Traffic World, page 758, in which it is made to appear that the 
number of railway employes to be laid off because of the coal 
strike would be negligible, as the coal traffic has never been 
More than an incident in the railways’ business. 

The coal traffic is far from being an incident. It is almost 
ohe-half of the total tonnage of the railways. Coal moves in 
far larger quantities than any other single commodity and to 
Say that the reduction of this traffic to almost nothing would 
Not affect the railways to any great extent is a mistake. 

In the April 15 issue you state that the question before the 
bor board is not whether the wages of the men are too low 
° permit them to live as they ought to live, but is whether 
“oe pay is comparable with the wages of men in similar em- 
Ployment in other industries. 

he transportation act plainly states (sec. 307, paragraph D) 
that the Labor Board must take into consideration, among other 
Televant circumstances, the relation between wages and the cost 
of living. The labor leaders are, therefore, not losing sight 
o the issue when they show that wages are too low now to 
Permit the men to live. 
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“Live” is a misnomer; “exist” would suit the case better. 

How would you like to raise a family on $78 a month, such 
as a laborer’s wife testified before the wage board recently, that 
she and her husband were trying to do? And yet you are in 
favor of cutting that man’s pay! 

To what class of workmen do you refer, when you sar- 
castically term them, “what is called labor?” The “what is 
called labor” on the railways are today earning their pay, be- 
lieve me. If a single individual is not earning a fair day’s wage, 
is there anything to prevent the railroad from firing him and 
employing one who will earn it? 

Has it ever occurred to you that perhaps there are shippers 
in favor of paying a decent wage to railway employes—shippers 
who believe that a reduction in the present scale of wages will 
not bring about a reduction in freight rates any more than the 
last wage reduction did? 

Even if rates are reduced after a wage slash, what shipper 
would care to go back to the old inefficient help and the shat- 
tered morale that starvation wages always bring? 

Blue Island, Ill., April 21, 1922. D. G. Grimsley. 


PROMPT PAYMENT OF CLAIMS 


Editor The Traffic World: 

There have recently appeared in The Open Forum a number 
of letters from commercial traffic managers commending various 
freight claim agents on prompt handling of overcharge claims. 
It is my view that your policy in publishing these letters is 
sound, as not only do these letters enable us to place credit 
where credit is due, but they appear to act as a spur to the 
claim departments of roads that have not reached that point of 
efficiency that entitles them to this favorable mention. 

In the articles I have read, one specific instance of unusual 
speed is usually mentioned, but I think most commercial traffic 
managers will agree with me that the most popular freight claim 
agent is the one on whom we can rely for prompt and depend- 
able service year in and year out. In this connection, possibly 
your readers will be interested in the record established below 
by Mr. W. S. Harrison, auditor of revenues, Grand Trunk Rail- 
way System, Montreal, Que. 

During the year 1921, we received at our mill at Thorold, 
Ont., and shipped to Chicago, a total exceeding twelve thousand 
cars via the Grand Trunk. Against this traffic we filed with Mr. 
Harrison a total of 260 valid overcharge claims involving errors 
in rate, weight, misrouting, etc., and in practically every instance 
two or more roads were involved. Settlement of the claims was 
made as follows: 


NN UN IN 5555-5160: Gwececaveiete' aww wie d-wrcierere Ginelee were 126 claims 
bo en rrr fee eres 7 96 claims 
Le eS re en. rr ee 24 claims 
i cians 6.9 ees s0 34-60 9001s tees Cee weNeees 10 claims 


In the case of four claims only, responsibility for the amount 
of the alleged overcharge was not clear and settlement was de- 
layed beyond five weeks for necessary opinions of traffic depart- 
ments of the several roads involved. 

Deduct from the above two days in the mails for the claims 
to reach Montreal and a further two days for the check to reach 
Chicago from Montreal, and I consider that Mr. Harrison has set 
a mark for efficiency over a given period that it will be hard 
to equal. E. M. Antrim, Traffic Manager, 

The Chicago Tribune, The Ontario Paper Co., Ltd. 

Chicago, April 25, 1922. 


USE OF OLD BILLS OF LADING 


Editor The Traffic World: 

From the numerous articles appearing in your Open Forum 
it is evident that large shippers throughout the country are put- 
ting forth efforts to compel the railroads to accept old bills of 
lading with stamped notation after July 1. We have been fol- 
lowing this matter with the Commission and the uniform bill of 
lading committee. The Commission states that although it pre- 
scribed the terms and conditions of the lawful bill of lading, it 
cannot order the carriers to accept a bill of lading with stamped 
notation or a bill of lading without conditions printed on the 
back, but bearing a clause on the face subjecting same to the 
terms and conditions of the prescribed form, and refers us to 
the uniform bill of lading committee, which committee, in turn, 
quotes the Commission announcement and states that as the 
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Commission prescribed the form in the interest_of the shippers, 
it is up to the shippers to issue bills of lading accordingly. It 
has entirely overlooked several of our questions or assigning any 
definite legal reason why the carriers are authorized to refuse 
acceptance of bills of lading without printed conditions or with 
stamped notation. 

We have again written the committee asking that it spe- 
cifically answer several questions put forth by us; however, it 
does not appear that we will meet with much success by con- 
tinuing correspondence with the bill of lading committee. We, 
therefore, think the suggestion put forth by Mr. A. Scott Dahl, 
traffic manager of the Winston, Harper, Fisher Company, at 
Minneapolis, as printed in your Open Forum of April 22, is a 
good one, and we will write a letter along similar lines to the 
general freight agents of railroads in this territory. It is our 
intention at this time to continue after July 1 using our present 
form of bill of lading as a memorandum of shipment, and if the 
carriers will not accept these bills of lading, it is up to them 
to issue bills of lading on their own form in lieu thereof. 

One inconsistency in the attitude of the railroad is that the 
express companies will accept shipments covered by bills of 
lading issued on shipper’s own form without any printed condi- 
tions on the back thereof, but bearing a clause on the face of 
same as follows: “Subject to the conditions and terms of the 
uniform express receipt prescribed by the Interstate Commerce 
Commission and in effect on date of shipment.’ The express 
companies are governed by the same transportation law as are 
the railroads. Why can they take a sensible attitude with their 
patrons and be within the law, if the railroads cannot? We 
have asked this question specifically, and both the Commission 
and the bill of lading committee have overlooked answering. 
We may state that we are incorporating the foregoing question 
in our letter to the general freight agents of the lines in this 
territory. The I. J. Cooper Rubber Company, 

W. J. Schultz, Traffic Department. 

Cincinnati, April 24, 1922. 


TRACER SERVICE 


Editor The Traffic World: 

In your issue of April 15, page 825, we notice a letter com- 
plaining of tracer service given by the New York Central, signed 
by Koehring Company, per W. C. Sauer, traffic director, Mil- 
waukee, Wis. 

We have been doing business with the New York Central 
Railroad ever since it was created in this territory, and prior 
to that with the L. S. & M. S. Ry. Co. and have never had the 
trouble complained of by Mr. Sauer. On the contrary, the offi- 
cials of the old L. S. & M. S. and their successors on the .New 
York Central have always given us good tracer service, and on 
numerous occasions have gone way beyond what could be ex- 
pected of them in tracing shipments for us. The above, to the 
writer’s knowledge, covers a period of just about 27 years, he 
having been handling the traffic for his company during all of 
that time. 

As the present letter is being written, the New York Central 
officials in this city are making a special effort to hurry to the 
Dura Mechanical Hardware Company, another company that the 
writer represents, a car of steel, although this car has not been 
on the road quite long enough to have been delivered. 

The case, or cases, complained of by Mr. Sauer apparently 
are exceptional. Or perhaps Mr. Sauer does not go after the 
New York Central officials in the correct spirit. 

The Milburn Wagon Co., 
Edward D. Ryan, Traffic Manager. 
Toledo, O., April 22, 1922. 


COAL AND THE RAILROADS 


Editor The Traffic World: 

Your comment on the existing coal strike and the proposed 
nationalization of the coal mines, your issue of April 8, is un- 
usually informative. At this writing the President is quoted in 
the public press as stating that “The coal situation is gratify- 
ingly dull.” It is, but, “watchman, what of the night?” 

Not since 1902 have the anthracite and bituminous fields 
struck at the same time. The country is saturated with coal, 
there is but limited demand for the coal standing in cars on 
tracks in the union fields, and idle mines are not a rarity in 
the non-union fields, idle for want of orders. The complacency 
of the consumer is not strange; he is well supplied with fuel 
and he further believes that when coal is needed, production 
will be resumed. Pro bono publico looks to Uncle Sam to take 
hold when the time comes; the mine workers’ union seeks his 
beneficent ministrations; but what will the harvest be? Will 
we get another bituminous coal commission, one coal operator, 
one miner and one publicist? And will the good-natured pub- 
licst “split the difference,” only to have the mine workers renig 
when the ides of November come again? The writer sees a 
commission in the cards, but fears the outcome. 

Mr. Lewis, president of the United Mine Workers, and rep- 
resentatives of the producers have stated their respective sides 
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of the controversy very fully. Mr. Lewis, in his presentations, 
continues, like a whirling dervish, to spin around the refusal 
of the Penn-Ohio operators to met him, prior to April 1, for 
the purpose of negotiating a new contract. He forgets that 
President Harding called him into conference on October 8 last, 
together with the Secretary of Labor and the Secretary of Com- 
merce, to take the necessary steps to avoid a suspension of 
work on March 31. Mr. Lewis then flouted the request of the 
President, advising that he could and would not meet the op. 
erators until after his national convention to be held February 
15, at which time his constituents went on record as demanding 
an increase in wages in the form of a six-hour day for five days 
per week. This was the meeting that should have been held, 
and which, if held, might have saved the people of the United 
States the expense of storing 40,000,000 tons of strike coal. All 
this talk of the failure of the operators to meet with the mine 
workers is but the veriest camouflage; what Mr. Lewis and the 
coal operators want is time; and with the large stocks of coal 
on hand it would be suicidal to try to inaugurate a wage scale, 
such as the industry must have, without giving the mine work. 
ers an opportunity to go to work. And that period is yet some 
weeks remote. 

The real issue lies in the direction of convincing the officers 
of this very militant organization that they are, in mining 
parlance, at the end of a blind entry. The only way out is that 
taken by the farmers two years ago, the coal operators and 
the labor employed in the general industries eighteen months 
ago, and that the railroad employes are reluctantly treading 
at the present time. I refer to deflation. Mr. Lewis pleads 
for a shortened work period that will enable the excess men 
now in the industry remaining therein without working, while 
the consumers of coal, including all other laborers of whatever 
class (together with the railroad employes, of which class an 
army exceeding in size the total number of men paying dues 
into the mine workers’ union, have been totally divorced from 
the payroll in the past eighteen months), suffer, disregarding 
the fact that with the next period of demand or coal shortage, 
the measure of development will again quickly forge ahead of 
the thirty-hour-per-week panacea he recommends. 


Mr. Lewis has properly urged restriction in development 
of new mines; every governmental bureau, various investigating 
committees—the last one to give utterance being the Russell 
Sage Foundation—urging the same thing. This procedure, which, 
if put into effect with proper safeguards, would save the nation, 
through the resultant reduction in mine costs and the existing 
waste of transportation effort, one-half billion dollars annually. 
It can be worked out, without violence, inside of three years, by 
the simple expedient of requiring the railroads to withhold 
entrance to, and service from, each and every coal mine after 
a given date, until granted a certificate of convenience and 
necessity by the Interstate Commerce Commission, the Com- 
mission to grant such application after conferring with the Sec- 
retary of Commerce, who should, by special enactment, be given 
authority to collect all necessary data relative to the production, 
sale and distribution of coal within the United States, together 
with that sold for export and bunkerage. This would enable 
him to determine when the demand, as shown by the average 
number of days worked per year, indicated evidence of the fuel 
requirement approaching the potential capacity of the mines 
in a given district. The fact that the railroads receive forty per 
cent of the freight tonnage originated by them from coal, plus 
the fact that without transportation a coal mine is substantially 
valueless, amply warrants assuming a close relationship between 
these two very important industries. 


Reverting to the settlement that must be made when coal 
is required, let us hope that whatever power arranges it will 
write into the contract such measure of sanctity as will prevent 
the mine workers treating it as a “scrap of paper,’ as was 
treated the contract made under the award of the bituminous 
coal commission in the strike of July, 1920, when they received 
on August 16, 1920, an advance of $1.50 per day to shift met. 
The real issue that will bring about the forthcoming settlement! 
will be that of the transportation limitations of the railroads, 
who, while capable during 1921 of giving the country all the 
service it required, will be liable, under their present reduction 
in car ownership and high per cent of bad order cars, to fail 
to furnish the excess coal transportation required to fuel the 
country. 


Is it not high time to do something permanently remedial 
for the “sick man” of the west, the coal industry? To insisl 
on the mine workers’ union accepting the full measure of re 
sponsibility that attaches to good citizenship, which can be best 
accomplished by requiring all labor organizations to incorporate, 
thereafter complying with all the rules and regulations thal 
apply to corporate or partnership holdings of capital goods, 
cluding the payment of income and excess profits taxes? N0 
intelligent man will deny the fact that “labor-capital” is - 
as important to our social and economic welfare as is “capita 
goods,” such as mines, railroads, factories, etc., and there is 
opportunity for real leadership in labor union lines today. — 
should begin with the work of transforming a semi-mob wit 
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caveman instincts, into a.great social force which gil. FH, 
mand the.regognition thatthe worth and dignity of honest labor 
ig entitled to, a reward that would under proper conditions be 
freely giV@Dy am | = sees re = a 

Provision. for..the finding and publication of all the facts 
surrounding the coal industry, collected and prepared without 
qualifying deductions on the part of the collector, would let 
much light in on what is now a rather dark subject. The op- 
erators have in the past opposed the compilation of this informa- 
tion by the Federal Trade Commission, pleading that political 
and partisan uses were made of it. Certainly our national gov- 
ernment should be competent, through some responsible agency, 
to get all the facts that will enable the public to judge between 
these two continuously conflicting interests—the operator and 
‘he mine worker: 

Eugene McAuliffe, 


Union Colliery Company. 
St. Louis, Mo., April 22, 1922. 


LOAN FOR SEABOARD AIR LINE 


The Trafic World Washington Bureau 


The Commission, acting through Division 4, composed of 
Meyer, Daniels, Eastman, and Potter, has authorized a loan of 
$4,400,000 to the Seaboard-Bay Line Company, the funds to be 
used in the acquisition of new and re-built equipment for the 
Seaboard Air Line to cost $4,589,892. The railroad company is 
to buy or lease the equipment, which is to consist of 25 mikado 
and mountain type locomotives, estimated to cost $1,000,000; 
1,250 80,000-pound capacity steel underframe, steel end, ven- 
tilated box cars, to cost $1,943,487; 300 50-ton underframe flat 
cars, to cost $325,689; 200 50-ton all-steel phosphate cars, to cost 
$290,719 and 3,000 re-built freight cars, re-built and improved 
one-third, of a total estimated value of $1,030,000. 

Before authorizing the loan to the Seaboard-Bay Line Com- 
pany, the Commission approved that company, organized Feb- 
ruary 7, 1922, as “an organization, car-trust or other agency” 
appropriate in the public interest through which loans may be 
made within the meaning of section 210 of the transportation act. 

The operations to be gone through before the Seaboard- 
Bay Line Company provides the Seaboard Air Line Railway 
Company with new and rebuilt equipment are complicated. 
Chief among the facts with regard to them are that the Sea- 
board is to sell 3,000 of its bad-order cars to the Chickasaw 
Shipbuilding and Car Company, which is to rebuild them and 
brace their ends so as to cut down the cost of maintenance; 
and that among the assets to be pledged for the repayment of 
the loans are to be two steamers to be built for the Baltimore 
Steam Packet Company. When the Chickasaw company has 
rebuilt the 3,000 freight train cars, they are to be resold to the 
Seaboard, which is to issue car trust certificates covering such 
as may not be subject to prior liens. 

In a dissenting opinion Commissioner Daniels suggested 
the Commission was showing undue partiality for the Seaboard 
in that it had loaned to that company, from the revolving fund, 
$8,698,400, and with the loan authorized in this report, more 
than $13,000,000. He objected because the effect of the cer- 
tificate would be to give to the Seaboard, indirectly, what he 
said the Commission could not give it directly. For the ac- 
complishment of that, he pointed out, the Seaboard-Bay Line 
was organized and designated as an agency to receive loans. 
notwithstanding that the Commission theretofore had approved 
the National Railway Service Corporation as such agency. He 
also criticized his colleagues because they were making a loan 
to the Seaboard when it proposed to furnish only $200,000 
toward paying for the new equipment, whereas the others had 
been required to put up from 40 to 50 per cent of the cost. 

The Commission has authorized the Seaboard Air Line Rail- 
way Co. to guarantee obligations of the Seaboard-Bay Line Co. 
m the amount of $4,400,000 in promissory notes and to assume 
obligation and liability in respect of $4,589,000 of equipment 
hotes, which will be issued by the Seaboard-Bay Line Co. The 
authorizations will permit the Seaboard to acquire new equip- 
Ment and rebuilt equipment at a total cost of $6,989,892.50. The 
Commission dismissed the part of the application relating to the 
Baltimore Steam Packet Co., which asked permission to assume 
liability in connection with securities to be isssued by the Sea- 
board-Bay Line Co., holding that the steam packet company 


Was not a carrier subject to the Commission’s jurisdiction for 
the purpose set forth. 


FT. W. & D. C. EQUIPMENT CERTIFICATES 


_ .The Fort Worth & Denver City Railway Co. has been author- 
ed by the Commission to assume obligation and liability in 
respect of $750,000 of 5% per cent certificates to be issued 
y the First National Bank of New York City, under an equip- 
eg trust agreement dated May 1, 1922, and to be sold at not 
ess than 98.6104 per cent of par and accrued dividends in 
‘onnection with the procurement of 500 box cars and 100 refrig- 


‘ator cars. The certificates will be sold to the bank named 
and J. Pp, Morgan & Co. 
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Questions and Answers 


In this department will be answered questions of both legal and | 
practical nature that confront persons dealing with traffic. A specialist i| 
on interstate commerce law, whois a member of our legal department, i 
will give his opinion in answer to any simple question relating to the law i 
of interstate tr: tion of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
lems. We do not desire to take the place of the traffic man but to 
p him in his work. Persons desiring immediate answer by mail or | 
wire or a more elaborate treatment of any question—by the citation of | 
authorities in a legal opinion, for instance—may obtain this kind of i 
private service by the payment of a reasonable fee. The right is re- 1 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Treffic Bervice Colorado Building, Washington, D. C. 
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Application of Ex Parte 74 Increases to Rates from Florida to 
Interstate Points—Jacksonville Combination 


New York.—Question: Florida East Coast Line Tariff I. C. C. 
446, effective Dec. 10, 1919, carries rates on fruit and vegetables 
to New York City which are based upon Jacksonville and South 
Jacksonville, Fla. Inasmuch as both rates up to Jacksonville 
and beyond are published in the same tariff, will appreciate your 
advising if that portion of the rate up to Jacksonville advanced 
on August 26, 1920, 25 per cent or 33%4 per cent, citing authority 
for your advices. 

Answer: In “Increased Rates,” 1920, 58 I. C. C. 220, under 
“Conclusions as to General Increases,” page 247, the Commission 
states that, “Joint or single-line through rates between points 
in one group and points in other groups should be increased 
3314 per cent.” 

Item 2, page 2, supplement 2 to F. E. C., I. C. C. 446, pro- 
vides that rates between Florida points on the one hand and 
points in the state of New York on the other, will be increased 
33% per cent. It will be noted that on page 8, a basis for estab- 
lishing “joint through rates is provided, which contemplates 
adding the factors to and from Jacksonville. This method of 
publication is the equivalent, to all intents and purposes, of 
publishing the rate specifically from each Florida originating 
point to each New York destination; and being a joint through 
rate from Florida (25 per cent territory) to New York (40 per 
cent territory), the rate is properly subject to the 3344 per cent 
increase. Each factor, however, must be increased separately 
before adding together, according to rule at bottom of page 2, 
supplement 2. But this rule is subsidiary to item 2. Through 
rates are carried from all Florida points (where proportiozgal 
factors are published to Jacksonville), and to New York City 
and are subject to the 3344 per cent increase in their entirety. 


Establishment of Commodity Rate Removes Application of Class 
Rate 


Wisconsin.—Question: During the first half of 1920 we had 
considerable movement of our products from a point in Wis- 
consin to Havana, Cuba, moving via New Orleans, La., in carload 
lots. 

E. B. Boyd, chairman, Southern Ports Foreign Freight Com- 
mittee, in his tariff 1016, I. C. C. A-1051, publishes a fifth class 
rate from our shipping point to New Orleans of 47% cents per 
ewt. Item 35 of tariff covers alternative application of com- 
modity and class rates. This tariff does not carry a commodity 
rate on our products. At top of page 7, under index of commodi- 
ity, there is a clause reading, “this tariff does not contain any 
commodity rates,” and then enumerates a number of commodi- 
ties on which rates are published by individual carriers, or by 
E. B. Boyd as their agent. Rate is governed by Official Classi- 
fication No. 44, I. C. C. OC 44. There is also published a com- 
modity rate of 60% cents per cwt. in E. B. Boyd’s Export Freight 
Tariff 1019, I. C. C. A-1057. This tariff on title page reads, “gov- 
erned by rules and regulations shown therein.” There is nothing 
published in this issue indicating that tariff is governed by rules 
and regulations of any classification. 

The carriers collected prepay, applying the fifth class rate, 
authorized in Boyd’s tariff 1016. They have now presented un- 
dercharge freight bills on basis of the commodity rate, carried 
in tariff 1019. We have taken the stand that as tariff 1019 is not 
governed by rules and regulations of any classification that in 
this instance the application of the class rate has not been 
removed, and that we are wholly within our rights in declining 
to pay the alleged undercharges. We understand that we can- 
not apply rules and regulations carried in Consolidated Freight 
Classification in connection with tariff 1019, but it is not exactly 
clear to us if the application of item 35 in tariff 1016 can be 
used, in so far as removing the application of the class rate 
carried in this tariff, which would leave the commodity rate 
carried in tariff 1019 the correct rate to apply. 

Kindly advise if our contetnion is correct, quoting any de- 
cision that has been rendered by the Interstate Commerce Com- 
mission covering a similar case, or if the commodity rate is the 
correct rate to apply, whether or not we could recover over- 
charge down to basis of fifth class rate through reparation claim. 

Answer: The rule is that in all cases where a commodity 
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rate is established between two points the class rate is removed 
on that commodity between those points. To this rule one ex- 
ception is authorized. If the class rate is in one-section of the 
tariff and the commodity rate in another section:6f-the same 
tariff, and these sections carry a provision for use of either the 
class or commodity rate, whichever is lower, then the estab- 
lishment of the commodity rate removes the class rate in all 
cases except where the class rate is the lower. 

It will be noted, however, that before there can be an alter- 
nation of class versus commodity rates, they must both be car- 
ried in separate sections in the same tariff. This not being the 
case, the general rule applies, and the establishment of a com- 
modity rate in a different tariff not subject to alternative class 
rate sections removes the class rate in the other tariff. Your 
lawful rate is the commodity rate. 

With respect to the question of reparation, the Commission 
has held that while commodity rates are generally lower than 
the corresponding class rates, the fact that the commodity rates 
in certain instances are higher than the class rates is not con- 
clusive of their unreasonableness. Heldmaier vs. C. I. & L. Ry., 
49 I. C. C. 81; sulphuric acid from New Orleans, 42 I. C. C. 200; 
Chamber of Commerce of Houston, Tex., vs. I. & G. N. Ry. Co., 
32 I. C. C. 247. 


Reconsignment of Order-Notify Shipment 


Nevada.—Question: Shipment moving on order bill of lad- 
ing is consigned to James Smith Co., notify John Doe at A. 
John Doe is at B when shipment arrives and requests agent 
at B to have shipment forwarded to him there. Agent at A 
refuses to forward shipment without surrender to him (agent 
at A) of the bill of lading. 

Was the agent at A obliged to accede to request of John 
Doe, inasmuch as he was not the consignee? On an order bill 
of lading who has the authority to order destination of shipment 
changed for the convenience of the party to be notified? 

Answer.—The true owner of the goods transported by a 
common carrier, whether consignor or consignee, has the right 
to have his consignment diverted or reconsigned in transit. 

As, under an order bill of lading the title to goods remains 
in the shipper until he orders a delivery of the goods, the agent 
at A was justified in refusing to forward the shipment to John 
Doe at B, without the surrender of the bill of lading by the 
notify party properly indorsed by the shipper, or an order from 
the shipper to do so. 


Shipper Must Specify Size of Car Desired 

Ohio.—Question: A stock shipper goes to the railroad office 
and orders a stock car to load live stock. He does not specify 
any certain size of car. A 40-foot car is available and he loads 
it. He contends he is entitled to the minimum of a 36-foot car, 
as the amount of stock loaded is under the minimum for a 
36-foot car, he taking the position that when he orders a car 
he is ordering a car of the regular size and the railroad com- 
pany has no right to furnish him a large car unless he orders it. 

Answer: A shipper who desires a car of a certain size 
must specify the size of car wanted when ordering the car. If 
no particular size of car is specified in the order the carrier 
may, where a sliding scale of weights is provided for in con- 
nection with a rate, assess charges on the basis of the size of 
car furnished. Kay & Carter Lumber Co. vs. M. St. P. & S. S. M. 
Ry. Co., Unreported Opinion 159. 


Liability of Carrier for Cost of Reweighing Account Receipt 
Goods in Bad Order Car 


Louisiana.—Question: A car of pig iron consigned to us 
from Alabama district, loaded in a box car, arrived New Orleans 
with door on one side missing. When tendered to the switch- 
ing line for delivery to our plant, the car was declined by them, 
due to door missing, but was finally accepted under certain con- 
ditions not known to us. 

When car was delivered into our plant the appearance of 
same indicated a loss, and we communicated verbally with the 
freight claim agent of the revenue line and were advised by him 
to have the car reweighed. Car was reweighed, and the result 
disclosed no loss. 

We have made claim against the revenue carrier for the 
expense incurred, but they declined same. Kindly advise.if the 
carrier is responsibile for the expense of reweighing due to 
door missing; also cite any previous cases similar to the above. 

Answer: We cannot locate a decision covering, but it seems 
to us that you have a just claim against the carrier for the cost 
of reweighing the car. 


Reparation—Subsequently Reduced Rate 


New York.—Question: To a southern point two routes are 
available on shipments moving at present at class rates. Via 
route AXYZ, through rate of $1 is applicable, while via route 
AXZ, combination rate of 75 cents is possible. Application is 
made and granted, for establishment of through commodity rate 
of 50 cents, same being concurred in by all interested carriers 
participating in both routes, all having previously agreed that 
class rates were excessive. 

Is it in good order to file a reparation claim on shipments 
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having moved over both routes, or does establishment of com: 

unreasonableness of the through rate 

‘ only? May' reparation’ be sought on shipments: com: 
bindtion° rate?" ~>" we WES " 

Answer: The voluntary reduction of a rate does not in 
and of itself without proof that the former ratewas unreason- 
able, furnish a sufficient reason ‘for awarding reparation. The 
Commission has, however, in numerous cases, upon a proper 
showing of unreasonableness of the former rate, awarded rep- 
aration to the basis of the subsequently established rate. See 
Harmon & Co. vs. N. Y. C., 47 I. C. C. 277; Best-Clymer Mfg. 
Co. vs. Director-General, 60 I. C. C. 153. 


Shrinkage on Coal—Allowance for 


Georgia.—Question: Some time ago the Interstate Com- 
merce Commission issued a ruling granting an allowance for 
shrinkage in weight on run-of-mine coal. 

Please advise what this ruling is and from what coal fields 
it is effective, and where we may obtain a copy of the rule. 

Answer: In the following cases the Commission has dis- 
cussed the allowance for shrinkage on shipments of coal: 

In re Weighing of Freight by Carriers, 28 I. C. C. 26, Washed 
Coal Weights, 45 I. C. C. 98; Northwest Traffic Service Bureau 
vs. C. M. & St. P., 47-1. C. C. 556; .C.. W... Hull Co. vs. S. Ry. 
Co., 24 I. C. C. 802; Peters vs. O. S. L., 20 I. C. C. 598. 


Delivery by Carrier—What Constitutes 


North Carolina.—Question: Please refer to last paragraph 
of your answer to “Colorado” on page 780 of The Traffic World 
of April 8, 1922. 

We have an identical case, but did not notify shippers that 
shipment remained on hand, as freight had been paid by con- 
signee, who was expected to move shipment in a few days, but 
later decided he did not need it (price had fallen). Shippers 
requested shipment returned and storage charges waived, as 
they had not been notified the shipment was undelivered. 
Please advise if storage charge could be waived. 

Answer: In our opinion, based upon what is said by the 
court in Sou. Ry. Co. vs. Prescott, 240 U. S. 632, storage charges 
for the period of time elapsing after notice should have been 
given may be waived, under the provisions of the storage tariff 
regarding notice of unclaimed or refused goods. 


Liability of Shipper for Damage to Car While Being Loaded 
with Combustible Material 


New York.—Question: Recently we began loading a car of 
charcoal and when the car was half loaded a fire started, due 
to spontaneous combustion, and before the fire could be gotten 
under control the car was burned to such an extent that the 
sides and the roof will have to be rebuilt. 

It is not long since that the Bureau of Explosives made an 
inspection of our plant, which included the operation whereby 
the charcoal is cooled and made dry. We received a clean cer- 
tificate after the inspection. Do you know of any decisions of 
the Commission where the same question was involved? 

Answer: We know of no rulings of the Commission cover- 
ing this subject and are of the opinion that the question as to 
the liability of your concern for damage to the car is a matter 
to be determined in a court of law. 


Shipper’s Load and Count Notation 


Illinois—Question: We have noted your reply to “Iowa” 
in answer to the above question, published on page 776 of the 
April 8 issue of The Traffic World. It is the writer’s impression 
that some time ago there was printed in The Traffic World a 
statement that in cases where carriers were requested to check 
the commodity being loaded or given an opportunity to do 80, 
they were compelled to sign a clean bill of lading, even though 
they did not take advantage of this opportunity. It is possible 
that this may have been merely a recommendation brought out 
during the bill of lading case. At any rate, would ask that 
you kindly advise just when and where this question was brought 
up. 

Answer: It is proposed under Senate bill 2530, amending 
the Pomerene bill of lading act, to require carriers to check 
freight into cars. See page 768 of Oct. 15, 1921, Traffic World; 
page 772, April 8, 1922, Traffic World, and page 831, April 15, 
1922, Traffic World. 


Liability of Carrier for Loss Through Freezing 


Michigan.—Question: Recently upon a freight claim, 4 
freight claim agent quoted a ruling that the shipper is entirely 
responsible for the freezing of perishable produce loaded in box 
cars. Can you advise whose ruling this is and authority? 

Answer: We know of no decision which definitely settles 
the question of the carrier’s liability for damages resulting from 
the freezing of perishable goods shipped in ordinary box car’. 

Whether or not the carrier is liable in a given instance de 
pends to a large degree upon the circumstances and conditions 
under which the shipment moves, as well as upon tariff prov 
sions which give a shipper the option of shipping in ordinary 
box cars or under carrier’s protection at a higher rate or chargé 
for such protective service. See our answer to “Utah” on page 
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726 of April 1, 1922, Traffic World, under caption “Liability of 
Carrier for Loss Through Freezing.” 


Suit—Time Within Which to File 


Minnesota.—Question: On February 24, 1922, we entered 
suit against James C. Davis, agent, designated by the President 
of the United States as representative of the U. S. Railroad 
Administration, for a shipment which moved from Austin, Minn., 
on or about January 7, 1919, on a domestic bill of lading, read- 
ing “New York City for Export.” 

Defendants in their answer set up the plea that we are 
barred by the provisions of the bill of lading requiring that suit 
be entered within two years and one day from the date ship- 
ment arrived at destination. 

Have any of the courts passed on what is a reasonable time 
for a shipment to arrive after it is due? You understand, a por- 
tion of this shipment did arrive and a portion was lost. It 
seems to us that Cogress took some hand in the question of 
ascertaining the time for the filing of claims, also for the filing 
of suit, and that this had reference to the shipments which 
moved during federal control. 

Answer: The suit in question is apparently for a loss in 
transit and not for unreasonable delay, and, in accordance with 
the decision of the District Federal Court, Leigh, Ellis & Co. vs. 
Davis, Agent, 274 Fed. 443, affirmed in 276 Fed. and now before 
the Supreme Court of the United States on a writ of error, is 
barred because of not having been brought within two years 
and one day after delivery of the shipment, as stipulated in the 
forms of bill of lading in use at the time the shipment was 
offered for transportation. 


Misquotation of Rates—Liability of Domestic Carrier by Water 
For 


New York.—Question: On September 16, 1920, we made a 
shipment from Pennsylvania to Honduras, moving same via 
New Orleans. We asked the domestic steamship line for rates 
to destination and they quoted their rate to New Orleans and 
also the foreign steamship company’s according to the latest 
tariff that they had on file. It happened that while the tariff 
provided a rate of $1.25 per barrel, the rate of $1.45 was quoted 
us, through typographical error. An investigation later devel- 
oped that a supplement to the delivering steamship company’s 
tariff had been issued, increasing their rate to $1.75 per barrel. 

The new tariff went into effect about a month prior to date 
of shipment, but the domestic line did not have a copy of the 
supplement on file at the time they quoted us the previous rate. 
As a result we have been obliged so far to assume the difference 
between the erroneous rate quoted and the actual rate, or 30 
cents per barrel. Can either of the steamship companies be held 
responsible? 

Answer: While a carrier subject to the provisions of the 
interstate commerce act under paragraph 11 of section 6 thereof 
is liable to a penalty for misstating a rate named in a tariff 
to which it is a party, when requested in writing to state a rate 
applicable to a described shipment between named points, we 
know of no statutory provision which makes a domestic carrier 
by water liable for the misstatement of the rates of a foreign 
steamship company. 

It is possible, however, that damages could be recovered 
in an action at law. 


(1) Liability of Common Carrier as Warehouseman vs. Carrier. 
(2) Liability of Carrier for Diversion from Route Specified 
by Shipper 


Pennsylvania.—Question: (1) Does item B of section 1 
mean that after property is placed for delivery at destination 
or tendered for delivery, the carrier’s liability immediately be- 
comes that of warehouseman; or does it mean that carrier’s 
liability does not become such until after the usual forty-eight 
hours’ free time has expired? (2) Item A of section 2 seems 
to change section 2 of the former bill of lading. Does this 
mean that if a carrier diverts a shipment to a water route that 
its liability will continue to be the same as though the entire 
carriage were by rail? 

Answer: (1) So far as a delivery upon public team tracks 
is concerned, it has been definitely decided that under the pro- 
visions of the present bill of lading the liability of a common 
carrier as such does not terminate during the period of free 
time until the goods have been removed from the car, even 
though the goods have been accepted and partly unloaded by 
the consignee. 

With respect to deliveries on industry tracks, the decisions 
of the courts are not in accord as to when delivery has been 
made, so as to terminate the carrier’s liability as such. 

(2) The statement carried in section 2 of the former bill 
of lading to the effect that if such diversion shall be from a 
rail to a water route the liability of the carrier shall be the 
same as though the entire carriage was made by rail, has been 
eliminated in the present bill of lading. As a matter of fact, 
this statement was not in accordance with the law on the sub- 
ject, which is that where a carrier, without the consent of the 
shipper, diverts a shipment from a route specified by the shipper 
it is liable for any loss, although such loss is within the recog: 
nized exceptions to the carrier’s liability, subject, however, in 
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accordance with the weight of authority, to the exception that 
in case of emergency the carrier ‘may change the route or the 
method of transportation. 


Rates Published as Percentages of Class Rates Are Not Specific 
Commodity Rates 


Kentucky.—Question: If an article takes a percentage of 
a class rate, as indicated by an exception sheet, is such a rate 
a class rate or a commodity rate? See your answer to “Mis. 
souri” on page 630 of October 2, 1920, Traffic World; also your 
article headed “Rate on Boxboard,” page 751 of April 8, 1922, 
Traffic World. 

Answer: The Commission, in Boldt Paper Mills vs. Di. 
rector-General, 62 I. C. C. 471, overruled its report in 55 I. C. ¢, 
331, cited in the answer to “Missouri” referred to by you, holding 
in the latter case that the minimum scale rate was applicable, 


Undercharges—Time Within Which Suit May Be Filed by Carrier 


Under the above caption, on page 778 of the April 8, 1929, 
Traffic World, attention is directed to the answer made to “Ohio” 
on page 190 of the July 23, 1921, Traffic World. Our attention 
has also been called to the seeming conflict between this answer 
and the opinion of Luther M. Walter, as set forth in Circular 
No. 331 of the National Industrial Traffic League. 

There is, however, no real conflict in the final analysis, as 
the answer on page 190 of the July 23, 1921, Traffic World 
plainly states that the cause of action may be brought within 
the period of limitation of the state statute, but not later than 
three years from March 1, 1920, which is in accord with the 
conclusion reached by Mr. Walter, and this, notwithstandin? 
the statement that the provisions of paragraph 3, of section 16, 
of the transportation act, are not retroactive, but apply only to 
causes of action arising on and subsequent to March 1, 1920, 
the intention in making this statement—not plainly expressed, 
it is true—being to convey the idea that statutes are to be given 
a prospective and not a retroactive application, as correctly ex: 
pressed in the answer to “Colorado” on page 1168 of the May 
28, 1921, Traffic World under the heading, “Undercharges— 
Collection of by Carrier.” 

February 28, 1923, and not March 1, 1923, is, however, the 
date on- which guch actions are barred, as the provisions of 
section 424 of the transportation act, 1920 (paragraph 3, section 
16, of the interstate commerce act) referred to became effective 
on that date. 


N. Y. C. INDUSTRIAL DIRECTORY 


»The New York Central Lines are distributing gratis to 
shippers the largest railroad reference book of its kind ever 
published. It contains the names of more than 50,000 concerns 
on its rails, classified by commodities, localities, and railroad 
facilities. The purpose in assembling the directory lists was 
to bring the various industrial and business activities into more 
ready and intimate touch with one another for mutual benefit. 
The portrayal of railroad service was aimed to aid shippers in 
directing their traffic and new enterprises in locating theif 
plants. The volume has 1,000 pages, including 20 specially- 
drawn maps, one 20 x 28 inches showing in color the entire 
New York Central system, and others charting the existing 
railroad terminal facilities of the big cities. 

There are more than 400 half-tone illustrations. The book 
gives facts and figures useful to business men covering the 
whole territory served by the 13,000 miles of New York Central 
lines, which enter twelve states and the two busiest provinces 
of Canada. 

Communities along the lines are described and pictured 
with special reference to advantages they offer for industries. 
Five hundred pages are devoted to the classified, indexed lists 
of manufacturers, wholesalers, jobbers, contractors, retail mer 
chants, grain elevators, electric light and power plants, coal 
operators and dealers, and agricultural producers. Stock yards, 
feeding stations and packing plants are noted. , 

Commercial and kindred business organizations, with the 
names of their presidents and secretaries and number of mel: 
bers, as well as all banking institutions located on the New 
York Central system, are alphabetically listed. Every railroad 
station of the system, with its connections, is listed alphabeti- 
cally, together with up-to-date lists of railroad officers in chargé 
at all points. 

Articles by experts deal with packing methods and avoid: 
ance of loss and damage to freight. k , 

A feature article by Charles Frederick Carter gives ™ 
tabloid form near the front of the book the extent of the 
physical properties, of the service rendered, and the — 
development and financial requirements of the New York Centra 
system. ; 

Requests for copies, it is announced may be sent direct ' 
the publicity department, New York Central Lines, Grand Centra 
Terminal, New York. 








You can get the day’s important traffic news over 
working day in the year through THE 
TRAFFIC WORLD. 
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The Automatic V Expanding way, turning to the 
issue you need without removing any other from the 
file—finding each one, self indexed, always in good 
order or—any other way (other vertical files, bind- 
ers or box drawers) that cannot possibly be as con- 
venient, quick, accurate or orderly and where whole 


groups of Tariffs must be removed to obtain a single 
issue? 
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150 inches of . 

Solid Tariffs VU Io MAI ic 
(210 inches with 12 Drawers) 

All packed tight, always in good IN 


order and every issue instantly 
accessible. The 10 inch V spread 


provides for ient - 
lation without eaieen a” TARIFF FI LES 



















In the WORDS 
of USERS— 


Beechnut:—‘“Much more con- 
venient.” Eastern Steamship 
Lines:—“‘Far superior, — 
convenient.” DL. &W.R.R. 
Co.:—“Expanding feature par- 
ticularly appreciated, good or- 
der, convenient quick access, 
drawers operate easily.”” West 
Coast Lumbermen’s Assn.:— 
“Safety for thin or thick issues, 
self-indexing, saves time.”’ Gen- 
eral Brokerage Co.: — “Far 
ahead, easy to locate, replace 
and file. No sagging, fine ap- 

arance.” Many more instal- 
Caen we could refer to, but we 
want to prove our claims to 
bd 

























FREE TRIAL, OUR RISK 


SEND FOR-—Special T.F. Folder 
and General Catalog No. 22T 


AUTOMATIC FILE & INDEX CO. 
Gen’|. Offices, East 10th St. 
Stack of No. 2C Automatic V GREEN BAY, WISCONSIN 
Expanding Tariff Sections Chicago Branch, 29S. La Salle St. 
New 


































Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agente: Hamburg-American Line 






American-Hawaiian S. S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 


Ce ME st cic ce er tbotin Seeeeae Sawa TS Apr. 29 
EE EE | Sint cwecevcee’ “due bieices May 6 May 4 
8.8. NEBRASKAN ............ Mey 6. siscves May 11 
BE. CARBO UEAM cicccciccne: .c20006e May 20 May 18 


eeeeseseseces WARY 2U -eeeseee 





eoeeee MEBY 26 ija«aseseeee jé§ s8eeee8 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. 8. Pacific Const Perts te the Prin Ports ef the United 
Kingdom and Gentisen Direct Fert- 







Joint Services with 
Hamburg-American Line 
To Hamburg 

NEW YORK TO HAMBURG 
A I i iievacbbincitncbelavvtecalub tend Apr. 29 
SE ocvccsccclesepsncvsunsbesiontiudecbill May 2 
itn aciticuatnesricenvccuesthcanaeaie May 8 
B.S. *MOUNT CLINTON ...........cccccccccccccceecs May 11 
CG ARC AR ARENT HE: May 16 
BB. FWURRTTEMBBRG o.oo... ccc c cette cece ccccce eee May 18 


*Carries third-class passengers. 
¢ First, second, third-class passengers 


LOADING PIER 86, NORTH RIVER 
PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. THEMISTO (via Baltimore)...............e0eeee0: May 22 
BOSTON TO BREMEN AND HAMBURG 
i, IIL. ns s:as paula cubisinnsaveenine nee 6 60s-0ses 0 oe May 20 







BALTIMORE TO BREMEN AND HAMBURG 


8.8. GEORGIAN (via Norfolk and Boston)............ May 13 
RM EES ROR OLE CLI Ri AES May 27 
8.8. CALLISTO (via Norfolk) ........ccccccccccscccece June 15 
re Eo 54606 Sig tis da soins ecw veneer 1b Aiea einen June 20 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


SB. GRORGIAN (ela Baste). ecciccccevccdicccevecvies May 16 
RE CEE nis ston antinensnes owas seneksaaeeeed June 17 
NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. SACHSENWALD .......ccccccscccccees eeess-Early May 


Through bills of lading via Bombers issued to all Scandinavian 
and Baltic Porte 


NEW YORK TO DUTCH EAST INDIES 


P » Bela Pert Swettenham, Singapere, Bata 
——— aneding Soerabaya a 





POOP eee eee OEE HEE HEHEHE EEE EOS 


Leading Pier 21, Pouch Terminal, Cliften, 8. L 


NEW YORK TO NORTH AFRICA AND LEVANT 
Tunis, Malta, Alexandria and Syrian Coast Ports 
Ps eae er ar ern May 10 
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Leading Pier 21, Pouch Terminal, Cliften, 8. L 
General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
Chicage, 327 Bouth LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 


Boston, 40 Central Street Phone Congress 3084 
Philadelphia, Bourse Bidg. Phone Lombard e 
Pittsburgh, Oliver Bldg. Phone Grant 7431-3 


Rochester, Commerce Bldg. 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 








RAILWAY WAGE HEARING 


Six days ahead of schedule the hearings on the question of 
railroad wages, which had been going on before the Labor Board 
in Chicago steadily for more than six weeks, came to an end 
April 24 with a closing statement by E. J. Manion, president of 
the telegraphers’ union. It was announced at the close of the 
hearing that the National Industrial Traffic League and such 
other representatives of the public as had anything to say 
would be heard on the afternoon of April 28. 

The issues raised by the dispute over telegraphers’ wages 
presented few points in common with those of other classes of 
employes. Mr. Manion and his witnesses stressed particularly 
the disparity in the wages of telegraphers on various roads. They 
pointed out that the telegraphers were not working under na- 
tional agreements or successors to national agreements, but that 
their agreements were much older and had been negotiated with 
individual roads. As a consequence, it was alleged, men working 
on similar jobs in adjoining buildings, or even at adjoining desks, 
were paid widely differing rates of pay. The dispute over this 
disparity overshadowed that regarding a possible reduction, so 
far as the telegraphers were concerned. 


The carriers pleaded that the board not standardize these 
wages. They said that they desired individual roads to have the 
privilege of negotiating wages with their own employes and that 
such examples as the telegraphers put forward were extreme. 





SHOP CRAFTS TO VOTE ON STRIKE 


General chairmen of the labor organizations which make 
up the railway employes’ department of the American Federa- 
tion of Labor, at: their convention in Chicago voted, April 21, 
to send out strike ballots to their 600,000 members. According 
‘to available information, the exact issues upon which this vote 
will be taken have not as yet been defined and will not be 
defined until the committee in charge draws up the ballot. The 
decision to take a vote was, however, preceded by speeches in 
which the railroads were scored for having violated decisions 
of the board and were accused of subterfuge in contracting for 
equipment repair and maintenance work to concerns which paid 
less to the men performing such work than the scales pre- 
scribed by the Labor Board. 

A similar vote was taken by the railway employes’ depart- 
ment following the wage cut of last July, but the shopmen 
refused to join with the brotherhoods in their strike plans last 
October. 

While nothing has been said directly to indicate that the 
possibility of a further wage cut by the board will be taken 
into consideration in voting for or against a strike, it is known 
that the shop crafts resent the fact that their wages have been 
the first to come under a second attack, and it is felt that the 
result of the vote will not be made public until a decision in 
the present wage cases is forthcoming. Sixty days was the 
length of time estimated by B. M. Jewell, president of the rail- 
way employes’ department, as necessary to take and count the 
vote. 


LEAGUE HEARD IN WAGE CASE 


In a vigorously worded petition, bringing sharply to the 
board’s attention alleged shortcomings in its method of holding 
hearings, the National Industrial Traffic League, April 28, made 
an effort to become a party to the present wage disputes before 
the Railroad Labor Board. The petition, drawn by John S. 
Burchmore and Luther M. Walter, counsel for the League, and 
signed by them and J. H. Beek, its executive secretary, in addi- 
tion to asking that the League be allowed to become a party, 
prayed that the board dismiss the present proceedings and va- 
cate all decisions heretofore entered purporting to pass on the 
question of wages. 

The objections of the League began with an assertion that 
the board’s powers under the transportation act were only those 
of “investigation and publicity,’ and that the act did not “con- 
template the substitution of government regulation for private 
management.” The right of the public, “which pays the bills,” 
to be heard was stressed and the assertion made that wages 
in the railroad industry were so much higher than those out- 
side that railroad labor had become a “preferred class.” 

A scathing arraignment of the methods pursued by the board 
in holding hearings was not the least important part of the 
petition. It alleged that masses of incompetent and irrelevant 
material have been entertained by the board and have been 
made’part of the record, and concluded with the statement that 
the hearings ought to ‘be discontinued because “the record 
already made is burdened with incompetent and irrelevant 
matter.” 

Representatives of all of the 16 so-called standard unions 
protested against the admission by the board of testimony from 
any party other than the carriers and the workers. 

After explaining at-length the organization and-membership 
of the League, its standing before the Interstate Commerce 
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Commission and the congressional committees, and after oy. 
lining the action of the League in the matter of railroad wage 
to date, as contained in various accounts appearing from tine 
to time in The Traffic World, the petition explained the stang 
taken by the League in the general rate inquiry and then pm 
ceeded as follows: 


Your petitioner alleges that its members and others similarly 
situated, are compelled by statue to pay rates of transportation fo; 
passengers and property which will produce on railroads subject ty 


, the interstate commerce act in such rate groups as the Commission 


shall designate, an aggregate railway operating income equal t 
a fair return upon the aggregate value of the property of such carriers 
devoted to transportation purposes and operated under honest, eff. 
cient and economical management. The amount paid as wages ani 
salaries to employes and officers constitutes a very large part of 
the operating expenses of common carriers subject to the inte. 
state commerce act, and must be paid by your petitioner’s members 
and others similarly situated. Your petitioner therefore submits that 
it is a proper party to any disputes pending before this honorable 
board, within the meaning of section 309 of the transportation act, 
1920, and is entitled to a hearing through its officers and counsel, 

Section 307 of the transportation act, 1920, in paragraph (4), 
provides that: 

“In determining the justness and reasonableness of such wages 
and salaries or working conditions the board shall, so far as applicable, 
take into consideration among other relevant circumstances: 

(1) The scales of wages paid for similar kinds of work in other 
industries; 

(2) The relation between wages and the cost of living; * * *” 

Your honorable board has interpreted in its decision No. 2, the 
phrase “other relevant circumstances” as comprehending ‘among 
other things, the effect the=action of this board may have on other 
wages and industries, on production generally, the relation of rail- 
road wages to the aggregate of transportation costs and requirements 
for betterments, together with the burden on the entire people of 
railroad transportation charges.’’ 

It is the view of The National Industrial Traffic League, ani 
of the shippers on whose behalf it appears, that the railroads should 
not be required by any order of the Labor Board to pay, or to con- 
tinue paying, a higher scale of wages to that general class of labor 
which is used alike in railroad and commercial industry, than is 
paid currently in commercial industry for such comparative en- 
ployment; and it is the further view of the said league that the 
wages for such classes of labor vary so widely in different parts 
of the country and in different towns and cities that they do not lend 
themselves to uniform treatment. 


Board Has No Power to Fix Wages. 


The National Industrial Traffic League respectfully submits that 
title III of the transportation act, properly interpreted, does not con- 
template the substitution of government regulation for private manage: 
ment in respect to the wages and working conditions of railroad en- 
ployes, but only provides a method of investigation and _ publicity 
through the operation of the Labor Board, in cases where there are 
disputes between a railroad and its employes, which threaten inter- 
ruption to traffic or endanger the public interest. 

In support of this statement, your petitioner respectfully cites the 
fact that the interstate commerce act, to which the transportation 
act is supplementary, clearly provides jurisdiction in the Interstate 
Commerce Commission to establish, and authority to enter enforcible 
orders (the violation of which subjects a carrier or shipper to penalty), 
in respect to, the rates, fares, charges and practices of the carriers 
in connection with the transportation of passengers and property. In 
contrast with such definite and affirmative provisions, giving the Inter 
state Commerce Commission supreme authority in rate making, neither 
the transportation act nor the interstate commerce act confers upon 
the Railroad Labor Board, or any other agency of government, the 
power to enter an enforcible order fixing the wages to be paid to any or 
all employes or classes of employes of any railroad. The two acts 
contain such repeated references to the management of the railroads 
as to negative the idea that the Congress intended conferring upon 
the Railroad Labor Board authority to manage the railroads, even in 
the limited sense of fixing wages as the Interstate Commerce Com- 
mission fixes rates. 


Public Is Entitled to a Hearing. 


The National Industrial Traffic League respectfully submits that 
the public, which pays the bills, is entitled to consideration in con- 
nection with all questions affecting wages, and that the Labor Board 
ought to consider the effect of the present high wages on railroad 
operating expenses, on railroad rates and on industry in general. 

This proposition has been recognized by the Railroad Labor Board 
itself in its decision No. 2 in interpreting the phrase “other _relevant 
circumstances” as found in paragraph (d) of section 307, referred 
to above. 

The Railroad Labor Board now has before it (a) representa- 
tives of various classes of railroad employes who are_ seeking t? 
obstruct any reduction in the wages paid to them by the railroads 
by which they are employed; and (b) the representatives of railroad 
corporations who, in seeking to reduce wages, may be actuated more 
particularly by the desire of increasing their own net revenues }) 
widening the spread between the gross operating income and. 
total operating expenses than they are concerned with the direct 
question of the total amount of their operating expenses. In othe! 
words, the railroad corporations do not pay the freight rates, bul 
simply collect their transportation charges from the shipping pub- 
lic; and it is the public that pays the bills. , ; 

The public has a large interest in the outcome of any dispute oA 
volving the wages of railroad employes because of the effect there? 
upon operating expenses, upon freight rates, passenger fares ant 
transportation charges of the carriers and finally upon industr} 
throughout the nation. The public interest ought to be heard ~ 
considered by the board. The National Industrial Traffic League nile 
fairly claim to speak for a substantial portion of the shipping public. 


Disputes Do Not Require Decision. 


The League submits that such disputes as now exist between rail 
roads and their employes are. not of such character as to va 
or require the Railroad Labor Board to issue decisions or 0 “ 
fixing and establishing minimum wages for various classes of employes 
to be paid throughout the country. f all 
Section 301 of the transportation act makes it the duty 0 nd 
carriers and their employes to exhaust every reasonable effort a 
adopt every available means to avoid any interruption to the oper 
tion of any carrier growing out of any dispute between the we its 
and its employes. The section plainly provides that the carrier an 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words 
the line; —o -_ rere 2 ——, a, SF, type; 

able in advance. nswers to keye vertisemen 
pee all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 





ao 
° 





POSITION WANTED—By trained Traffic Executive. Six years’ 
experience. Familiar with all details of domestic and foreign ship- 
ping. Thorough knowledge of rate and claim adjustment and pro- 
cedure. Now employed. Seeks change to position with greater op- 
portunity. Salary secondary. Address T. E. A. 448, Traffic World, 
Chicago. 


POSITION WANTED—A thoroughly capable and up-to-date 
traffic manager solicits an offer. Thoroughly experienced in railroad 
and industrial capacities, highest references. Address H. F’, Traffic 
World, Chicago. 


POSITION WANTED—Experienced traffic and rate man, and 
conversant with fundamentals of transportation law. Desires posi- 
tion in chamber of commerce or industry. Address FA-1, Traffic 
World, Chicago. 








WANTED—Traveling Freight and Passenger Agent, short line 
in south. Give age, experience, etc. Address S. L. C., care Traffic 
World, Chicago. 





Maintaining a Washington office or even going 
there means a heavy expense. We serve in the capacity 
of a confidential representative for subscribers to the 
Daily Traffic World. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Taylor Street 
Teaming of E Description—C Del Service a Cartea 
r] very pt et ity ~ Ivery nd d 





WACO, TEXAS 





THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chein ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 





MUSKOGEE, OKLA. 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 
























THE TRAFFIC WORLD 


961 


The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 


Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 
P. O. Box No. 62 


INDIANAPOLIS, IND. 










figure on your requirements. 





Telephone i 
Circle 8407 








The original Seal is there 
to stay until opened by 
the carrier’s agent or con- 
signee. 


CyreG 


Someone tampered with 
this seal. 
To open breaks it. 




















3/6 NORTH PIER STREET 








TIME LOCKS 


offer the safest mechanical security, but 
greater security is rightly placed in the 
strong character and established repu- 
tation of a business. 


Our integrity cannot be tampered with. 


MERCHANDISE STORAGE CO., INC. 








McNamara Warehouses 
Unlimited Service 


Merchandise Storage and Distribution. Track connection 
and free switching with all railroads. Machinery, paper 
and general storage. Motor delivery service. 


Experienced men, together with our modern equipment, 
enable us to give you prompt and reliable service. Let us 


Assemblers, Forwarders and 
Distributors of Pool Cars 


946 W. New York St. 
Big Four Sidings 


NEW WAY 


Use the 1921 Model 


Edgar Steel Seals 


When Shipping Carloads of 
Automobiles, Flour, 


Grain, Steel, Everything 
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Prevent the necessity of claims by elimi- 
nating the temptation to cover up theft. 


Send full shipments and know 
they will get there 


The Edgar Steel Seal & 
Mfg. Company, “4ZANsAS.” 
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men shall confer with each other regarding any matter in dispute. 
It is only where the parties are wholly unable to agree and either 
the carrier or a certain number of employes appeal to the Labor Board, 
or the Labor Board is convinced that an interruption of commerce 
is probable, that it is authorized to enter upon a hearing or investi- 
gation regarding wages of railroad employes. : 

As the result of orders entered by the Director General during 
federal control, and former decisions of the Railroad Labor Board, 
the wages of many classes of railroad employes have been so 
“frozen” that a carrier, which is unable in the opinion of its man- 
agement to continue paying those wages, or finds them higher than 
that class of labor commonly commands in that particular section, 
could not effect a reduction and could make no progress with its 
own men towards an agreement upon a reduction in wages. The 
practical result of this situation is that there has been no real op- 
portunity for the management of the railroads to regulate the wages 
of their own men, and for those who desired to avoid any readjust- 
ment of the war-time wages such as already has occurred in in- 
dustries, it has been simple to stand pat. é 

In order to restore some semblance of freedom of action to the 
parties, it is necessary that the government take its hands off this 
situation. In other words, the so-called disputes now pending before 
the Railroad Labor Board are not bona fide disputes, of the character 
which Congress intended should be the basis for the action of that 
board. It will not remedy any situation now existing for this board 
to enter either a blanket order or an elaborate detailed schedule, fix- 
ing wages to be accepted by the carriers and the men for use through- 
out the country or on the lines of most of the principal carriers. 


Railroad Wages Too High. 


The National Industrial Traffic League submits that evidence 
adduced before the Interstate Commerce Commission, in the general 
rate inquiry there pending, indicates that in various parts of the coun- 
try, various classes of railroad employes are now receiving wages 
substantially greater than paid for similar classes of labor in other 
industries in the same sections. 

In view of the fact that the Railroad Labor Board in March, 1921, 
refused to permit The National Industrial Traffic League to inter- 
vene in case No. 101-1, In the Matter of Wages and Working Con- 
ditions, then pending before said board, and in view of the dilatory 
tactics of the parties to proceedings before this board and the pro- 
tracted nature of its hearings, The National Industrial Traffic League 
has not undertaken to gather elaborate and comprehensive statistics 
of wages paid various classes of labor for service comparable to that 
performed by similar labor on the railroads throughout the country. 
But from such statistics as have been available to the league, and 
from sworn testimony received by the Interstate Commerce Com- 
mission in its recent hearings in the General Rate Inquiry, docket 
No. 13293, hereinabove referred to. it clearly appears that, in various 
sections of the United States, various classes of railroad employes 
are now receiving wages substantially greater than paid in the same 
sections for similar classes of labor in other industries. _ 

We do not contend that all railroad employes are receiving wages 
that are greater than paid by industries in the same section for com- 
parable employment. Indeed, as against a considerable degree of 
uniformity in the wages of men employed by particular railroads, 
there is no such uniformity in the wages paid by industries along the 
lines of those railroads. For example, unskilled labor and men_ in 
the different trades are not paid the same wages per hour in Chi- 
cago and Omaha, and in the different smaller cities and country 
stations along the line, such as Dixon, Illinois, Clinton, Boone, Ames 
and Des Moines, Iowa, or country villages too numerous and in- 
dividually unimportant for designation. The cost. of living in New 
York, Harrisburg, Pittsburgh, Chicago, and in Altoona, Fort Wayne, 
Plymouth, Van Wert, Lima, and other points, is not the same and 
uniformity of wages therefore is not equitable or necessary. i 

It is a matter of common public knowledge that railroad labor, 
in many instances, has become a preferred class, receiving wages 
out of harmony to those paid to comparative employment in com- 
mercial industries, and this is neither right nor in the public interest. 


Insists on Orderly Hearings. 


The National Industrial Traffic League submits that when the 
Railroad Labor Board fixes wages by an order entered otherwise 
than after public hearing, at which competent testimony is offered, 
under oath, and the scope of the hearing confined to matters material 
to the controversy, it infringes the right of the public to receive an 
intelligent, unbiased and correct expression from the board as to the 
merits of the controversy. 


Section 307 of the Transportation Act provides that the Railroad 
Labor Board shall hear, under the manner therein provided, disputes 
between the carriers and their employes, and decide the same as soon 
as practicable. This section contemplates that the Railroad Labor 
Board shall conduct hearings in such matters. The very words ‘‘hear 
and decide’ as used in said section, manifestly contemplate an orderly 
and complete hearing of all phases of the matter under consideration 
with a formal and judicial determination thereof. 

The National Industrial Traffic League is informed, and by at- 
tendance of its officers at certain of the hearings has observed, that 
the practice of the Railroad Labor Board, is not to put under oath 
witnesses appearing before it in such matters, and neither to limit the 
statements, or so-called testimony, of any witness or representative 
of the carriers or of the employes to competent testimony, with respect 
to matters within the knowledge of said witness or representative, or 
to limit the statistics received and facts spread of record to matter 
that is material, relevant, or competent, according to ordinary stand- 
ards for judging materiality, relevancy, and competency, commonly 
applied by the Interstate Commerce Commission, boards, arbitrators, 
and judicial or quasijudicial tribunals. 


The National Industrial Traffic League respectfully insists that 
the practice of the Railroad Labor Board of not putting any and all 
witnesses under oath, and limiting their testimony to matter that is 
reasonably relevant, material and competent, is prejudicial to the 
paramount right of the public, as the silent third party in interest 
to every dispute before the Railroad Labor Board, to receive an in- 
telligent, unbiased and correct expression by said board as to the 
merits of each controversy. 

The National Industrial Traffic League does not suggest that 
the Railroad Labor Board should adopt the technical rules of evidence 
and practice applied in courts of law; but respectfully suggests that 
the Railroad Labor Board should conform its practice to that com- 
monly employed by state and federal bureaus and commissions— 
namely, to require all testimony to be given under the sanctity of 
the oath, and with reasonable formality to exclude matter clearly 
incompetent, irrelevant or immaterial. 

The Interstate Commerce Commission in carrying out the pro- 
visions of the interstate commerce act, administers the oath to all 
witnesses, even though they be distinguished officers of the govern- 
ment itself, or officers of the Commission itself, and limits the testi- 





mony to matters concerning which the witnesses.are reasonably quali- 
fied to speak of their own knowledge and to matters that are relevant 
and material. The result is that decisions and orders of the Inter. 
state Commerce Commission command the respect to which they are 
entitled, by the very fact that they are based upon facts, adduced 
at orderly and properly regulated hearings. 

_ In occasional cases, in which the Interstate Commerce Com. 
mission or other similar tribunals have gone outside the records made 
in such manner, the courts have held that the requirement of hearing 
in the statue contemplates the privilege to all parties of introducing 
proper testimony, of cross-examining opposing witnesses, and imposes 
the duty on the tribunal of deciding in accordance with the facts 
proved. Interstate Commerce Commission vs. Louisville & Nashville 
R. R. Co., 227 U. S. 88, 57 L. ed. 431. See also United States ys 
Baltimore & Ohio Southwestern R. R. Co., 226 U. S. 14; Atlantic 
Coast Line R. R. vs. Interstate Commerce Commission, 194 Fed. Rep, 
py 4 ge og ; Washington, ex rel. Oregon R. & N. Co. vs. Fairchild, 


Asks Discontinuance of Hearings. 


The National -Industrial Traffic League. submits that the board 
should discontinue’ the present so-called hearing, and, if disputes 
have arisen or shall arise, requiring action by the board, that it 
shall institute hearings properly conducted, in accordance with statute, 

Your petitioner is informed and believes that the Railroad Labor 
Board encounters much pressure from counsel for, or representatives 
of, the parties of record to the so-called disputes, now pending before 
the said board, to receive voluminous statements largely of incom- 
petent and irrelevant nature from theorists and persons not qualified 


to present to the board facts upon which it might properly base 
findings and conclusions. 


Your petitioner desires to support the board if it refuses to 
permit any party thereto to protract these hearings in such manner, 

Your petitioner further submits that the hearings already had 
have not been conducted in the manner contemplated by the act, and 
that the record already made is so burdened with incompetent and 
irrelevant matter that the hearings ought to be discontinued. 


Urges Vacation. of All Wage Decisions. 


The National Industrial Traffic League submits that the Rail- 
road Labor Board should set aside any and all orders and decisions 
now outstanding, which purport to fix wages of railroad employes, 
and leave to the corporations and the men, the question of readjusting 
their wages, to meet present conditions, subject to further proceedings, 
if and when any disputes with relation thereto, may be brought be- 
fore the board, in the manner provided by the statute. 


Wherefore, your petitioner prays that it may be made a party 
to the above entitled proceedings, with leave to participate therein 
as fully as circumstances may justify and require; and that the Rail- 
road Labor Board will dismiss the said proceedings, without the 
entry of any decision purporting to fix or establish rates of pay, 
but will, on the other hand, vacate any and all decisions heretofore 
enterea by it purporting to fix or establish wages. 


Following the reading of the petition, Chairman Hooper an- 
nounced that a formal order, denying the League prayer, would 
be entered by the board. 





COURT UPHOLDS PENNSYLVANIA 


Upholding the position of the Pennsylvania railroad in all 
points regarding the dispute as a result of which the matter 
came before it, but holding against the railroad on the question 
of the constitutionality of title 3 of the transportation act, the 
district court~ for the northern district’ of Illinois, eastern 
division, in an opinion by Judge George T. Page, delivered, April 
22, denied the motion of the Labor Board to dismiss the petition 
of the Pennsylvania to make permanent the temporary. injunc 
tion restraining the board from finding the carrier in violation 
of decision No. 218 of the board. ” 


The court indicated that it would grant the request. to make 
the injunction permanent because it did not deem interference 
with the appointment or method of election of conferees one of 
the functions of the board. The Pennsylvania, in July, 1921, 
held an election on the various divisions of its lines, in which 
delegates were elected by the workers with whom the road 
later negotiated rules.. The shop. craft federation of the Penn 
sylvania objected, because the ballots provided by the carrier 
carried no provision for the selection of an organization as 3 
representative in addition to the provisions for the election of 
individuals. The matter was brought before the board by the 
union and the board ruled that a new election should be held, 
on ballots which provided for the election of both individuals 
and organizations. The Pennsylvania refused to comply with 
that decision, was cited by the board, and later, when it became 
apparent that it would be found in violation of the decision 
under section 313 of the transportation act, applied for and ob 
tained a temporary injunction in the district court, for the mak 
ing permanent of which they prayed in the bill upon which the 
opinion was delivered. 


The court found that the matter had not been brought be 
fore the board in a legal manner, because the dispute was one 
over which it had jurisdiction under section 301, which sectiol 
did not provide for the entertainment of disputes by the_ board 
on the application of only one of the parties. The contention of 
the board that the district court had’ no power to review it 
findings was waived aside by the court by a citation of the 
language in the act to regulate commerce, which it said was 
almost identical with the language of title 3, but which. never 
theless, was held by the supreme court:to allow suits against 
the Interstate Commerce Commission. 


In the opinion of the court, the powers conferred by the 
transportation act to the Labor Board were advisory only. 
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HOUSTON, TEXAS 
Binyon-O’ Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE > 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage. Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


April 29, 1922 











Firm Financial 
Foundation 


In selecting your freight forwarder it is 
particularly necessary for you to demand the 
strongest financial standing in your choice. 
Can you afford to entrust your goods to any 
but the most reliable ? 

























































The House of Andrews, established in 
1884, enjoys a financial prestige second to none. 


We invite your request for references. 
Send for our booklet ‘“‘What We Do and How 


We Do It.” 
Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York 


Boston Office Philadelphia Office 
44 Broad Street 788 Drexel Building 





Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE © 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 
Polk Street Terminal, Pennsylvania System 


CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 









San Francisco Warehouse Co., san Francece, Caltornia 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 












“In the Heart of The 
Central Manufacturing 
District of Chicago’’ 


MERCHANTS WAREHOUSE & DISTRIBUTING C° 


36th and Iron Streets, Chicago, Illinois 


_ Unexcelled Warehousing Facilities 


















Phone Lafayette 7500 


We offer the manufacturer and shipper the finest warehousing and 
shipping service in the Central West. Our location assures you the best 
transportation facilities. Our modern, fireproof building affords maxi- 
mum protection against fire. A very low rate of insurance, carried by 
a reliable Stock Company, is another advantage. 

Chicago Junction Railroad, connecting with all railroads entering 
Chicago, serves our institution, Connection is made with one of the best 
Package Car Systems in operation, reathing all important cities. Our 
location on bank of Chicago River permits largest lake steamers to 
dock at our warehouse. This dock is also served by Chicago Steamship 
Lines and Merchants’ Lightevage Co 

We invite your personal inspection of our excellent facilities for 
the receiving, storage and shippi of merchandise. Write, wire or 
phone for further information, We would be pleased to give you 
Shark Si ee ae full particulars about our service, which assures the greatest possible 
seeeil a cé-operation with the shipper. 
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law it said, contained no provision that the decisions of the 
board shall be final. 


With respect to constitutionality, the court said it could see 
no difference in the regulatory power sustained in operation 
under the interstate commerce act for more than 40 years and 
the power to ascertain just and reasonable wages and working 
conditions as contemplated in title 3 of the transportation act. 
The opinion was as follows: 


Title III creates the Labor Board and other boards, and also 
covers the subject matter or “disputes between carriers and their 
employees.”’ 

_, Congress, by the act of June 18, 1910, made very complete pro- 
vision for suits against the Interstate Commerce Commission (36 
Stats. at L. p. 539), yet the language in the act of 1887, creating the 
Commission, was quite like the language creating the Labor Board, 
and the Supreme Court, in 1895, said: 

_ ‘We think that the language of the statute, in creating the Com- 
mission, and in providing that it shall be lawful for the Commission 
to apply by petition to the circuit court sitting in equity, sufficiently 
implies the intention of Congress to create a body corporate with 
legal capacity to be a party plaintiff or defendant in the federal 
courts.”” (Texas & Pacific Ry. vs. I. C. C. 162 U. S. 197, 204.) 

In my opinion the Labor Board is a body corporate, subject to 
the jurisdiction of the federal courts, and may sue and be sued. 
This does not mean, however, that the courts have any general au- 
thority over the exercise of a discretion vested in an administrative 
body or officer (C. B. & Q. R. R. Co. vs.. McGuire, 219 U. S. 569; Ger- 
man Alliance Ins. Co. vs. Lewis, 233 U. S. 389). 

Sections 301, 307, 208 and 313 have, in the main, been made the 
subject of attack and discussion. 

In arriving at the purpose of Congress and the right interpretation 
of the act, it will be helpful to look briefly at previous legislation, 
and the conditions that produced such legislation. 

In 1887, the regulation of common carriers in their relations to the 
public, particularly as to rates and service, was inaugurated by the 
passage of the Interstate Commerce Commission Act. That act has 
been extensively amended from time to time, and title IV of the 
transportation act consists wholly of such amendments. At_ other 
times, Congress has legislated upon the question of safety appliances 
and other related matters. 

In 1888, 1898 and 1913, acts were passed for the appointment of 
boards of arbitration. In none of those acts was there any com- 
pulsory submission to arbitration or mediation. Those acts seem to 
have been produced by conditions in the relations between the car- 
riers and their employees, and were for the purpose of preventing the 
segs ag of business and consequent inconvenience and loss to 

e public. 


The exigencies of the late war made it necessary that the govern- 
ment should take over the operation of the railroads and produced) the 
federal control act in 1918. The termination of federal control is 
provided for in title II of the transportation act. 

Late in 1916, after a conference for the purpose: of adjusting dis- 
putes between the carriers and their employees had failed and steps 
were being taken to call a general strike, the president said to Con- 
gress that there were no resources at law at his disposal for -com- 
pulsory arbitration to prevent commercial disaster, property injury 
and the personal suffering of all, not to say starvation, which would be 
brought to many among the vast body of the people if the strike was 
not prevented, and asked for legislation. Congress responded “with 
the Adamson law. 

That law has béen the subject of wide discussion, and it is not 
necessary to dwell upon it here, except to note that Congress there 
provided for an eight-hoyr day, and made other provisions that re- 
sulted in the actual raising of the wages of the employees of carriers. 
The supreme court sustained that act in Wilson vs. New, 243% 4..S: 
332. The majority opinion wads présented by the chief justice.“ Sire 
dissenting opinions were written, denying the constitutionality @ 
act. 4 * ‘ge % 

Not only because of the diversity of, opigion expres 3 
New case, but because of its wide public discussion,y, 
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have had clearly before it the questidn as to the conditions under.: 
which it had the right, if at: all, to establish machinery +by¥r which, 


to compel the compulsory fixing of wages, 
carriers and their employees. 

I am of opinion that when Congress framed and adopted section 
301 it did so with the deliberate intention of imposing, as the~plain 
language of the act indicates, the. duty on all carriers and. their 
officers, employees and agents to exercise every reasonable effort and 
adopt every available means to avoid any: interruption of the; business 
of any carrier growing out of any dispute between the carriers: and 
their employees, and that Congress intended that .all such disputes 
should be considered, and, if possible, decided in conference sdlely 
between a carrier and representatives of its employees directly .intér- 
ested in the dispute, and that, as hereinafter noted, the only power 
given to the Labor Board under that section was to hear and decide 
a dispute which the conferees provided for in section 301 were 
unable to decide, and then only in the event that the parties jointly 
referred the matter to the board. 


The further conclusion is inevitable that the Labor Board was 
without power to intervene in any way in the proceedings contem- 
plated by section 301 preceding a reference to it jointly by the parties, 
except that the board might on its own motion suspend the operation 
of a decision by the parties if it was of the opinion that such decision 
as to salaries and wages would make a readjustment of the rates of 
any carrier necessary, and thereupon as soon as practicable affirm 
or modify such suspended decision (Sec. 307b). 

It is, in a general way, claimed that the board has the right to 
direct or control the method of selecting the representatives of the 
employees under section 301, under the provisions of section 308 (4), 
which is as follows: 

The Labor Board “may make regulations necessary for the effi- 
cient execution of the functions vested in it by this title.’’ 

The appointment or method of election of conferees under section 
301 was not one of the functions delegated to the board, and therefore 
it had not the right to make the regulations provided for in decision 
No. 218 on pages 8, 9 and 10. I am of opinion that the purpose of 
section 301 was to leave to the carrier and its employees full liberty 
to get together in their own way. 

The language of section 307 strongly supports my conclusion upon 
section 301, because section 307 makes ample provision for interven- 
tion on the part of the Labor Board in all cases arising under the act 
where the carrier and the employees have failed to compose their 
difficulties or upon: such failure to join in a submission to the Labor 
Board, as provided in section 301. This will more fully appear from 
the following discussion. 

No adjustment board has been appointed; therefore, section 307 
may be read without consideration of the provisions therein relating 


rules, etc., as between 
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to the adjustment board. Such a reading shows-that the Labop 
Board shall receive for hearing, and as soon as practicable and with 
due diligence decide, any dispute involving grievances, rules or work. 
ing conditions which is not decided as provided in section 301, unde 


‘the following circumstances: 


“Upon the application of the chief executive of any carrier o 
organization of employees or subordinate officials whose members are 
directly interested in the dispute; 

“Upon a written petition signed by not less than 100 unorganizeg 
employees or subordinate officials directly interested in the dispute: 
or, 

“Upon the Labor Board’s own motion if it is of the opinion that 
the dispute is likely substantially to interrupt commerce.”’ 

The meaning of that language is too plain to need interpretation 
or construction. 

Section 307 (b) authorizes the intervention of the Labor Board ip 
precisely the same manner as provided in section 307 (a) for the 
purpose of deciding ‘‘all disputes with respect to the wages or salaries 
of employees or subordinate officials of carriers, not decided as pro. 
vided in section 301.” 

In considering the intent of Congress as to the force of the Labor 
Board’s decisions as to other matters than those jointly submitted to 
them under section 301, there are two views pressing upon the ming 
of the court for consideration: 

(1) Do the provisions of the act authorize the Labor Board 
merely to hear, determine and publish in an advisory decision that 
which in its opinion would be a fair and just wage, or what would 
be a fair and just solution of disputes involving grievances, rules or 
working conditions? or 

(2) Does the act authorize the Labor Board to make such find- 
ings, and to render such decisions and judgments as will make its 
determination upon those questions final and binding, so that a rule, 
determined to be a fair and reasonable rule by the board, shall there- 
after be a governing rule between the parties, and so that a w 
determined to be a fair and reasonable wage shall thereafter be the 
wage that shall be paid by the carrier, and that shall be accepted 
by the employe, and that may be recovered in the courts? 

There is no direct provision in the act that decisions by the board 
shall be final and have the binding force of decrees to be performed. 
Nor is there any provision that that which is determined to be a just 
and reasonable wage or rule shall thereafter be the wage, or the rule, 
as between the carrier and its employes and upon which either may 
maintain an action in the courts. There is no provision for the en- 
forcement of the terms of the decisions, nor any penalties for their 
violation, except the publication provided for in section 313, if that 
may be considered a penalty. 

All those matters seem to me to indicate that the decisions are 
only advisory. 

On the other hand, section 307 (d) provides that: 

“All decisions of the Labor Board * * *_ shall establish rates of 
wages and salaries and standards of working conditions which in the 
opinion of the board are just and reasonable.” 

Nevertheless, I have reached the conclusion that it was the belief 
of Congress that the results desired by the legislation could be 
attained through the force of public opinion and that that public 
opinion would follow the publication made as provided in sections 
307 (c) and 313, and would support the decisions of a board, composed 
of men each of whom would have special knowledge of the difficulties 
within and the necessites of the group that he was chosen to repre- 
sent. Iam further of the opinion that, acting upon that belief, Con- 
gress provided in section 307 (d) for a wide and searching investiga- 
tion so that the board would have before it all the facts necessary to 
enable it to reach just and reasonable decisions upon every dispute. 

The remaining, and of course fundamental, question in this case 
is whether or not the act is within. the constitutional power of Con- 
gress to regulate commerce. In Gibbon vs. Ogden, 22 U. S. 1, Chief 
Justice Marshal said: : 

“Commerce, undoubtedly, is traffic, but it is something more—it is 


tercourse. It describes the commercial intercourse between nations, 
‘*=,* * and is regulated by prescribing rules for carrying on that 
intercourse.’’ (p. 188.) : 


After an extended discussion, the court further said (p. 195): 

“We are now; arrived at the inquiry—what is this power? It is 
the power to reghlate; that is, to prescribe the rule by which com- 
merce is to be governed. This power, like all others vested in Con- 
gress, is complete in itself, may be exercised to its utmost extent, and 
ae no limitations, other than are prescribed in the con- 
stitution.” ” 
; Undoubtedly some character of intercourse by transportation is 
involved in every completed commercial transaction. Boys trading 
upon the playground or men trading in the market places make and 
lay the basis for their transactions by discussion or correspondence, 
but the commercial transaction must somehow, somewhere be com- 
pleted by delivery. It may be the mere passage of the commodity 
involved in the trade from the pocket of one by hand to the hand of 
another, or it may be the carrying across the continent of bulky com- 
modities involving every kind and character of handling and trans- 
portation devices and of men engaged in many kinds of employment, 
but whatever be the character of the transaction, whether it is great 
or small, the instruments of intercourse and transportation are indis- 
pensable elements in every commercial transaction. ‘ 

The commerce .dealt with in the act in question involves the mail 
transportation systems both for passengers and freight for the people 
of the whole United States. It reaches, touches and carries for every 
city, village and town and is the instrument by which food, clothing 
and fuel and every other commodity of commerce is carried for and 
between the people. There is nothing in existence that could be sub- 
stituted for it, and it represents the growth of years. If its operation 
were to be discontinued for even a_ short space of time the loss and 
hardships necessarily consequent thereon would be almost incalcu- 
lable; and if it were discontinued for any considerable length of time 
the whole fabric of the nation’s commerce and the foundations of our 
manufactures, which are the basis of the great growth and develop- 
ment of our country and of our business prosperity, would be almost 
irretrievably wrecked. 


Neither bigness nor emergéncy can bestow or add to the consti 
tutional power to regulate commerce, and I have set out the matters 
immediately foregoing for the sole purpose of illustrating the large 
place which the agreements a disagreements between carriers al 
their employes occupy in the trAnsportation element of interstate com- 
merce, and how inadequate mlist be the regulation if Congress does 
not have the power to control Such agreements and disagreements. all 

It is of the fundamentals of a common carrier system that it sh i 
be as efficient as the conditionis in business will permit, that it she 
be continuous, that it shall give equal service to all of the people uN ; 
equal terms, that it shall have fair and reasonable compensation 10 
the services rendered. ‘ 5 

I can see no difference in character between those regulator! 
powers sustained and in operatign under the interstate commerce 
for more than forty years and the power to ascertain just and yoo 
able wages and working conditions as contemplated in title III of : 
transportation act. If the power to regulate commerce is a power 
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THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 


NEW YORK and PHILADELPHIA 


AND 
MARSEILLES, SPAIN, GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, Algeria, 
Tunisia, Cette, Nice and Near East. 
General Offices: 23 Bridge Street, New York 
| Chicago Agent: M. E. Kienappel, 112 West Adams Street 
| Philadelphia Agents: Messrs. Wesenberg & Co., 305 Walnut St. 


———= 





REGULAR SERVICES 
FREIGHT and PASSENGER 
Between 


PHILADELPHIA 
PORTLAND, ME. 


qa ANTWERP BRISTOL 
YMOUTH GLASGOW 
LONDON HAVRE 
LONDONDERRY ROTTERDAM 
CHERBOURG DANZIG 


MO 
BOSTON 


NEW YORK 
BALTIMORE 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 





ROUTE YOUR CARGO VIA 


Mobile=Gulfport=Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL and MANCHESTER 
A-1 STEAMER, Sailing from Mobile April 29th 


LIVERPOOL and CARDIFF 
COAHOMA COUNTY, Sailing from Pensacola 
about April 12th 
LIVERPOOL and BELFAST 
EASTERN SUN or Sub., Sailing from Mobile May 15th 


LIVERPOOL and GREENOCK 
MAIDEN CREEK or Sub., Sailing from Mobile May 30th 


ae ty oe 
ailing from Mobile Ap t 
EFFINGHAM Sailing from Pensacola April 15th 









LONDON and PORTSMOUTH 
WILDWOOD or Sub., Sailing from Mobile about April 25th 


LONDON and NEWCASTLE-ON-TYNE 
AFOUNDRIA or Sub., Sailing from Mobile about May 28th 


BREMEN and FALMOUTH 
CLAVARACK or Sub., Sailing from Mobile May 30th 


Waterman Steamship Corporation 
| MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


THE TRAFFIC WORLD 


NEW YORK-LOS ANGELES-SAN FRANCISCO 
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PASSENGERS AND FREIGHT 


DIRECT SERVICE 
via PANAMA CANAL, 


WEST COAST CENTRAL AMERICA, MEXICO 


Calling at Norfolk, Va.; Corinto, Nicaragua, La Libertad, Salvador; 
n Jose de Guatemala and Manzanillo 


S.S. ECUADOR sails from New York May 20th 
S.S. VENEZUELA sails from San Francisco May 20th 


Sailings about every 17 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone. 
S.S. NEWPORT sails from San Francisco May 6th 
and Sailings about every 22 days thereafter 
PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolua, — Kobe, Shanghai, 
P d Freight Sailings by N i 3. 
™ a ate +. ae t Sailings by New and Luxurious U. S. 
S.S. Hoosier State sails. . . May 13th 
S.S. Golden State sails .. . June 3rd 


S.S. Empire State sails . . . June 24th 


and approximately every 21 days thereafter. 


San Franciseo-M ANILA-Hongkong Service via Honolulu 
S.S. Creole State ...... May 4th 
S.S. Wolverine State ... . June Ist 

and every 35 days thereafter 

Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or te 


PACIFIC MAIL STEAMSHIP Co. 
508 California St., San Fran 
503 So. Spring 
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Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harber, San Francisco, 
Portland, Tacoma, Seattle and ether Pacific 
Coast Perts via Panama Canal 
SS ‘“‘ELDORADO,”’ From the Gulf, about May 4th 






































SS ‘“‘NYANZA,”’ oe ss ‘¢ May 9th 
SS “DELCO,” ” “ ‘May 20th 
A-1 Steamer ~ = ‘* Late May 
SS “HOBOKEN,” From the Pacific Coast, Early May 
SS “‘“REDHOOK,’’ = sie ‘*¢ ~~ Late May 
SS “ELDORADO,” ‘“ * ~ ‘¢ Early June 
Rates quoted, bookings and other information furnished upoa 








application 


THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 























Steele eo SWAYNE & HOYT, Inc. 50 Broad St. 
Galveston, Tenas 430 Sansome St New York City 
San Francisco, . 
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prescribe rules by which commerce is to be governed, then Congress 
must have the power to prescribe every regulatory or governing 
measure necessary to keep the commerce of this country alive and 
the common carriers going concerns. 

If the common carrier system of this country may lawfully be 
stopped for one hour by the carrier or by the employes, organized or 
unorganized, not by reason of any necessity in the business of com- 
mon carrying, but because either party wills it, or through the dis- 
agreement of the parties, then it may be stopped for the same reason 
or for no reason at all for an indefinite time or perpetually, and the 
constitutional power of Congress would be as impotent and useless as 
a dead hand upon the ship’s rudder in a storm. 

In the case of Wilson vs. New, 243 U. S. 332, the constitutionality 
of the Adamson act was challenged by some of the dissenting justices 
upon the ground that it violated the fifth amendment, first, because 
an attempt to fix any wage is in violation of the right of private con- 
tract, and second, that the provision in the Adamson act that only an 
eight-hours’ service by an employe should be given for ten hours’ 
pay was in violation of the inhibition in the constitution against tak- 
ing property without due process of. law.. The argument there was 
that the act, without any investigation on the part of Congress or 
under its authority as to the conditions of pay and employment in the 
carrying trade, wrongfully and arbitrarily gave to the employes some 
$600,000 of the carriers’ money. The method that was there asserted 
to have been an arbitrary exercise of power is not present in this case. 
The act here, on the contrary, makes very careful provision, as here- 
inbefore shown, for the selection of a well qualified. board, prescribes a 
wide field of investigation and a careful consideration of every element 
involved, to the end that conclusions may and shall be.reached by 
the Labor Board which shall be just and reasonable. 

Upon the question of the right to prescribe compulsory arbitration 
or to fix wages, the majority opinion of the court in the case of 
Wilson vs. New, supra, determines that question, supports the power 
eres Sy Congress; and consequently sustains the constitutionality 
of e act, 

There is, and can be, no conflict between the fifth amendment and 
the commerce regulation clause of the constitution: because.whenever 
men and property enter into’and become a part of an interstate com- 
mon carrier system, they so far lose their private character that they 
age wholly subject to all reasonable regulatory measures prescribed 
xy Congress. 


At the request of Attorney-General Dougherty and Solicitor 
General J. M. Beck, Judge Page has: agreed to postpone the 
issuance of an order in the case of the Pennsylvania vs. U. S. 
Railroad Labor Board, until conference between members of 
the Labor Board and the Department of Justice can be had. 

It was announced at the board offices; April 27, that Chairman 
Hooper and ex-Chairman Barton would go to Washington, 
May 1, to acquire the Attorney-General’s point of view. Chair- 
man Hooper intimated strongly that it was ‘the view of the 
board and .the Department. of Justice ‘that the mater should be 
brought to the Supreme Court as soon as_ possible, since the 


operation of the board will be greatly hampered until a final 
ruling is had. 


BOARD ORDER ENFORCED BY COURT 


That there is far from a unanimity of judicial opinion on 
the meaning of title 3, of the transportation act, was indicated 
by an-opinion, written by Judge Ethridge, of the supreme court 
of Mississippi, handed down this week, in which the finding of 
the circuit court, that a’ laborer was not. entitled to recover a 
difference in wages between that receiyed from a railroad and 
that prescribed by the Labor Board as just and reasonable, was 
reversed. 

The complainant in the circuit courts case was a section 
laborer, who alleged that, between January 1 and June 30, 1921, 
during which period the reasonable wage for that class of work 
was set by the board at 36.5 cents an hour, he had received only 
20 cents an hour from. the New Orleans Great Northern Rail- 
road. He sought to have the court order the carrier to pay him 
$239.08, which he claimed was “past due, unpaid, and which the 
carrier refused to pay.” 

After dismissal by the lower court the state supreme court 
was called on to review the case on demurrer. In passing on 
the carrier’s contention that the matter was one for the board 
to decide rather than the court, the court held that the board 
had passed on the question when it adjudged the 361%4-cent pay 
rate reasonable. It also held that acceptance by the complain- 
ant of a 20-cent wage during the six--months did not “per se, 
waive the right to demand the balance due,” as contended by the 
carrier. 

As the Mississippi high court read the law, the powers con- 
ferred on the board by the transportation act were sufficient to 
allow it to fix wages and, therefore, the findings of the board 
had the effect of awards. On that point, and in answer to the 
railroad’s contention, that the order of the board, fixing wages 
of track labor at the 36%-cent level, was depriving it of property 
and the right to contract with its employes, the court said: 


It will be seen from this act that the board is givan power to 
establish rates of wages and salaries in cases therein provided for. 
The purpose of the act is to establish a lega] tribunal with powers 
to fix the rate of wage between carriers and their employes and 
subordinate officials, when they cannot be settled by agreement, to the 
end that commerce may not be interrupted. In our view the act 
creates a system of compulsory arbitration with notice to the parties 
and a right to produce evidence, and the finding of the board in the 
cases provided for in the act has the effect of an award. The purpose 
of Congress was to prevent the possibility of tieing up the transporta- 
tion of the country during disputes, as has been done heretofore in 
numerous cases, and has been threatened in cases of such magnitude 
as to seriously jeopardize the business and welfare of. the .country. 
The living and business conditions.of, the great public are dependent 
upon the carriers for the transportation.of the -necessaries-of life, as 
well as ordinary articlés 6f iitility. ““Frie’ legal effect Of the “action 
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of the board is to fix, for the time being (a temporary period), the 
wages and salaries of the employes, until the parties can agree upoy 
such wages or salaries, or can make other arrangements With othe; 
men for the carrying on of the business of the carrier. It hag th, 
effect, in our opinien, of giving a right of action against the Carrier 
by the employe or official, for the salary so fixed, under the provisions 
of the act, if services are performed thereunder, and the courts arp 
open for the enforcement of this obligation. The courts are open t 
the carriers also. Of course, it is within the powers of Congress ty 
fix the conditions upon which suits could be brought, or the courts in 
which the obligation could be enforced. But Congress having desig. 
nated no tribunal to take cognizance of the matter, any court having 
jurisdiction of the parties and subject-matter may enforce the obliga- 
tion, as in the case of any other money-obligation or contractual right. 


The state supreme court held title 3 constitutional “with. 
out elaborate discussion,” on the strength of the decision of th, 
United States Supreme Court in the case of Wilson vs. Ney, 
the so-called Adamson law case. 


BOARD TAKES OVER M. K. & T. DISPUTE 


The power of the Labor Board, under section 307 of the 
transportation act, to assume jurisdiction on its own motion, 
over disputes regarding grievances that seem likely to inter. 
rupt commerce, was invoked, April 27, when the board dis. 
patched a telegram to the management. of the Missouri, Kansas 
& Texas Railroad, and to the officers of the shop craft federa. 
tion on that line, announcing that it had taken over the matter 
of contracting form,equipmentrepairs in outside shops on that 
line, because of strike threats made by the workers. A hearing 
is to be held May 4. . 

Disputes over the same question on other roads, hearings 
in which have already been held, will be decided soon, it was 
learned. The custom of the board to withhold action on impor. 
tant questions until full membership is present, has led to the 
inference that the return of Albert Phillips, labor member of 
the board, to Chicago, will be the signal for immediate action. 
Mr. Phillips reassumes his duties April 29. 

The action of the board in taking over the M. K. & T. 
dispute assumes added significance when viewed in connection 
with the determination of the shop crafts, recently arrived at, 
to take a strike vote. In a statement made at the time the 
proposal to take that vote was announced, B. M. Jewell, presi- 
dent of the railway employes’ department of the A. F. of L, 
said his men had been swayed by the impunity with which 
railroads were defying the board’s rulings. It is known that the 
unions have always considered the contracting of work by rail- 
roads as an evasion of such rulings, and the word of the board 
in the matter may have some bearing on the vote. : 

It was said that the reason why the board had not taken 
over the dispute regarding contract work on the Western Mary- 
land, shop workers of which have beef® on strike for two weeks, 
was because the strike occurred before thé matter was brought 
to the attention of the board. The telegram)|to the officials of 
the M. K. & T. and the labor leaders was as’ follows: 


r 





Credible information having come to the board that a dispute 
exists between the M. K. and. T. road_and_its shop craft employes, 
growing out of the alleged contracting by said carrier of its work in 
certain shops, the discharge of a large numberof its employes and 
the placing of certain of its shop work on a 'piece-work basis, which 
action of the carrier, the employes contend ‘is a violation of the law 


and the decisions of the Railroad Labor Board, but which the carrier 


contends is legal and not in violation of the: rights of employes;‘and 
it appearing to the board that said dispute is likely substantially 
to interrupt commerce, and it further appearing that disputes involv. 
ing this same question are now pending before the board and Wi 
be decided at an early date, the Railroad Labor Board, therefore, 
assumes jurisdiction of said dispute and sets same for hearing May 
4, at 10 a. m. This action must not be construed as indicative 0 
the board’s position on the merits of this or similar controversies = 
pending before it. The parties will maintain the status quo, e+ 
the date prior to the alleged contract, until the dispute 1s passe 
upon the board. 


HOOPER ELECTED LABOR BOARD HEAD 

Ben W. Hooper, public member of the Labor Board, and 
former goverrior of Tennessee, was unanimously elected chail 
man of the Labor Board, to succeed R. M. Barton, at an execlr 
tive session, April 27: Hooper was appointed to the board by 
President Harding, a little over a year ago, and has —, 
as vice chairman since that time. He was succeeded as son 
chairman by G. Wallace W. Hanger, public member. Mr. = 
declined the position after two years of incumbency and ma 
the motion as a result of which Hooper became chairmal. 


HARDING PERMITS PHILLIPS TO REMAIN H 
Official announcement has been made at the White yn 
that President Harding had permitted Albert Phillips, ae | 
of the Railroad Labor Board, to withdraw his resignation W 
he recently submitted on account of illness. 





WAGE STATISTICS FOR JANUARY 


The Commission’s summary of wage statistics for cc od 
1922, shows a decrease of 85,137 in the number of emp a 
compared with December, 1921,-and 252,808 less than in es at! 
1921. The total number of employes in January was 19% 
and the total compensation $205,178,639. 
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RATES ON PACKING HOUSE PRODUCTS 


Further discussion regarding the propriety of assessing 
a commodity rate on packing house products, moving from 
Ottumwa, Iowa, to Memphis, Tenn., between November, 1913, 
and June 25, 1918, in excess of the fifth class rate, took place 
at the hearing on the re-opened case, No. 9355, John Morrell 
& Co. vs. C. B. & Q. et al., before Examiner Gault, in Chicago, 
April 25. The rate charged up to the time the Director General 
made a 25 per cent increase, in General Order 28 was 31 cents. 
During that period the fifth-class rate was 29 cents, but in their 
original complaint, the Morrell company assailed the commodity 
rate as unreasonable to the extent that it exceeded 25.5 cents. 
By a supplemental complaint the commodity rate of 39 cents 
subsequent to June 25, 1918, was alleged unreasonable to the 
extent that it exceeded 25.5 cents plus 25 per cent, or 32 cents. 
The class rate was increased to 36.5 cents on that date, and the 
carriers made refund to that basis when the commodity rate 
was reduced 2% cents, in March, 1919. 

The complaint was dismissed in August, 1921, (61 I. C. C., 
153-158), the Commission holding that the commodity rates 
charged were not unreasonable. The re-opening was asked 
by the complainants for the purpose of introducing new evidence. 

The discussion at the Chicago hearing centered around the 
question of tariff application. The complainants contended that 
under the tariffs the class rates should have been applied as 
maximum. This the carriers denied, and the complainants 
countered by asserting that if the tariff provided for the applica- 
tion of the commodity rate, that rate was unreasonable per se. 
Figures and exhibits were introduced by the packing company in 
an effort to induce the Commission to arrive at the latter con- 
clusion. 


MOVING GEORGIA PEACH CROP 


Detailed arrangements for the movement of the 1922 Georgia 
peach crop to the markets of the East and West were completed 
at a meeting in Atlanta last week, attended by over 100 repre- 
sentatives of interested railways, the Georgia Fruit Exchange, 
the Fruit Growers Express, and the Atlantic Ice and Coal Cor- 
poration. 

While preliminary estimates of the Georgia Fruit Exchange 
indicate that the crop of this year will run from 7,000 to 8,000 
cars, the Fruit Growers Express will be prepared to furnish 
refrigerator cars to handle all the peaches that may be offered 
for shipment up to 10,000 cars, in addition to 2,500 cars of canta- 
loupes, and there will be plenty of ice to fill the bunkers of 
every car, according to information submited to the meeting. 
The Atlantic Ice now has 90,000 tons on storage and in the last 
year has provided additional facilities for meeting the great 
demand for ice during the peach season, including a plant at 
Fort Valley, Ga. 

The railroad schedules will be the same as last year when 
ten thousond cars were moved, no change in them being asked 
by the growers. As in previous years, peaches from South 
Georgia will be concentrated in Atlanta and moved in solid 
train lots to Potomac Yards and Cincinnati. 

It is expected that the first car will move about May 20th, 
the crop being about two weeks later than last year when it 
was earlier than ever before known, the first car having moved 
on May 6. 

Assistant General Manager G. L. Candler, of the Central of 
Georgia Railway, Savannah, presided at the meeting. According 
to statements made by representatives of all the railways that 
take part in the movement of the Georgia peach crop, they are 
all in shape to give the best of service in handling this highly 
perishable crop. 

Manager J. G. Carlisle, of the Georgia Fruit Exchange, 
represented the growers at the meeting and expressed his satis- 
faction with the arrangements. 


COAL PRODUCTION REPORT 


“A decrease in the production of bituminous coal marked 
the second week of the strike,” the Geological Survey said 
it in current weekly coal report. “Anthracite production as 
before was practically zero. Continuing, the survey said: 

The revised figures for the week of April 15 are 3,675,000 tons of 
bituminous coal and 6,000 tons of anthracite, a total for all coal of 
3,681,000 tons. In the second week of the 1919 strike the production 
of soft coal was 4,024,000 tons and of anthracite 1,860,000 tons, a total 
for all coal of 5,884,000 tons. The current output of hard coal and 
and soft soal combined is therefore some 2,000,000 tons short of that 
in the corresponding period of the 1919 strike. 

Telegraphic reports for the present week (April 17-22) indicate 
again no change in anthracite and a further decrease in the output of 
soft coal. From the following table of cars loaded daily it will be 
seen that the observance as holidays of Easter Monday and of Tues- 
day, curtailed production sharply. By Thursday, however, daily load- 
ings had risen to 11,040 cars, about the same as on the corresponding 
day of the two weeks preceding. 


FIRST WEEK. SECOND WEEK. THIRD WEEK. 


April 3-8. April 10-15. April 17-20. 
Monday .-...11,445 Monday .-....10,772 Easter Monday.. 7,917 
Lee EROES SUGWORY ..60s00% 30,606 ‘Tuesaday ....... 9,967 
Wednesday ..... 11,487 Wednesday ..... 10,961 Wednesday ..... 11.053 
"TRUPSGAY ..<.ees 11,090 Thursday ....... 44,463. Thura@ay .....;. 11,040 
ee 11,296 Good Friday ....10,714 
Saturday oa MRUEGAY cen wine 8,501 
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Lack of demand remains the limiting factor in most of the 


- A non- 
union fields. During the week under review a number of additional 


non-union mines were closed by the strike, but from those districts as 
yet unaffected reports of no market continue to be received. The 
number of loaded cars unconsigned at the mines is still large, though 
now decreasing. More coal could be produced if the demand increaseq 
: —'t > a met largely ned —or. At the present 
rate of outpu he draft upon consumers’ stoc iles is n 3 
4,000,000 tons a week. . a or 
When the strike began the accumulation at the mines of unbilleg 
cars loaded with coal was large. Reports from the principal coal. 
carrying roads indicate that the average daily number of coal loads 
unconsigned was as follows: 


Cars Cars 
Week ended— Bituminous Anthracite Teta 
ines A Oe al gtd 1,548 15,674 
ee ee ae ; 2,506 31. 
es ee ee OCR 30,730 ree 


2,815 
April 15 (preliminary) 90 1,655 28,745 

It will be seen that the number of unbilled loads of soft coal is 
declining slowly and that the unbilled loads of anthracite have now 
been reduced to about the level of early March. For the week ended 
April 15 this unbilled coal already hoisted and loaded into cars, but 
for which the carriers had received no shipping instructions, averaged 
over 1,300,000 tons of bituminous coal and 80 tons of anthracite. 

As a result of the stoppage of production the movement of coal 
across the Hudson has decreased sharply. During the second week of 
the strike 966 cars of anthracite and 1,365 cars of bituminous Coal 
were moved through the rail gateways of Harlem River, Maybrook 
Rotterdam, Mechanicsville, Troy and Albany. In comparison with the 
week immediately preceding the strike, this was a decrease of 2,44) 
and 1,753 cars, respectively. 7 

In addition to the shipments given in the accompanying table, ¢ 
cars of anthracite and 10 cars of soft coal were forwarded through 
Rouse’s Point to northern New England. 

Shipments of coal through Hampton Roads increased somewhat in 
the week ended April 15. <A total of 375,255 net tons was handled 
against 356,025 tons in the week preceding. Of the total dumpings, 
221,337 tons were consigned to New England and 59,252 tons were ex. 
ported. Foreign bunker coal decreased to 36,407 tons. 

The following table pictures the tidewater movement during the 
month preceding the strike. A total of 3,357,000 net tons was dumped 
over the ~iers at the five Atlantic coal ports. Shipments to New 
England totaled 1,384,000 tons. Exports were only 255,000 tons. 


33,545 


OPERATING STATISTICS 


Freight and passenger service operating statistics of class I 
steam roads for February, issued by the Bureau of Statistics 
of the Commission, show that there were 28,344,000,000 net ton- 
miles in February as against 24,915,000,000 in February, 1921. 

The per cent of unserviceable locomotives was 24.1, as 
against 25.2 in February, 1921; the per cent of unserviceable 
freight cars was 14, as against 9.8 in February, 1921; car-miles 
per car-day averaged 23.2, as against 21.3 in February, 1921. 
net tons per loaded car averaged 28.2, as against 28.4 in Feb- 
ruary, 1921. Net tons of coal consumed in freight road service 
totaled 6,080,633, as against 5,797,400 in February, 1921. 

Passenger-train car-miles totaled 250,599,000 in February, as 
against 261,635,000 in February, 1921. Net tons of coal consumed 


in passenger road service totaled 2,466,285, as against 2,579,948 
in February, 1921. 


Cc. & O. W. BONDS 
The Clinton & Oklahoma Western has applied to the Com- 
mission for authority to issue $900,000 of first and second mott- 
gage bonds in lieu of a like amount of first mortgage gold bonds 
which it desires to cancel. 


E. & S. F. STOCK 
The Eldorado & Santa Fe has filed an application with the 
Commission asking authority to issue $50,000 of capital stock in 
500 shares of par value of $100 each. The proceeds will be 
used to construct lines of railroad in Kansas which the compaly 
recently asked authority to build. 


Cc. & O. EQUIPMENT CERTIFICATES 
The Chesapeake & Ohio has applied to the Commission for 
authority to issue $7,635,000 of 51%4 per cent equipment trust 
certificates to be used in connection with the procurement of 
rolling stock estimated to cost $9,561,000. The company P!0- 
poses to buy 5,250 freight cars of various types and 68 passenger 
cars of various types. 


PULLMAN SURCHARGE IN W. VA. 

The West Virginia commission has issued an order provit- 

ing that after April 30 no surcharge shall be imposed for space 

in Pullman or sleeping cars in intrastate service. This cou 

mission granted the carriers the right to impose the surcharge 

and the increase of 20 per cent in passenger fares after the In- 
terstate Commerce Commission had acted in Ex Parte 74. 


WINSTON-SALEM TERMINAL STOCKS AND BONDS 

The Winston-Salem Terminal Company has applied to the 
Commission for authority to issue 30 shares of capital stock 
of the par value of $100, and $700,000 of first mortgage 5 Pe 
cent gold bonds. The securities will be used to provide funds 
to acquire land and to construct thereon and equip 4 union 
passenger station, and other terminal facilities, for use had: 
dling the passenger traffic of the Norfolk & Western, Souther 
and Winston-Salem Southbound railroads at Winston-Salem, 
N. C. The company wishes to sell the bonds at not less tha? 
87 per cent of par. The stock will be subscribed for by the 
three railroads named. 













10. 17 


> non- 
itional 
icts as 
, he 
though 
reased, 
resent 
S than 


inbilled 
1 coal- 
1 loads 
Total 
Cars 
15,674 
31,373 
33,545 
28,745 
coal is 
ve now 
< ended 
irs, but 
veraged 
of coal 
week of 
US Coal 
iybrook, 
With the 
of 2,440 
table, 6 
through 
»what in 
handled, 
impings, 
were €X- 


ring the 


dumped 
to New 


f class I 
statistics 
net ton- 
ry, 1921. 

24.1, as 
rviceable 
car-miles 
ry, 1921. 

in Feb- 
1 service 


ruary, as 
onsumed 
2,579,948 


the Com- 
ond mort: 
old bonds 


with the 
1 stock in 
is will be 
» company 


1ission for 
nent trust 
rement of 
pany pro- 
passenger 


ler provid: 
1 for space 
This com 
surehareé 
rter the In 
te 74. 


30NDS 
lied to the 
pital stock 


April 29, 1922 






THE TRAFFIC WORLD 






Ship Through the 


Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. ; 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 



























Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


LOS ANGELES, U. S. A. 

















PACIFIC COAST STORAGE 


The PORT OF TACOMA offers storage facilities 
on its PIER ONE for the assembling of shipments of 
lumber, steel rails, plates, machinery and all heavy and 


bulky cargo at low rates and with generous free time 
privileges. 













Ships of all lines call at this dock. 


PORT OF TACOMA 


612 Tacoma Bldg. 
Tacoma, Washington 








































































TELEPHONE REVENUE 


The Trafic World Washington Bureau 


Operating income of telephone companies having annual 
operating revenues in excess of $250,000 amounted to $9,681,977- 
in February as compared with $8,102,832 in February, 1921, an 
increase of $1,579,145 or 19.5 per cent; according to compilations 
by the Bureau of Statisties to the Commission. The ratio of 
expenses to revenues was 70.38 per cent as against 73.32 per cent 
in February, 1924. 

Operating revenues totaled $45,542,018 in February as against 
$41,621,317 in February, 1921, an increase of $3,920,701, or 9.4 per 
cent. Expenses totaled $32,054,038 as against $30,518,021 in 
February, 1921, an increase of $1,536,017, or 5 per cent. 

The number of company stations in service at the end of 
February was 9,876,694 as against 9,405,079 at the end of Febru- 
ary, 1921, an increase of 471,615 or 5 per cent. 


INTERLOCKING DIRECTORATES, ETC. 


J. W. Oglesby, Sr., was permitted to retain his position of 
Director of the Georgia Southern & Florida Ry. Co., in addition 
to positions previously authorized. 

William H. Williams has been. authorized to hold office with 
the D. & H. Co., Troy Union R. R., C. & C. V. Ry., Hudson & 
Manhattan R. R., and various other roads in ‘addition to ‘posi- 
tions previously granted. 

W. A. Chittenden has been permitted to hold office as Di- 
vision Superintendent of the C. B. & Q. R. R. Co. along with 
Director of the Hannibal Union Depot Company. 

Various officials of the C. B. & Q. R. R. have been permitted 
to hold positions with other roads in addition to many offices 
previously authorized. 

The Commission has authorized Henry Bruer to retain his 
positions of Director and Member of Finance of the C. R. I. 
& P. Ry. and Director of the National R. R. Co. of Mexico. 

John H. Weaver was authorized to hold the offices of Presi- 
dent and Director of the West Virginia Northern R. R. Co. and 
Director and Member of the Executive Committee of the Cambria 

Indiana R. R. 

Andrew Squire, Wm. B. Sanders, Wm. C. Boyle, Wm. M. Dun- 
can, Clarence E. Sanders, Robert F. Denison, Harry J. Crawford, 
Harold T. Clark, Thomas M. Kirby and Sterling Newell, com- 
posing the firm of Squire, Sanders & Dempsey, have been au- 
thorized to hold various positions with different carriers in addi- 
tion to positions previously authorized by the Commission. 

In addition to positions previously authorized, T. H. Fitchett 
has. been permitted to hold office of Director of the Maryland & 
Pennsylvania R. R. Co. and the Maryland & Pennsylvania Term- 
inal Ry. Co. 

A. R. Baldwin was authorized to hold the position of direc- 
tor of the Salt Lake City Union Depot & Railroad Company in 
addition to previous orders. 

E. C. Ward, N. D. Moore, H. M. Watkins, R. S. Walker, A. F. 
Marion, E. F. DeGranpre, W. E. Nichols, G. E. Abramson, C. H. 
Farrell, J. H. Kane, and W. B. Stratton have been authorized to 
retain their various positions with the Pacific Coast Railroad 
Company and Pacific Coast Railway Company. 

The Commission has authorized L. P. Yandell, Herbert 
Adams, H. R. McKay, Gerritt Smith, W. G. Leslie, and others, 
to hold their various offices with the Caney Valley Railway Com- 
pany and Ohio & Kentucky Railway Company. 


CHANGE IN DOCKET 


Hearing in No. Finance Docket 343. In the matter of the 
application of the Illinois Central and the Central Elevator & 
Warehouse Co. for a certificate under section 209 of the Trans- 
portation act, to include operations of the Central Elevator & 
Warehouse Company, assigned for April 27, at Washington, D. C., 
was reassigned for April 26 at Washington, D. C., before Exami- 
ner Sweet. 





PREPARE FOR STRAWBERRY MOVEMENT 


In the strawberry season the Frisco Lines will run a “straw- 
berry special” daily, between Van Buren, Ark., and St. Louis. 
The train will consist entirely of through refrigerator cars, and 
the schedule calls for making the trip in 16% hours. It is esti- 
mated that the total movement of strawberries, over the Frisco 
Lines, from Arkansas, Missouri and Oklahoma, in the 1922 sea- 
son, will exceed 1,700 cars. 

NEW WAREHOUSING FACILITIES 

The Merchandise Storage Co., Inec., Brooklyn, N. Y., has 
acquired further space for the purpose of warehousing with 
lighterage facilities. 





LOCOMOTIVE EQUIPMENT CONDITION 
In the semi-monthly statement of locomotive equipment con- 
dition, the car service division of the American Railway Asso- 
ciation shows that as of April 1 out of 64,574 locomotives on line, 
48,409 were serviceable, 12,964 were in need of repairs requiring 
over 24 hours, and 3,201 were in need of repairs requiring less 
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than 24 hours. 
was 5,543. 
24 hours was 20.1. 
requiring over 24 hours 3,014 were passenger, 7,622 were freight 
and 2,328 were switch engines. 


The number of serviceable locomotives stored 
The per cent of locomotives requiring repairs over 
Of the 12,964 locomotives in need of repairs 





Cc. & S. EQUIPMENT CERTIFICATES 


The Colorado & Southern has been authorized by the Com. 
mission to assume obligation and liability in respect of $1,425. 
000 of 5% per cent certificates to be issued by the First Nationa} 
Bank of New York City under an equipment trust agreement 
dated May 1, 1922, said certificates to be sold at not less than 
98.6104 per cent of par and accrued dividends, in connection 
with the procurement of 1,000 gondola coal cars and 200 refrig. 
erator cars. The certificates will be sold to the bank and J, 
P. Morgan & Co. 


ILLINOIS CENTRAL BONDS 


The Chicago, St. Louis & New Orleans Railroad Co. and 
the Illinois Central have been authorized by the Commission 
to issue $1,924,400 of their joint refunding mortgage 5 per cent 
bonds, which will be delivered to the Illinois Central in reim 
bursement of advances made to the C. St. L. & N. O. The 


Illinois Central is authorized to pledge the bonds for notes. 





Digest of New Complaints 


No. 13638, Sub. No. 1. Bristol Brass Corporation, Bristol, Conn., vs. 
Director General, as agent, New Haven. 
Unjust and unreasonable rates on brass articles from Bristol, 
Conn., to New York lighterage for export. Asks just and reason- 
able rates and reparation. 











No. 13708. Evart Grain Co., Lincoln, Neb., vs. Rock Island et al. 
Unjust, unreasonable, preferential or prejudicial rates which 
violate long-and-short-haul provision of the fourth section on 


carload of yellow corn in bulk from Alvo, Neb., to Koenig, Colo. 
Asks cease and desist order, just and reasonable rates and repara- 


tion. 
No. 13709. E. T. Chapin Co. et al., Spokane, Wash., vs. C. M. & St. P. 

et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 


creosote oil from Portland, Ore., Seattle, Tacoma and Bellingham, 
Wash., to Spokane, Wash., Bovill and Sand Point, Idaho, because 
they exceed the Class D rates contemporaneously in effect on coal 
tar. Asks cease and desist order, rates no higher than on coal 
tar, and reparation. 


No. 13710. Standard Oil Co. (New Jersey) vs. Director General, as 
agent, Pennsylvania et al. 

Unreasonable, discriminatory and prejudicial class rates on gaso- 
line from Marianna, Pa., to Bayonne, N. J., to the extent they 
exceeded specific commodity rates contemporaneously in effect 
from Pittsburgh, Pa., and Pittsburgh rate points to Bayonne, and 
also to the extent that they exceeded specific commodity rates 
contemporaneously in effect from Marianna, Pa., to Philadelphia, 
Pa., plus the established differential of 2c per 100 lbs. over Phila- 
delphia used in making rates to New York rate points from said 
points of origin. Asks reparation. 

No. 13711. Standard Oil Co. (New Jersey) vs. Director General, 43 
agent, B. & O. et al. ‘ 

Unjust, unreasonable, discriminatory, preferential and _preju- 
dicial rates which also violated section 4 on gasoline from Parks- 
burg, W. Va., to Bayonne, N. J., to the extent that they exceeded 
specific commodity rates in effect from Ellenboro, W. Va. Asks 
reparation. 

No. —— Barnsdall Refining Co. et al., Tulsa, Okla., vs. Santa Fe 
et al. me 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates, as well as in violation of the long-and-short-haul provision 
of Section 4 on fire brick and clay from Cheltenham, Maryland 
Heights, Wellsville and Mexico, Mo., to Barnsdall, Okla. Asks 
reparation. 

No. 13713. C. Reiss Coal Co., Cheboygan, Wis., vs. Pere Marquette, 
Director General, as agent et al. : 

Unjust, excessive, unreasonable, discriminatory and unduly 
prejudicial rates on coal from Pittston, Avoca and Dunmore, Pa., 
to St. Paul and Minneapolis, Minn. Asks reparation. 

No. 13714. Merry Bros., Augusta, Ga., vs. Alcolu R. R. Co. et al... 

Unduly preferential and prejudicial rates on common buildisg 
brick from Augusta, Ga., to points in South Carolina, because ber 
rates applicable intrastate in South Carolina are unduly = 
unreasonably low to the extent that they are lower than ra 
rates applicable for corresponding distances from Augusta, Ga., f 
South Carolina points. Asks cease and desist order and just am 
reasonable rates. rector 

No. 13715. The Fairmont Creamery Co., Omaha, Neb., vs. Direc 
General, as agent. ster 

Unlawful charges on straight or mixed carload lots of —. 
dressed poultry and eggs from Crete, Neb., Columbus, O., 4 
mont, Neb., Grand Island, Neb.. Green Bay, Wis., and —— 
Neb., to Buffalo, N. Y¥., New York City and other eastern dest! 
tions. Asks reparation. z General 

No. 13716. The Colony Coal Co., Denver, Colo., vs. Director Genel 
as agent. ; . 1 preju: 

Unjust, unreasonable, discriminatory, preferential an¢ Polo 
diciai rates on two cars of sacks of cement from Portland, ©0 
to Winton, Wyo. Asks reparation. wonton Ge 

No. 13717. Public Service Ry. Co., Newark, N. J., vs. Director & 
eral, as agent, and Pennsylvania. : : ks from 

Unjust and unreasonabie rates on granite paving blocks 
Newark, N. J., to Camden, N. J. Asks reparation. ‘< Directot 

No. 13718. M. Piowaty & Sons, Inc., South Bend, Ind., vs. 
General, as agent, Utah Idaho Central et al. aches from 

Unjust, unreasonable and discriminatory rates on pea¢ " ansiNf 
various points in Utah, Pg nvr = Idaho to Bay City, ale” 
and Saginaw, Mich. Asks reparation. ; — as 

No. 13719. yet. Fertilizer Works, Chicago, vs. Director G¢ neral, 


agent. 


Unjust and unreasonable rates on three carloads of dried blo 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 
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No. 


No, 


No. 


. 13721. 


. 13722. West Virginia Pulp and Paper 


- 13725. 


. 13726. 


from Denver, Colo., and South Omaha, Neb., to California points. 
Asks reparation. 
— Standard Rice Co., Inc., Houston, Tex., vs. G. H. & S. A. 
et al. 

Unjust and unreasonable rates on clean rice from Houston, Tex., 
to Albuquerque, . M. Asks cease and desist order, just and 
reasonable rates and reparation. 


International Harvester Co., Chicago, vs. New York Cent- 
ral, Director General,.as agent, et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on all 
shipments to and from complainant’s plant at Auburn, N. Y., 
because compelled to pay in addition. to the Auburn rates a.portion 
and at times all the charges of the Owasco River Ry, . Asks 
reparation. ‘ 


Director General, as agent. 
Unjust and unreasonable charges on shipment of printing paper 

from Mechanicville, N. Y., to New York City, by reason of 

unauthorized diversion. Asks reparation. 

13723. United Paperboard Co., Inc., New York City, vs. Morris- 

town & Erie et al. 

Unjust and unreasonable demurrage charges on boxboard loaded 
at Whippany, N. J., destined to various points. Asks reparation. 
13724. Golding Sons’ Co., Trenton, N. J., vs. New Haven et al. 

Unjust, unreasonable, discriminatory and prejudicial or prefer- 
ential rates on feldspar from Haddam, Conn., to Trenton, N. J. 
Asks reparation. * 

Pleasant Valley Farms and Morey Condensory Co., North 
Prairie, Wis., vs. Director General, as agent. 

Unjust, unreasonable, unjustly discriminatory and unduly prefer- 
ential rates on condensed and evaporated milk from North Prairie, 
Wis., to New York City for shipment beyond. Asks reparation. 
General Fire Extinguisher Co., Warren, O., vs. Director 
General, as agent. . 

Unjust and unreasonable rates on wrought iron pipe and fittings, 
including iron valves, from Warren, O., to various destinations in 
Southern Classification territory. Asks reparation because com- 
plainant was not given benefit of mixed carload rate. 


No. 13727. Fidelity Lumber Co., Kansas City, Kans., and Doucette, 


= FEN. 


Tex., vs. Louisiana & Pacific et al. 

Against a rate of 80c on a dredging machine, Longville, La., to 
Doucette, as unreasonable because in excess of the combination 
of 69% cents on Beaumont. Ask reparation. 
— J. R. Thames, Birmingham, Ala., vs. 
et al. 

Unjust and unreasonable combination rates on lumber from 
Sweetwater, Ala., to northern and eastern destinations. Ask for 
just and reasonable rates. 


Alabama Western 


No. 13729. Dells Paper & Pulp Co., Eau Claire, Wis., vs. Houston & 


Brazos Valley Ry. Co. et al. 
Against a rate of 51 cents on crude sulphur, Bryanmound, Tex., 
to Eau Claire as unjust and unreasonable. Asks for reparation. 


No. 13730. Pulp Wood Company, Appleton, Wis., and Kimberly Clark 


= 
we * 


having been added since the last Issue of The Traffic World. 


Co., Kimberly, Wis., vs. C. & N. W. et al. 


Docket of the Commission 


Note. items In the Docket marked with an asterisk (*) are new. 


Cancel- 


lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


ee f Deliae, Tex.—Examiner Oliver: 
* 4 


66—Construction and repair of railway equipment. 


May 1—Omaha, Neb.—Examiner Koch: 


1. and S. 1519—Routing on transcontinental grain and grain products. 


at) 1i—Meridian, Miss.—Examiner Fleming: 


91—The Meridian Fertilizer Co. vs. M. & O. et al. 


ae, D. C.—Examiner Jewell: 


7i—The Hamill Coal and Coke Co. et al. vs. West Md. Ry. et al. 
2—Wells, Nev.—Examiner Woodrow: 


Ma 
Finance Docket 1563—In the matter of application under paragraphs 


18 to 21, inclusive, Section 1, of the interstate commerce act for 
certificate of public convenience and necessity authorizing the 
abandonment of the Metropolis branch, operated by the Southern 
Pacific Co. 

ay 3—Montgomery, Ala.—Examiner Fleming: 

13365—Roquemore Gravel Co. vs. A. & W. P. et al. 


3—Jacksonville, Fla.—Examiner McGrath: 


Ma 
13381—Wilson & Toomer Fertilizer Co. vs. Director General. 


3—Washington, D. C.—Examiner Jewell: 
13482—Cradock Mfg. Co. vs. Norfolk Southern. 
ay 3 and 4—Argument at Washington, D. C.: 
11990—Texas express rates. 

11991—Georgia express rates. 
12093—California express rates. 

12745—Illinois express rates. 

12891—Arkansas express rates. P 
12892—North Dakota express rates. 
13066—Idaho express rates. 

13067—Nevada express rates. 

13068—Arizona express rates. 

13069—Montana express case. 

13070—Utah express rates. 

13176—Public Service Commission of Nevada vs. Am. 


Ry. Exp. Co. 


May 4—Salt Lake City, Utah—Examiner Woodrow: 


wey 4—Birmingham, Ala.—Examiner Fleming: 
1 


13509—American Fuel Co. of Utah et al. vs. A. T. & S. F. et al. 
13428—Utah Oil Refining Co. vs. Director General. 
12—American Lumber and Export Co. vs. Director General and 


L. & N. 
12832—Southern Manganese Corp. vs. L. & N. 


May 4—Washington, D. C.—Examiner Jewell: 


13536—Klaxon Co. vs. A. G. S. et al. 


May 5—Chicago—Examiner Gault: 


* 


Ma 


13432—Beatrice Creamery Company vs. L. & N. R. R. 


5—Washington, D. C.—Examiner Jewell: ’ eens 
13517—Snowden School Civic League vs. Washington-Virginia Ry. 


May 5—Wilmington, N. C.—Examiner Keeler: 


12681—In re charges for wharfage, handling. storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
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Against rates of 5.5 cents from Crandon and 4.5 cents from 
Neopit, Wis., on pulp wood to Kimberly, Wis. Ask for reasonable 
rates and reparation. 
No. bag 4 Menasha Printing & Carton Co., Ashland, Wis., vs. C. ¢ 
“ . et al. 
Unjust and unreasonable rates on bleaching powder, Menominee 
Mich., to Ashland, Wis., from January'3 to October 24, 1918. Asks 


for reparation. 
Noy 19734. 41. Lr Halliday, Milling Cos» Cairo, l., vs. Mobile & Ohio 


Unjust and unreasonable rates on black strap molasses, Mobile, 
Ask for a rate 


- Ala., to Cairo Dec. 30, 1918, to. Jan. 13, 1920. 
otters” Venice Silene Gos Cal Tif": Tilinois Central 
Re Yonge age ON Oa a ehicle . “4 ro, ys, Illinois mtral et al. 
Co., New York City, “yee Unjust ne u e rate on Yiniber from Chopin, La., to 


Cairo, Ill. Ask for reparation. 
ae Cyrus C. Shafer Lumber Co., Cairo, Ill., vs. Illinois Centra] 
et al. 

Against the application of a local switching charge at Cairo on 
lumber as unjust and unreasonable. Asks for reparation. 
bi a Shadburn Brothers, Norcross, Ga., vs. Baltimore & Ohio, 
et al. 

Unjust and unreasonable rates on dry green or green salted hides, 
from Philadelphia and New York to Norcross. Ask for reasonable 
rates and reparation. 

13736. New Orleans Joint Traffic Bureau et al. 
Attica et al. 

Unreasonable rates on cotton and cotton linters from points in 
Oklahoma, to destinations in the northeastern United States and 
Canada via New Orleans. Ask for reasonable joint rates. 
oe Midland Linseed Products Co., New York, vs. D. L. & W. 
et al. 

Unreasonable rates on flaxseed from New York harbor points and 
Philadelphia to Toledo amd Chicago. Asks for just and reasonable 
rates and reparation. 

13738. State of Ohio ex rel., Public Utilities Commission of the 
State of Idaho vs. Oregon Short Line et al. 

Unreasonable commodity rate from and to points on the Boise 
Valley Traction Company lines by reason of the failure to establish 
joint through rates. Ask for joint rates on coal, fresh vegetables, 
grain and grain products, lumber, cement, etc. 

13739. The Tulsa Fuel & Manufacturing Co., New York City and 
Collinsville, Okla., vs. A. T. & S. F. et al. 

Against a rate of 50 cents on 7 carloads of zinc concentrates 
from Minnequa, Colo., to Collinsville, Okla., as unjust and unrea- 
sonable to the extent it exceeded $2.70 per net ton. Asks for 
reparation. 

13740. Elk Brand Shirt & Overall Co. et al., Hopkinsville, Ky, 
vs. Durham & Southern et al. 

Unjust and unreasonable rates on cotton fabrics from points in 
Southern Ry. Co., I. C. C. A9014 and Glenn’s I. C. C. A285, in com- 
parison with the rates to Nashville, Louisville, Henderson and 
Clarksville. Ask for reasonable and nondiscriminatory rates and 
reparation. 


No. 


No. 


No. vs. Arcade & 


No, 


_No. 


No. 


No, 





May 5—Argument at Washington, D. C.: : 
I. and S. 1398—Se2!t from Louisiana mines to Chicago, St. Louis and 
intermediate main line points. . 
10316—Traffic Bureau of the Aberdeen Commercial Club vs. Director 
General, Ahnapee & Western et al. 


May 6—Kansas City, Mo.—Examiner Fuller: 
* I, and S. 1530—Team track switching at Argentine, Kan. 


May 6—Charlotte, N. C.—Examiner McGrath: 
13456—J. H. Wearn & Co. vs. B. & O., Director General et al. 


ag | 8—Washington, D. C.—Examiner Kelley: 
aluation Docket No. 16—In re tentative valuation of the property 
of Bowdon Ry. Co. 


“7 8—Washington, D. C.—Examiner Pattison: 
aluation Docket No. 102—In re the tentative valuation of the prop- 
erty of the Riverside, Rialto & Pacific R. R. Co. 


May 8—Chicago, Ill.—Examiner H. W. Johnson: 
Fourth Section Applications 1851, 1857, 1858, 1861, 1899, 860, 861, 
2295, 2809, 2896, 442, 4012, 4532, 3186, 3193, 1906, 1907 and others. | 
Numerous fourth section applications of W. H. Hosmer and individ- 
ual carriers which involve class and commodity rates in and ad- 
jacent to Western Trunk Line territory. 
May 8—Chicago, Ill.—Examiner Gault: : M 
ea as * Laughlin Ore Co. et al. vs. Director-General, Cc. M. 
« we Ot Gl. 


May 8—Washington, D. C.—Examiner Jewell: 
4800—Sloss-Sheffield Steel and Iron Co. et al. vs. L. & N. et al. 
May 8—Denver, Colo.—Examiner Woodrow: Yard 
13545—The Grimes Co. (formerly the Western Iron and Metal 1a 
Co.) vs. D. & R. G. W. et al. &Q 
ee Hendrie & Bolthoff Mfg. and Supply Co. vs. C. B. , 
et al. 
“— 8—Atlanta, Ga.—Examiner Keeler: ac: 
12681—In re charges for wharfage, handling. storage and other 
cessorial services at south Atlantic and gulf ports. 


May 8—Charleston, W. Va.—Examiner Worthington: 
13546—Kanawha Black Band Coal Co. et al. vs. C. 
May 8—Kansas City, Mo.—Examiner Fuller: ; Kansas 
1; and S. 1523—Non-absorption of switching charges of the #4 
City Railways Co. 
May 8—Lynchburg, Va.—Examiner McGrath: 
13389—Lynchburg Foundrry Co. vs. N. & W. et al. 


May 9—Kansas City, Mo.—Examiner Fuller: =99 py whicl 

* Fourth Section Apps. 1951, 4784, 4218, 4219, 4220 and 2522, Y ntinue 
carriers named as parties thereto ask for authority to ahora 
rates for the transportation of coal from Arkansas, Ok a tchi- 
Kansas and Missouri mines to Omaha, Neb., St. Joseph, Mo. 
son, Kan., and related points, without observing the Provis ocket 
the fourth section act. (In connection with I. anc 


& O. Ry. et al. 


1 5. ) 
1524, coal from the southwest to Omaha, Neb., and related Ponte 
1. and S. 1524—Coal from the southwest to Omaha, Neb., an 
points. 


April 
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“PENNSYLVANIA” INSULATION 


— To supply the transportation requirements of the trade for hauling Casinghead 
eee and Compression Gasoline and other highly volatile liquids, we have designed and con- 
structed the “Pennsylvania” Insulated Tank Car—as shown above. First Class Work- 
manship in strict conformity with A. R. A. requirements for this type of car, goes into 
the “Pennsylvania” Insulated Tank Car. 





al. 


» property “Pennsylvania” Insulation—Steel, Paint, Tar Paper and Hair Felt—preserves a 
uniformly lower temperature inside the tank, which reduces outage losses to a min- 

the prop- imum by cutting down evaporation due to temperature changes. “Pennsylvania” 
Insulation applies (on a larger scale) the same principles of the well known Thermos 

Faye Bottle. The 14-inch Steel Jacket is designed so that it is moisture proof—thus insur- 

"me ing longer life for the insulating materials. 

ral, CM The Pennsylvania Tank Line is prepared to lease insulated tank cars at attractive 


figures. May we quote on your requirements? 










oon 7 May we convert your Class III Cars into Class IV (Insulated) Cars at a low cost? 
Metal Yard Write for details. 
1, B. & 
| other ae The Pennsylvania Tank Car Company 
itll Pennsylvania Car Company 
ne Kansss Pennsylvania Tank Line 
SHARON, PENNSYLVANIA 
py whic! New York St. Louis Kansas City Tulsa Houston Denver Tampico San Francisco 
to continue 
Oklahoms, ‘s 
Mo., ‘Atchi- e 99 
es. | Pennsylvania Tank Cars are used by Leaders of Industry 
ted we s) 
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May 9—Denver, Colo.—Examiner Woodrow: 
13507—The Colorado Fuel and Iron Co. vs. 
13542—The Colorado Fuel and Iron Co. vs. Director General. 
13489—The Colorado Fuel and Iron Co. vs. Director General. 

May 10—Parkersburg, W. Va.—Examiner Worthington: 

13557—The Parkersburg Rig and Reel Co. vs. Director General, B. & 
O. et al. 
13537—The Parkersburg Rig and Reel Co. vs. C. M. & St. P. et al. 
Pah ee Parkersburg Rig and Reel Co. vs. St. L.-S. F. et al. 
10—Louisville, Ky.—Examiner Cassidy: 
Mi'¥so5—Calumet Fertilizer Co. vs. L. & N. et al. 

May 10—Argument at Washington, D. C.: 

anaes Docket 1258—In the 7 of the application of the Duluth 
& Northern Minnesota R. R. Co. for a certificate of public con- 
venience and necessity. 


10—Denver, Colo.—Examiner Pattison: 


Director General. 


13588—Western coal rates. — 


May 10—Denver, Colo.—Examiner Woodrow: 
en Larimer County Co-operative Milk Condensery Co. vs. 
Beye General. 
ee areas, Pa.—Examiner Queved 
B. Markle Co., now Jeddo- Highland Coal Co. vs. Director 
py me 
May 11—Washington, D, C.—Examiner. Burnside: 
1%s49—Divisions of joint rates, fares and charges on traffic inter- 
changed between the Nevada-California-Oregon Ry. and its con- 
nections. 
11—Tulsa, Okla.—Examiner Fuller: 
"Ber7—aampire Refineries, Inc., et al. vs. Director General, A. T. & 


4% S54 
osha: 


13853. -Femvire Refineries, Inc., et al. vs. A. 
13552—Empire Refineries, Inc., et al. vs. A. 


ey 11—Washington, D. C.—Examiner 2 ota 

aluation Docket No, 2—In re supplemental raiestaibiivis valuation of 
the property of the Texas Midland R. R. 

me 11—Washington, D. C.—Examiner Kelley: 
aluation Docket No. 126—In re tentative valuation of the property 
of Western Pacific Ry. Co. 


May 11 and 12—Argument at Washington, D. C.: 
8182—Western cement rates. 
11829—Nebraska rates, fares and charges. 


Mey 11—Louisville, Ky.—Examiner Cassidy 
13572—United States Coal and Coke Co. vs. Director — L. & N. 
13610—Henry Knight & Son vs. Director General, Sou. Ry. 

Such portions of fourth section application No. 1548, Ryied by the 
Southern Ry. by which carriers named as parties thereto, ask for 
authority to continue to charge for the transportation of scrapped 
tin cans from Atlanta, Ga., to Seawaren, N. J., rates which are 
lower than the rates contemporaneously maintained on like traffic 
ae Chamblee, Ga., and other intermediate points. 

y 12—Washington, D. C.—Examiner Jewell: 

My i Y nd S. 1528—Cancellation of through rates on apples from Pacific 
coast. 

we 12—Wildwood, N. J.—Examiner Quevedo: 
419—Atlantic City x R. Co. vs. Wildwood & Delaware Bay Short 
Line R. R. Co. 

Mew 12—New Orleans, La.—Examiner Keeler: 
681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 

wo 12—Louisville, Ky.—Examiner Cassidy: 
615—Southeastern Live Stock Association vs. L. & N. et al. 

Such fourth section departures as may exist in the rates under 
consideration will be disposed of in this complaint. 

May 12—Tulsa, Okla.—Examiner Fuller: 
q —- Iron Works vs. Director General, C. C. C. & St. L. 
et al. 
13—Columbus, O.—Examiner Worthington: 
13645—The Pure Oil Co. vs. Director General. 
oy 13—Duluth, Minn.—Examiner ey 
13647—Hamilton Furnace Co. vs. . & O. et al. 


me 13—Argument at Washington, 7: ©.: 

aluation Docket 1—In re tentative valuation of the properties of 
Atlanta, Birmingham & Atlantic R. R. Co., Alabama Terminal R. 
R. Co. and Georgia Terminal Co. 

May 15—Washington, D. C.—Examiner Bartel: 

* 13675—In the matter of routing of traffic over = lines of the K. C. 
M. & O. (W. T. Kemper, Recv.), the K. C. M. O. Ry. Co. of 
Texas. 

was 15—Memphis, Tenn.—Examiner Cassidy: 

- and S. 11—Wasteful service by tap a Ad a ae & Northwest- 
ern R. R. Co. and Ouachita & Northwestern R. R. Co. 
eres, Minn.—Examiner Gaddess: 
65—South Shore Cedar Co. et al. vs. Director General. 
13371—Washburn-Crosby Co. vs. Director General. 
15—Chicago, Ill.—Examiner Butler: 
13403—Globe Rendering Co. vs. Director General. 
13458—Ben D. Anguish et al. vs. Ala. & Vicksburg Ry. et al. 
15—Philadelphia, Pa.—Examiner Quevedo: 
13520—The Atlantic Refining Co. vs. Director General, Pa. R. R. 
13495—E. I. DuPont de Nemours & Co. vs. Director General, New 
Orleans & Northeastern R. R. et al. 
13495, Sub. No. 1—E. I. DuPont de Nemours & Co. vs. Ill. Cent. R. R. 


et al. 
13495, Sub. No. 2—E. I. DuPont de Nemours & Co. vs. Director Gen- 
eral, Ill. Cent. R. R. et al. 

ms 15—Cincinnati, O.—Examiner Worthington: 

13605—The Dewey Bros. Co. vs. C. & O. Ry. + mo 

13603—The Dewey Bros. Co. vs. N. & W. Ry. 

Such portions of fourth section application te! "1561, filed by the 
Norforlk & Western Ry. Co., by which carriers named as parties 
thereto ask, among other things, for authority to continue to 
charge for the transportation of coal, in carloads, from Caples, 
Excelsior, Pageton, Springton and Susanna, W. Va., to Loveland, 
O., rates which are lower than the rates contemporaneously main- 
tained on like traffic to Blanchester, Leesburg and Lynchburg, O., 
and other intermediate points. 
13604—The Dewey Bros. Co. vs. L. & N. et al. 

Mey = 5—Fort Worth, Tex.—Examiner Fuller: 
—Montrose @il Refining Co., Inc., vs. Director General. 
chek John A. Hunt & Co. vs. Ft. Worth & Rio Grande Ry. Co. 
et al 
15—Salt Lake City, Utah—Examiner Pattison: 

ae 13—Cameron Coal Co. et al. vs. A. T. & S. F. et al. 
hearing.) 

13588—Western coal rates. 


. et al. 
F. et al. 


(Further 
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Moe 15—Washington, D. C.—Examiner Marchand: 
aluation Docket No. 127—In re tentative valuations of the proper. 
Valuation Docket No. 149—In re tentative valuations of the prop. 
erties of Mobile & Ohio R. R. Co. and Warrior Southern Ry. Co, 
Valuation Docket No. 31—In re tentative valuations of the properties 
of the Norfolk Southern R. R. Co., Atlantic & North Carolina R, R, 
Co., and Carthage & Pinehurst R. R. Co. 
Mow 15—Galveston, Tex.—Examiner Keeler: 
681—In re charges for wharfage, handling, —— and other ae. 
cessorial services at south Atlantic and gulf ports. 
Moy 15—Argument at Washington, D. C.: 
11105—United Chemical and Organic Products Co. vs. Director Gen- 
eral, I. H. B. et al. 
9922—Lake Charles Rice Milling Co. vs. Abilene & Northern, Director 
General,-et al. (As to transit at Lake Charles.) 
9922—Lake Charles Rice Milling Co. vs. Abilene & Northern et al, 
(As outlined on page 41 of I. C. C. 63.) 
673 and 678. 
May 15—Washington, D. C.—Examiner Burnside: 
* 13668—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Kansas City, Mexico & Orient 
R, R. Co. (William T. Kemper, receiver) and the Kansas City, 
Mexico & Orient Ry. Co. of Texas and their connections. 
mit 16—Philadelphia, Pa.— Examiner Quevedo: 
11760—Frank P. Miller Paper Co.-et-al:-vs.-Pa.-R.-R._et al. 
~— 16—Omaha, Neb.—Examiner Disque: 
13273—In the matter of interstate and intrastate rates for the trans. 
portation of ordinary live stock, in carloads, from points in Ne- 
braska to Omaha and South Omaha, Neb., in their relation to rates 
on the same commodity, in carloads, from points in Nebraska to 
Kansas City and St. Joseph, Mo., and Sioux City, Ia. 
om 16—Washington, D. .C.—Chief. Examiner Quirk: 
11567—The Order of United ‘Commercial Travelers of America vs, 
Pullman Co. (further hearing). 
Mey 16—Argument at Washington, D. C.: 
12478—Allowances of mileage for Mississippi River crossings. 
12009—Natchez Chamber of Commerce vs. Natchez & Southern et al, 
Mera 6—Minneapolis, Minn.—Examiner Gaddess: 
ae Grocery Co. vs. Director General, A. T..& S. F. 


al, 
19611-Northern States Power Co. vs. A. T. & S. F. et al. 
13611, Sub. No. 1—John Morrell & Co. vs. A. T, & S. F. et al. 
= 16—Chicago, Il1l.—Examiner Butler: 
496—Nationai Brick Co. vs. Director General, C. C. C. & St. L, 
13498—North American Oil and Refining Corp. vs. Director General, 
K, C. M. & O. R. R. et al. 
13498, Sub. No. 1—North American Oil and Refining Corp. vs. K. ¢. 
M. & O. R. R. et al. 
13498, Sub. No. 2—North American Oil and Refining Corp. vs. K. C¢. 
M. '& O. R. R. et al. 
ae 16—Fort Worth, Tex.—Examiner Fuller: 
13619—Ross Bros. Horse and Mule Co. et al. vs. Un. Pac. R. R. et al. 
* 13627—Burnett-Yount Horse & Mule Co. et al. vs. Abilene & South- 
ern Ry. et al. 
Portions of Leland’s fourth section applications Nos. 461, 462, 621, 
May 17—Fort Worth, Tex.—Examiner Fuller: 
* |. and S. No. 1529—Restriction in routing on traffic from Pacific 
northwest to points in Texas. 
moe 17—Chicago, Ill.—Examiner Butler: 
13639—The Creamery Package Mfg. Co. vs. Director General, Pere 
Marquette et al. 
13684—The Creamery Package Mfg. Co. vs. 
Marquette Ry. et al. 


a 17—Allentown, Pa.—Examiner Quevedo: 
78—Trojan Powder Co. vs. P. & R. Ry. et al. 
May 17—Minneapolis, Minn.—Examiner Gaddess: 
13554—J. C. Sewell & Co. vs. Director General. 
May, 17—Arugment at Washington, D. C.: 
11467—Swift & Co. vs. Director General. 
11499—Consumers Ice Co. vs. Director General. 
11521—Swift & Co. vs. Director General. 
11540—Armour & Co. vs. Director General. 
11642—The Cudahy Packing Co. vs. Director General. 
12062—Wilson & Co., Inc., vs. Director General. 
ox 17—Washington, D. C.: 
13528—Investigation of power brakes and appliances for operating 
power brake systems. 
mor 17—Jackson, Miss.—Examiner Cassidy: 
12565—Macgowan Coffee Co. vs. New Orleans Northeastern R. R. 
Co., Director General et al. 
May 17—Cincinnati, O.—Examiner Worthington: 
13533—The Cincinnati Grain and Hay Exchange Co. et al. vs. Aber- 
deen & Rockfish R. R. Co. et al. 
or 18—Fort Worth, T’ex.—Examiner Fuller: 
ee nee Coffee Co. et al. vs. Beaumont, Sour Lake & Westem 
y. Co a 
13560, Sub. No. 1—The Cooper rd Co. et al. vs. The Beaumont, 
Sour Lake & Western Ry. Co. et al. 


ee Coffee Co. et al. vs. Gulf, Colorado & Santa Fe By. 
eta 


“+ 


Director General, Pere 


May 18—Chicago, Ill.—Examiner Butler: 
13680—Armour & Co. vs. Director General. 
13681—Armour & Co. vs. Director General. 
13682—Armour & Co. vs. Director General. 


May 18—Washington, D. C.—Examiner Hartman: 
Valuation Docket No. 150—In - tentative valuation of the properti¢s 
of Bangor & Aroostook R. Co., Northern Maine Seaport 
Co. and Van Buren Bridge és. 
“a 18—Cincinnati, O.—Examiner Worthington: 
bi pia Big Mandy Coal and Mining Co. vs. Lenox R. 
et al 
- 18—New Orleans, La.—Examiner Cassidy 
13336—Neal Veneer Co. vs. Marianna & Hionatetews h. 


18—Argument at Washington, D. C.: tal. 
04—Tidewater Oil Co. vs. Director General, Cc. BR. R. J. jeans, 
1. and S. 1490—Grain from I. C. R. R. Illinois points to oT Y ile " 
La., for export. 1, Ann 
10526—Anaconda Copper Mining Co. et al. vs. Director Genera', 
Arbor et al. 
10581—American Smelting and Refining Co. et al. vs. 
eral, Ann Arbor et al. 
19—New York, N. Y.—Examiner Quevedo: 


M7g6—taritan Copper Works vs. Director General, N. 
et al 


R. Co. 


R. et al. 


Director Gen- 


y.0.&W. 
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Transhipment at Shanghai to American River Steamers 
for ow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 
UNITED AMERICAN LINES, INC., 3° Broadway, 
UNITED AMERICAN LINES, INC., 


327 —_ eee - Street, 
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AMERICAN COMMERCE ASSOCIATION 
Dept. 24-E 4043 Drexel Bivd., Chicago, IL 


COLUMBIA PACIFIC SHIPPING CO. 





GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


















You Don’t Need to Guess at 


TODAY’S FREIGHT RATES 


or next month’s either, for that matter, 
if guessing is not satisfactory, for the 
information now regularly carried in 


THE TRAFFIC BULLETIN 


will enable you to know them. 






Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 


418 South Market Street CHICAGO 
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13227—The New Jersey Zinc Co. vs. Director General, A. T. & 8S. F. 
et al. 
Moy 19—St. Louis, Mo.—Examiner Keller: 
737—Slogo Coal Corporation vs. Mo. Pac. et al. 
ian Sub. No. 1—Perry County Coal Corp. vs. B. & O. et al. 


19—Milwaukee, Wis.—Examiner er 
"y 459—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. 


May 19—Argument at Washington, D. C.: 
1. and §S. 1431—Cotton and cotton linters from Mississippi Valley 
points. 
ey 19—Butte, Mont.—Examiner Pattison: 
588—Western coal rates. . 
13227 (Sub. No. 1)—The New Jersey Zinc Co. vs. Director General, 
A. T. & S. F. et al. 
wey 19—Chicago, Ill—Examiner Butler: 
643—Lehigh Portland Cement Co. vs. 
Cent. R. R. 


May 20—St. Louis, Mo.—Examiner Keeler: 
1 +” yale” A. Zelnicker Supply Co. vs. Director General, Sou. Ry. 
et al, 
* 1..& S. 1525—Classes and commodities, from Illinois, Indiana, Ken- 
tucky and Missouri to C. & O. Ry. stations. 


at 20—Argument at Washington, D. C.: 
. and S, 1489—Intermediate switching charges at Toledo, O. 
11892-0, S. War Dept., Inland Waterways, Mississippi-Warrior Ser- 
vice, vs. Abilene & Southern et al. 
11893—U. S. War Dept., Inland Waterways, Mississippi-Warrior Ser- 
vice, vs. Abilene & Southern et al. 
oy 20—Indianapolis, Ind.—Examiner Worthington: 
463—Indiana State Farm vs, Director General. 
13532—Indiana Coke and Gas Co. vs. B. & O. et al. 


ae 20—Milwaukee, Wis.—Examiner Gaddess: 
1 ae ronal of Commerce of the City of Milwaukee vs. C. B. 
. et al. 
vee 22—Washington, D. C.—Examiner a: 
13602—Ohio and. Kentucky Ry. Co. vs. L. & N. R. R. et al. 
sak 22—Washington, D. C.—Examiner Pattison: 
aluation Docket No. 83—In re tentative valuation of the property of 
Toledo, St. Louis & Western R. R. Co. 


22—Washington, D. C.—Examiner Kelly: 
aluation Docket No. 127—In re tentative valuations of the proper- 
ties of the Ann Arbor R. R. Co. and Menominee & St. Paul Ry. Co. 
May 22—Argument at Washington, D. C.: 

11947—Armour & Co. vs. C. of Ga., Director General et al. 

or a (Sub. No, 1)—Armour & Co. vs. Mo. Pac., Director General 
e 

13231—The National Association of Sand and Gravel Producers vs. 
Pa. R. R. et al. 


mae 22—Atlanta, Ga.—Commissioner Eastman: 
494—Southern class rate investigation. Numerous fourth section 
applications which relate to class rates in southern territory. 
wa 22—Seattle, Wash.—Examiner Pattison: 
588—Western coal rates. 


May 22—Indianapolis, Ind.—Examiner Worthington: 
a Public Service Commission of Indiana vs. A. T. & S. F. 
et a 
Moy econo. Ill.—Examiner Butler: 
A. Alling, doing business as Forest City Cotton Oil Co., vs. 
Director General.. 
13499—Konz Box and Lumber Co. vs. Director General, M. St. P. & 
S. S. M. et al. 
ae 22—Dallas, Tex.—Examiner Fuller: 
608—Southern Wire and Iron Co. et al. vs. A. C. & Y. et al. 
13609—The H Hamilton Carhartt Cotton ~ vs. A. & V. Ry. et al. 
May 22—Tuscaloosa 
13534—Tuscaloosa Cottonseed Oil Co. vs. 
R. R. et al. 





Director General and II. 





" hietvones Great Southern 


Orleans and Galveston, May 5 to 15. 








DIRECTORY OF ATTORNEY 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 
Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce l, 

various shippers’ organizations, and member Nationai 
Industrial Traffic League. 





Woodward Building 





THE TRAFFIC WORLD 


INTERSTATE COMMERCE COMMISSION HEARINGS 


DOCKET 12681—Port Investigation—Charges for wharfage, handling, storage and other accessorial 
services at South Atlantic and Gulf Ports; 


Orders for official transcripts of the testimony taken in proceedings of 
the Commission (see Docket of the Commission in each issue of The Traf- 
fic World) throughout the country except Washington should be addressed 


LESSER & LESSER 


Attorneys and Counsellors at Law Attorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT. CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


Washington, D. C.| 105 South La Salle Street 





Vol. XXIX, No. 17 








me 22—New York, N. Y.—Examiner Quevedo: 
18444—The Chevrolet Hotere Co. of California vs. Director Genera), 
eta 
13488—Richard Yound Co. vs. Director General. 


Mew 22—Spokane, Wash.—Examiner Woodrow: 
1. and S. bye tg on lumber from Potlatch, ——. 
eo yagi . Carney & Co. et al. vs. Director General, 
et al. ; 


be et Louis, Mo.—Examiner Keeler: 
13—Stuttgart — Mill Co., a corporation, et al, vs. Alabama % 
Vicksburg Ry. et al. 
23—Argument at Washington, D. C.: 
“" — Bridge Supply and Lumber Co. vs. Director Gen- 
era 
12489—Refinite Co. vs. Director General and C. B. & Q. 
a & Co., Inc., of Oklahoma, vs. Director General, I, ¢ 
et al 
- 23—New York, N. Y.—Examiner Quevedo: 
13400—The American Agricultural Chemical Co. et al. 
General. 
13423—The American Agricultural Chemical Co. et al. vs. Director 
General. 
ater Se -aicane, Ill.—Examiner Butler: 
13599—Chicago Fire Brick Co. et al. vs. A. C. & Y. et al. 
May 24—Danville, Ill—Examiner Worthington: 
* es a eee el Construction Company vs. Director-General, N, 
Ky CF. OE 
Px 24—New York, N. Y.—Examiner Quevedo: 
* 13582—General Chemical Company vs. Director-General. 
e PLR Re Machinery Company of America ‘vs. Director-General, 


.T.& SF 


vs. Director 


bg ere = Ill.—Examiner Butler: 

i—J. D. Hollingshead Company vs. N. Y. C. R. R. 

: = D. Deering Southwestern Ry, 
et al. 

May 24—Houston, Tex.—Examiner Fuller: 

* 13652—William D. Cleveland & Sons et al. vs. Beaumont, Sour Lake 
& Western Ry. Co. et al. 


24—Argument at Washington, D. C.: 
be 965—Galveston Commercial Assn. et al. vs. A. & V. et al. 
12100 Beaumont Chamber of Commerce vs. Director General, Beav- 
mon Wharf & Terminal Co. et al. 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. Di- 
rector General, Beaumont, Sour Lake & Western et al. 
12982—W eatherford, Crump & Co. vs. Abilene & Southern et al. 
om 24—Saginaw, Mich.—Examiner Gaddess: 
41i—Saginaw Milling Co. et al. vs. Director General, 
quette Ry. et al. 
a 24—Birmingham, Ala.—Examiner Cassidy: 
ee Lumber Co. vs. Director General, South Geor- 
ia Ry. et al. 
13624—Watters-Tonge Lumber Co. vs. Director General, Alabama & 
Northwestern R. R. et al. 
ar 24—Kansas City, Mo.—Examiner Keeler: 
24—Oakdale & Gulf Ry. Co. 
25—New York, N. Y.—Examiner Quevedo: 
* 13593—The Wheatena Company vs. Director-General, P. R. R., et al. 
* 13592—Raritan Aniline Works vs. Director-General, C. R. R. of N. J. 
May 25—Chicago, Ill.—Examiner Butler: 
* 13561—Western Petroleum Refiners’ Association vs. C. B. & Q. et al. 
* sa teen Petroleum Refiners’ Association vs. Mo. Pac. et al. 
y 25—Birmingham, Ala.—Examiner Cassidy: 
- 13612 —J. R. Thames vs. Sou. Ry. et al. 
ad ee ea & Sons vs. Director-General. 
y 25—Peoria, Ill—Examiner Worthington: 
. 13492—Peoria Brick and Tile Company vs. C. B. & Q. et al. 


Hollingshead Company vs. 


Pere Mar- 










to be heard at Wilmington, N. C., Atlanta, New 


to The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 

The charge, as fixed by the Commission, is 124% cents per page for 
each copy furnished. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-1706 WOODWARD BLDG., WASHINGTON, D.°. 


a number of attorney and ¢- 
p= RA Interstate Sommeres Commission.) 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Sullding. 
St. Louls, Mo. 


Special attention to matters before Interstate 
PA nen ro State Commissions and railroad 
CHICAGO — rate litigation and claims. 
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MID.WEST Box COMPANY 





THE TRAFFIC SERVICE CORPORATION 

























WASHINGTON CHICAGO Corrugated Solid Fibre 
SOLORADO BUILDING 418-430 S. MARKET S . 
’ TREET N 
Telephone, Main 3840 Telephone, Harrison 8808 Fibre Board Containers 
Products \ 
Pactectes ST General 


Anderson, Indiana 
Kokomo, Indiana 
Cleveland, Ohio 
Fairmont, W. Va. 
Chicago 


yy & Offices 


Conway Building 
Chicago 





We operate our own Boxboard and Strawboard Mills 
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Rapid Transit 
And The Gateway— 


"THE old axiom that the speed 
with which a bottle may be 
emptied depends upon the neck 

TO HAVE 
WHAT YOU WANT holds good in shipping through 
WHEN YOU WANT IT “LC. L.” freight—the interchange 
gateway is the neck of the bottle. 


Eighty-seven percent of the through “L. C. L.” freight 
routed via ST. LOUIS departs the same day it arrives. 


Because in ST. LOUIS is operated tne most modern, 


up-to-date, efficient, high-speed system of facilities for 

4 the interchange of ‘‘L. C. L.’’ freight to be found in 

y any city of the world—a tractor and trailer service 
» 


enabling a fifteen-minute schedule of ten-ton loads 
between depots—a service that has aroused interes* 
everywhere. 





ST. LOUIS loads and sends out 1,000 package cars daily 
Compare these facilities with those of other gateways 


to the west and remember that loss of time may mean 
loss of business! 


In no other large city of the country ts the problem of freight 
transfer for less-than-carload shipments met as it 1s met in 


ST. LOUIS (gateway to the West and Southwest) by the 


Columbia Terminals Company 


Acting as Agent for All Railroads Entering 


ST. LOUIS 








We serve F i‘ ; a 

90 percent : | Win. TY . | — 
of the business | ' 

houses of 


our city 


describing 
our transfer 


Service 


More Than Two Millon Dollars Invested in Factlittes 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, 
Martinique, Barbados, Trinidad, Curacao; also North Coast 
South America, including Colombia; also Mexican ports 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 





Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFF ICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., In 
25 Beaver Street 
CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 








NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 












MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, 
OAKLAND, PORTLAND, SEATTLE 


SAN FRANCISCO 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. 131 State St. Lafayette Bldg. Oliver plies 1024 Prudential Building Central Bldg. 201 California Street Pierce Building 
Chicago Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis 
Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L. C. Smith Bldg. 211 Eleventh St. ae Shipping ~ ~ 

Mobile, Ala. New Orleans, La. Portland Seattle Tacoma, Wash. Vancouver, B. 







STORAGE DISTRIBUTION 


cold Storage and Wareh, 


GEORGE S. LOVEJOY use Co, 


Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 











CONSTITUTION WAREHOUSES 
Connection with all lines via Union Freight 





; Railroad. 
SUMMER STREET STORES Capacity, 623,000 cubic feet. 
Direct connection with New ——— New Haven 

& rtford Railro 


ALBANY TERMINAL STORES 
Direct connection with Boston & Albany 


Ha ailroad. 
Capacity, 2,000,000 cubic: feet. Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 10,329,000 cubic feet 








